





N MORE THAN EVER A SERVICE INSTITUTION’ 
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South Side Reshipping Warehouses—Away from con- 
gestion. Largest consignments Inbound or Outbound 
handled with dispatch. 60-car private switchtrack. 
All buildings strictly modern with insurance rates as 


All conditions indicate that Chicago is 

destined to be an even greater market 
after the war than before. Its distribution 
advantages will be more notable than in the 
past. So it is not too soon to begin to plan 
for warehousing for your peacetime growth 
in the great Middle West. 


Crooks Terminal Warehouses provide the 
expected services in safe storage, speedy 
handling and prompt distribution of your 
merchandise. In addition, you enjoy low in- 
surance rates, unexcelled counsel on all ware- 
housing problems and a management whose 
dependability is attested by the Company's 


years of growth and continued success. 


Today's heavy demands upon our facilities do 
not prevent our giving you our best thought 
and suggestions for your future expansion in 
this important market. 


low as 14 cents. 


Five Choicely Located Warehouses in Chicago 


. CHICAGO, ILL.— Downtown Warehouse, Burlington Terminal Building, 
Canal & Harrison Sts., on the C. B. & Q. R. R. Capacity 400 carloads. 
Two blocks from the Union Station. 


. CHICAGO, ILL.—Burlington 14th Place Warehouse, cor. Canal St., on the 
Cc. B. & Q. R. R. Close to Chicago produce and grocery markets. 

. CHICAGO, ILL.—35th Street Warehouse, 2710 W. 35th St., adjacent to 
Chicago Stock Yards and the Central Manufacturing District. Served by 
Santa Fe, Penna., C. R. & I. and I. H. B. Railroads. Capacity 509 car- 

. CHICAGO, ILL.—Scuth Side Warehouses on the Belt Ry. of Chicago. Ad- 
jacent to the Great Clearing Interchange Freight Yard, 5817-5967 West 
65th St. Capacity 1,800 carloads. 

. CHICAGO, ILL.—South Chicago Waterfront Warehouses, 103rd & Calumet 


River on the Belt Ry. of Chicago. Spacious dock—deep water—tully 
equipped for all type and size cargo. 


We are members of Interlake Terminals, Inc., 


a group of outstanding marine and railroad terminal warehouses—with 
space, service and facilities as follows: 

BUFFALO 13, NEW YORK 
BUFFALO MERCHANDISE WARE- 
HOUSES, INC. 
CHICAGO 7, ILLINOIS 
CROOKS eee WAREHOUSES, 


CLEVELAND “14, OHIO LOS ANGELES 21, CALIFORNIA 
CLEVELAND STORAGE CO., INC. OVERLAND TERMINAL WARE- 
DETROIT 16, MICHIGAN HOUSE CO 
EDGAR’S SUGAR HOUSE, INC. MILWAUKEE 2, WISCONSIN 
DETROIT 26, MICHIGAN HANSEN STORAGE COMPANY 
MICHIGAN DOCK CORPORATION MUSKEGON 17, MICHIGAN 
GREEN BAY. WISCONSIN WEST MICHIGAN DOCK & MARKET 
LEICHT TRANSFER & STORAGE Co. 
PORTLAND 9, OREGON 
RUDIE WILHELM WAREHOUSE Co., INC. 
Please feel free to call upon us regarding your needs at these points 
of advantage. 


HOUSTON 2, TEXAS 
FEDERAL WAREHOUSE COMPANY 


KANSAS CITY 7, MISSOURI 
CROOKS ee WAREHOUSES, 


Invest in Victory — Buy War Bonds 
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For many Americans, the mention of “The Old 
Oaken Bucket that hung in the well” evokes nostalgic 
memories and romantic experiences. But “The Old 
Oaken Bucket,” has gone the way of the stagecoach 
and the one-horse open shay. They just couldn’t meet 
the demands of rapidly developing America. 


It is a different story with the railroads—true, the 
snorting little wood-burning locomotives of long ago 
could not do the tremendous job the American rail- 
roads are doing today. But the railroads have kept 
abreast of the nation as it progressed. All through the 
years, some of the keenest engineering minds of the 
country have been employed in railroad design and 
building. Literally, billions of dollars have been ex- 
pended in a continuing campaign to provide better 
equipment, improve operation, and expansion all 
along the line. 


Norfolk 
and WMOSTOIN 
sea 


PRECISION 





TRANSPORTATION 


ae — ays BRISTOL 
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The result: During the present critical days the 
American railroads are handling smoothly and ef- 
ficiently the greatest volume of traffic in railroad 
history. 


Planning today for the traffic of the future always 
has been an integral part of Norfolk and Western 
policy—a policy of improvement of all equipment 
and all services. 


Keyed to the N. & W.’s over-all design for the pres- 
ent and the future, are the railway’s highly trained 
traffic specialists located in many of the principal 
cities of the country. You may have the services of 
these specialists without charge or obligation. Call 
upon them—their assistance can be important to 
your own present and future traffic plans. 
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f Increased Postwar use planned by Jane Taylor, ; 
Foremost Resident Buyer and Style Reporter, 
Los Angeles 
Telephone Mieni 
Sabi “JANETAYLON! 
We recomm da 
es en Airfreignt because it gives So m 
a: 

b © Stores we represent. Our use is limi ne 
= cause war traffic keeps Ai mited now, of course, 
= Created Styl 
- kat e merchandise, Quicker delivery éa 

S+ more frequent turnover, ang re~o BE Meee 
time for Peak demand. rders which arrive in 
e 
f- 
d 
'S 
n 
nt 
S- 
»d 
al 
of 
all : 
an Jus fashion industry is just one of the many which can 
take to the air—profitably! In numerous other fields pro- 


gressive business men are testing Now to learn the possibil- 
ities for profitable merchandising inherent in Airfreight. The 
opportunities are as limitless as air itself, and the charges 
are set low enough to satisfy the needs of everyday shippers. 

Find out how Airfreight can work for you. Write to 
\irfreight Division, American Airlines, Inc., 100 East 42nd 
Street, New York 17, N. Y., for full details. Ask, too, about 
the new International Airfreight to and from Mexico. 


AMERICAN AIRLINES Z- 


THE NATIONAL AND INTERNATIONAL ROUTE OF THE FLAGSHIPS 














WHERE AMERICAN AIRLINES’ 
AIRFREIGHT SERVICE 1S AVAILABLE 


American Airlines’ 


AIRFREIGHT cieeniil 


American Airlines’ 
International AIRFREIGHT aa 
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This Liberator 
Shut down a factory 


These explosions mark the site of an Axis armament 
1. factory deep inside Germany. The plant was operating 
full blast, until the Liberators came over and dropped their 
tons of demolition bombs. Now this factory won’t be doing 
business at the old stand for a long time to come, if ever. 
This story could be repeated over and over again. 


Pa 
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on’s role in the war, 
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one of a series which is appear- 


d newspapers as Conso! 
a clearer public 


nsol- 


and 


This Liberator 
kept one running 


Here you see a U.S. radar equipment factory. Lacking 
2. a certain rare mineral, obtainable today only in India, 
this plant faced a temporary shutdown. But the threat never 
materialized. Several tons of the precious ore were loaded into 
a Liberator Express, which flew its high-priority cargo direct 
to the factory from India in just 60 hours. 


LIBERATOR . ... 4-engine bomber 


The giant Consolidated Vultee 
Liberator bomber, with over 3000 
miles flying range, tremendous 
firepower, speed, and multi-ton 
bomb load, has been blasting the 
Axis with devastating effect from 
Berlin to the South Pacific. 


PRIVATEER...4-engine patrol bomber 


The new Privateer, huge land- 
based Navy patrol bomber now 
in action, has a flight range of 
well over 3000 miles, is used for 
search, photographic, and anti- 
submarine patrols, as well as 
long-range bombing missions. 


SENTINEL . . . “Flying Jeep” 


The Consolidated Vultee ‘‘Flying 
Jeep”’ is a glowing example of 
how a peacetime plane went to 
war. Modified to perform a hun- 
dred-and-one combat tasks, it has 
proven to be one of the AAF’s 
most versatile light planes. 


CATALINA .. . patrol bomber 


The twin-engine ‘‘Cat’”’ is the 
Navy’s most famous patrol 
bomber. It has turned in a glori- 
ous performance record, not only 
as ‘Eyes of the Fleet,’”’ but as a 
torpedo plane, long-range bomber, 
rescue plane, and transport. 


CONSOLIDATED VULTEE AIRCRAFT 


AR a Sr SS San uamamtinusa eS 
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3 Air Express has come of age. Today, such vital car- 
s 





goes as tin, mica, tantalite, beryllium, mercury, drugs, Still another job awaits the airplane when the war is 

and industrial diamonds are being imported by air at the > OVE... 
rate of 40,000,000 pounds a year. As a nation, we know now that the desire for peace is not 

After the war, still bigger transport planes, developed from enough. Peace which we are not strong enough to defend is 
such Leviathans of the Air as the multi-ton Consolidated not peace at all. 
Vultee Liberator Express, will fly the global skyways, link- We know, too, that Air Power is a force the aggressor na- 
ing once-distant nations together in peacetime trade and tions understand and respect. " 
mutual understanding. If America maintains an invincible postwar Air Force— 


and a healthy, progressive aircraft industry to keep that 
Air Force at peak efficiency—we shall have in the airplane 
a potent, ever-vigilant guardian of the peace. 


No spot on earth is 


: y) ——_ 
, more than 60 hours’ Dont miso ACS ive screen version of Moss Hart's 


great stage hit—presented by 


‘ flying time From your 20th Century-Fox, in association with the Army Air Forces. 
: “Winged Victory” is the name of the Consolidated Vultee 
local airport. Liberator bomber used in the picture. 


MOSS HART'S 


ined! Vielony 


PRODUCED BY DARRYL F. ZANUCK . . . DIRECTED BY GEORGE CUKOR 








RELIANT . . . navigational trainer VALIANT . . . basic trainer 


A favorite plane of many private The Valiant is a swift, rugged 
1 flyers in peacetime, the wartime two-place basic trainer, in which 
‘“ version of the Reliant is now practically all of the Army and 
y widely used, especially by Royal Navy pilots in this war received 
a Navy pilots, for all-important their basic training. This depend- 
ry instrument-flight instruction and able trainer has a service ceiling- 
navigational training. of 21,000 feet. 





(All the planes shown here were designed and developed by Consolidated Vultee) 


San Diego, Calif. Tucson, Ariz. Nashville, Tenn. Dearbern, Mich. 
Vultee Field, Calif. Fort Worth, Texas Louisville, Ky. Allentown, Pa. 
( | R P 0 R AT | 0 N Fairfield, Calif. New Orleans, La. Wayne, Mich. Elizabeth City, N. C. 
Miami, Fia. Member, Aircraft War Production Council 
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Richmond, Fredericksburg and Potomac Railroad 


The War Second 


Tons Revenue Freight Hauled: 


1940 | 4,563,981 
1941 6,599,612 
1942 11,758,693 


ciaeg 14,111,257 | 
1944 | 14.011.853 


Revenue Passengers Carried: 

1940 | 

194 
ei. ae 


Costly new locomotives, Diesel switching power and added yard 
trackage, with the constant effort of all RF&P personnel, enabled us to 
handle expeditiously this enormous volume of War Traffic in 1943 
and 1944, requiring on the average a freight train every 32 minutes 
and a passenger train every 25 minutes—103 trains per day. 


The Post-War Outlook 


The same facilities and efficiency will assure Peace Time Service 
to meet any and all demands. 


Plant locations at Richmond, Fredericksburg, Alexandria or 
South Washington offer many attractions to Post War Industry, in- 
cluding equable climate, dependable native labor, ample supply of 
soft water, reasonable policy of taxation and other economic advan- 
tages for which Virginia is noted. 


Proximity to the richest parts of the South and the densely popu- 
lated North and East means superior rail service and favorable rates 


kJ on raw materials and outbound products. 
Rich VION D+} scera 
19 dohn a, Wiecdleceas 
g TRAFFIC MANAGER, 
N. 3 W.RY. = mie ORFOLK > 
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Transportation and the Calendar 


In an article in the current issue of the Journal of 
® Calendar Reform, Edward F. Flynn, assistant to 
the vice-president and general counsel, Great Northern 
Railway, discusses the matter of calendar reform as it 
would apply to railroad operations and accounting. The 
possibility of altering our present cumbersome and in- 
ficient way of keeping track of the days has been 
under discussion for nearly half a century. The calen- 
dar we use, the Gregorian, dates back several hundred 
years when an adjustment had to be made because in- 
accuracies in the old Julian calendar had accumulated 
to a point where the inevitable final consequence of 
moving traditional dates into new seasons faced the 
learned world. 

Before the existing sentiment toward calendar sim- 
plification grew, there had been a number of attempts 
to “rationalize’’ the calendar. In France, in the days of 
the revolution, a calendar in which the week consisted 
of ten days, was officially in force for a number of 
years, but the people never accepted it, and with the 
tise of the directorate, it was abandoned. The Soviets 
tried much the same thing, although they attempted to 
satisfy the people with a day of rest every five days in- 
stead of every ten; but if it has won any acceptance in 
Russia, current intelligence doesn’t indicate so. 

In the newer considerations, a proposal for a calen- 
dar of thirteen months, each consisting of four seven- 
day weeks, attained some popularity and was adopted, 
for accounting purposes, by a number of industrial or- 
ganizations who saw in it a way to make monthly 
financial and other statements truly comparable. The 
idea has not struck the popular imagination, however, 
because it calls for rather radical changes. Inciden- 
ally, it has been pointed out, that it would also create 
hirteen days in every year that would be “Friday the 
hirteenth.” 

The proposal discussed by Mr. Flynn is known as the 
orld Calendar. It would continue the present year, 
ade up of twelve months, but would divide the year 
nto four equal quarters. Each quarter would consist 
Mf 91 days as compared with the existing variation of 
rom 50 to 92 days. Each quarter would begin on Sun- 
Fay and end on Saturday, and the first month of each 
garter would have 31 days with the other two having 
0 days each. Thus, January, April, July and October 
| Would be identical months on the calendar, each be- 















___—'Binning on Sunday and continuing 31 days. February, 
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May, August and September would also be identical, 
beginning on Wednesday and having 30 days, March, 
June, September and December, each with thirty days 
beginning on Friday, would also be identical, ending on 
Saturday. The extra day in the year, would carry no 
date and would fall between December 30 and January 
1. In leap year, there would be a second day of no date, 
falling between June 30 and July 1. 

The World Calendar, as Mr. Flynn points out, would 
greatly simplify accounting and statistical work on the 
railroads, as elsewhere in business. Because of the fact 
that the 31-day months each have five Sundays, while 
the 30-day months each have only four, each month 
would contain uniformly 26 working days. The year 
would divide neatly into two 182-day halves and four 
91-day quarters. Each year would be identical with all 
others. The wall calendar would be a perpetual calen- 
dar, so that statistical comparisons, monthly and an- 
nual, would really mean something. Anyone who has 
worked over, or studied graphs indicating such things 
as revenues and carloadings, knows what ingenious 
artificial adjustments must be made to bring stated 


monthly or yearly periods into forms that may be truly 
comparable. 


R. FLYNN insists that, while the railroads are 

progressing with the streamlining of equipment 

and services, they ought to get behind the proposal to 
streamline the calendar. On the point, he says: 

“A calendar that stays put, with every day and date 
the same, free from wandering holidays, would make 
the operation of the railroad easier. Definite plans 
could be made and precedents once established could 
be continued with slight revision. The savings in the 
advertising department should be substantial, not only 
in printing alone, but in the matter of frequently 
changed time-tables and in money spent for other 
printed matter necessary to encourage vacational and 
seasonal travel. 

“A stable calendar of 12 months and equal quarters, 
it seems to me, would be a great saver in railway ac- 
counting, in anticipating the making up of trains, in 
planning the proper allocation of rolling stock, and in 
the efficient diversion of help. 

“No one but a seasoned railroad man can know the 
hectic hours in all departments occasioned by an unusu- 
ally heavy week-end. Today, there are few precedents. 
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Good Reasons why Operators Prefer 
the FRUEHAUF ELEVATING ENDGATE 


The Advantages of lifting your loads by engine- 
power instead of by man-power are readily ap- 
parent. But, when it comes to the selection of the 
Elevating Endgate itself, here are a few good 
reasons why operators say “Buy Fruehauf”: 


The Fruehauf Endgate 
loads from the ground 
level. There’s no lifting 
onto this Endgate. 
Loaders simply run 
hand trucks or slide 
freight right on. 





The Fruehauf Endgate is 
the one construction which 
permits unequal distribu- 
tion of weight, and still 
gives the load a smooth, 
level lift—-no extra work 
to “center” load. 





The Fruehauf Elevating 
Endgate operates by de- 
pendable hydraulic power 
—with automatic stop at 
ground and truck-bed level. 
Just one convenient lever 
control moves the gate up 
/ or down—or holds it mo- 
== tionless at any level. 












The Fruehauf Endgate lifts up 
to 2000 lbs. Safety release- 
valve prevents overloading. 
Will not operate until load is 
reduced to maximum. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY @ 


Service in Principal Cities 


DETROIT 32 








The Endgate, when locked 
at truck-bed level, will 
carry a load—adds 3 feet 
to the carrying capacity of 
the truck. Or can be swung 
up or down the same as 
any conventional gate. 





Fruehauf’s stationary 
power unit eliminates 
chatter, binding, and pos- 
sibility of oil leakage. 
The cable drive, from 
the hydraulic piston rod 
to quadrant, supplies a 
smooth, even flow of 
lifting-power. 





FASTENS SECURELY 
TO FRAME 





Easily installed—mounted on frame independently of 
any body fastenings. Weight of unit is well balanced, 
evenly distributed—no tail-end overloading. 





Fruehauf Endgates are engineered —fully guaran- 
teed. Hundreds of original units have given constant 
trouble-free service for the past 12 years. Long “life 
expectancy” is assured. 


You can lift your delivery profit 
level with a Fruehauf Endgate. 
Get all the facts from the Frue- 
hauf Branch in your territory, or 
send for the 12-page, fully illus- 
trated booklet—”THE FRUEHAUF 
ELEVATING ENDGATE’”’. 


FRUER AUS 
ELEVATING 
ENDGATE 


VATE, ~ 
SAVES Finis nfo x 


FRUEHAUF TRAILERS <@> 22222. 





REG. U. S. PAT. OFF. 
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A holiday falling on Wednesday means that a certain 
number of train sections will be needed. A week-end 
holiday may call for even greater facilities than the 
same holiday last year. As an example: No one knew 
what to expect travelwise last Thanksgiving. Rolling 
stock was assembled in greater numbers than was 
needed, because, to everyone’s surprise, Thanksgiving 
travel in 1943 was unusually light, considering the 
number of men on furlough, while it was excessively 
high during the Memorial and Independence holidays. 

‘Tf the railroads had a perpetual calendar which 
could be depended upon, it would not be long before 
the records of the previous year could become rules of 
thumb upon which to base the plans of this year. 
Weather, special events and unanticipated conditions, 
of course, would cause slight fluctuations. But, speak- 
ing broadly, there would be at least a mark at which to 
shoot. 

“In railway law departments, attorneys will know 
the exact and definite date of the opening of a term of 
court either locally, or in the highest state or federal 
courts. These attorneys will not have to fumble about 
to find out when comes the “first Tuesday after the 
first Monday” of a certain month, as they do at present. 

“And in the tax departments of railways the same 
rule will apply as to dates of meetings of county com- 
missioners and other taxing bodies. 

“There is not sufficient space to point out all the ad- 
vantages of this perpetual calendar as it affects the 
various intricate operations of the transportation busi- 
ness. It makes periods comparable and when you have 
an opportunity for comparison you are better qualified 
to make plans for today. The World Calendar becomes 
a yardstick by which today’s accomplishments and to- 
morrow’s plans can be measured against those of a 
similar period at some prior date.” 


EFORE the outbreak of this war, the idea of the 

World Calendar had made considerable progress. 
The League of Nations had assigned it for consideration 
to its committee on transit and communications, and 
that committee had ascertained that no less than six- 
teen nations were ready to accept it in principle. It has 
been endorsed by the Chamber of Commerce of the 
British Empire, by the American Statistical Associa- 
tion, The National Educational Association, and by a 
number of other business, educational and religious or- 
ganizations. 

Under the stress of war, of course, anything that re- 
quires international cooperation, has had to mark time. 
One of the fruits of a world organization, such as many 
nope will emerge from the conference now going on in 
San Francisco, may well be subsidiary bodies, such as 
hose of the old League of Nations, one or the other of 
Whicii might study and recommend on the matter of 
aler‘ar reform. If and when the matter again be- 
omes active, it will pay not only the railroads, but 
Other means of transportation and the great body of 
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users of transportation to give some serious considera- 
tion to it. 





What's Ahead for Traffic Management 


Post-war planning is, these days, almost a uni- 
®@ versal pursuit. Everyone is trying his hand at it, 
from the general committees representing great seg- 
ments of industry and the government bureaus that 
have indicated that the returned veterans of this war 
shall sell popcorn instead of the apples that were the 
symbols of their neglect after the last war, to the in- 
dividuals who are scheming diligently to get their share 
of the backlog of a hundred billion dollars in savings 
they confidently expect will be poured into the marts of 
trade when peace comes and the periodical war bond 
campaigns cease. 

In the general discussion, however, the traffic man 
has been strangely silent. This is no indication, how- 
ever, that he isn’t doing a lot of thinking and planning 
on his own part. It is merely an indication that, col- 
lectively, the traffic man is normally inarticulate con- 
cerning things that affect himself. Individually, that is 
not the case. One may draw him out with little effort— 
indeed, for the most part, individually he needs no en- 
couragement to talk about what he has and has not 
got and what he thinks he ought to have. Individually 
he is vocally aware of the fact that, despite the impor- 
tance of his job in the framework of his industry, he 
is a long way from the recognition that has for many 
years been accorded to his colleagues in the purchas- 
ing, production and sales ends of business. He has not, 
however, as yet been able to transmute that awareness 
into any concerted effort, in the company of his fellow 
traffic men, to bring the anomoly forcefully to the at- 
tention of industry generally. 


In a like manner, it is not an uncommon thing to 
hear the individual traffic man, especially in a small 
group of his fellows over the lunch table, talk intelli- 
gently about what has happened in transportation be- 
cause of the war and say that advances made in that 
period ought, in sheer common sense, be preserved in 
the post-war days. Occasionally one even goes so far 
as to express an opinion as to what ought to be done to 
preserve these advances and to extend them. 

As far as we know, however, no one has as yet tried 
to discuss the matter in specific terms and to point out 
that the changed transportation practices, if they are 
to be carried on, presage a change, also, in the kind of 
a man who handles traffic and in the way in which he 
will be looked on by those in industry for whom and 
with whom he works. If there has been anything writ- 
ten on the subject, up to now, we haven’t seen it. That 
is one reason why we are glad to be able to present to 
the readers of the Traffic World in this issue, a com- 
prehensive article on the subject by G. Lloyd Wilson. 


Dr. Wilson has been in a particularly advantageous 
position to observe what has been going on since the 
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beginning of the amazing rise in traffic late in 1939. 
Aside from his academic work, which requires keeping 
pace with developments, he has, in those years, as a 
member of the staff, first of the War Production Board, 
and, later, of the Office of Defense Transportation, been 
in a position to study the existing and changing condi- 
tions and to observe the radical moves that have been 
made to meet those conditions. His background of 
work in railroad and industrial traffic endows him with 
a sharp understanding of these things and his wide 
acquaintanceship and association with industrial traffic 
men gives him an appreciation of the skill and intel- 
ligence demanded of those men in their performance 
of their ordinary and extraordinary duties. 

He sees in the war-time developments in transporta- 
tion, and in the inevitable evolution of those changes to 
meet a new peace-time economy, a striking opportunity 
for the traffic manager to win for himself that place in 
the industrial set-up to which he has long aspired, and 
to which he has been entitled. What he has to say 
about the post-war relationship between the traffic de- 
partment and such other departments of business as 
planning, purchasing, sales, advertising and account- 
ing, and of its function in direct service to top manage- 
ment, merely puts into words what the whole world of 
transportation has vaugely felt for some time. 

The Associated Traffic Clubs of America has had 
under consideration, for more than a year, a plan for 
“selling” the value and responsibility of traffic manage- 
ment to industry as a whole. That, however, is only 
one part of the job. In the last analysis, the place the 
traffic manager will assume in our post-war economy 
depends on the traffic man himself. Dr. Wilson points 
out to the traffic manager his opportunities. The traffic 
manager himself should, right now, be doing some 
planning on how best he may sieze those opportunities. 


Transport Policy Change Asked: 


J. J. Pelley, president, Association of American Railroads, 
in an article in the April issue of the Army Transportation 
Journal, expresses the view that the present public transport 
policy is a handicap to the railroads because they must provide 
and maintain their own roadways, pay taxes on them, and cover 
all costs out of service charges. 

Mr. Pelley says that if this policy is continued in the years 
after the war, there is a serious question as to whether the 
railroads will be able to attract the private capital that is so 
vital to future progress in railroading. 

“They will undoubtedly be severely handicapped,” he points 
out, “in their ability to contribute in full measure to the eco- 
nomic prosperity and stability of the nation through employ- 
ment, purchases, and taxes. 

“On the other hand, if a public transportation policy should 
be created whereby the railroads and every other form of trans- 
portation would be able to haul that part of the total traffic of 
the future which each is inherently capable of carrying most 
satisfactorily and at the lowest real cost, the public interest 
would best be served. Under such a policy the outlook for our 
railroads would be promising.” 

Mr. Pelley holds that the railroads will have to meet greatly 
intensified competition after the war, and adds that they will 
have to vie with vessels, vehicles, and airplanes not only tre- 
mendously increased in number but also vastly improved in 
performance ability as a result of war experience and govern- 
ment support. 

How the rail lines will fare under such conditions, according 
to Mr. Pelley, depends largely on two things: first, the steps 
which the railroads take to meet postwar demands, and sec- 
ond, public policy as to transportation. 

“As to the first,” he says, “the railroads have already acted, 
both individually and collectively. They are now taking the 
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measure of the jobs that lie ahead, and are trying to determine 


. how they can best do those jobs. For instance, for more than 


2-1/2 years they have been carrying on, through a special com- 
mittee of railroad officers, a study of all forms of transporta- 
tion, as well as all phases of railroading. The primary purpose 
of this general inquiry—the most extensive and intensive inves. 
tigation of its sort ever undertaken by the railroads—is to find 
ways and means of making railroads still more serviceable to 
the nation. 

“What public policy will be toward the several forms of 
common carriage after the war is a question. The present policy 
is definitely a handicap to the railroads.” 

“As in the last war,’ he continues, “the railroads cannot 
get all the new equipment or all the help they need to handle 
the traffic, nor can they get all the materials they would like 
to have to keep them up with demands made upon them. Their 
plant is undergoing the longest and heaviest wear and tear in 
its experience. The Interstate Commerce Commission estimates 
that the accumulation of deferred maintenance of railroad prop- 
erty so far in this war amounts to approximately $300,000,000. 

“This means, of course, that there will be a problem of re- 
habilitation for the railroads after this war just as there was 
after the last one. Not only will there be a great need to ‘catch 
up’ but there will also be a need for new and better equipment, 
especially passenger equipment of the newer designs. 

“Such a program of plant modernization should prove a 
real contribution to keeping up production and employment 
levels in the first few years after hostilities cease, provided the 
financial position of the railroads will permit the huge expendi- 
tures which should be made. 

“In swinging from war to peace, the railroads will not have 
any great reconversion problems. This is partly because the 
same railroad plant can haul either war goods or peace goods, 
and partly because the improvements and changes which have 
been made on the railroads during the war have been accom- 
plished without financial aid from the government. The rail- 
roads’ only reconversion problem, perhaps, will be to obtain 
sufficient business to meet costs at the levels they will have at- 
tained by that time.” 





METZMAN ON TRANSPORTATION POLICY 


Private investment in railways can live alongside of govern- 
ment investment in highways, waterways, airports and airways 
if the government-owned transport plant is made self-support- 
ing, G. Metzman, president of the New York Central System, 
told a meeting. of the Fifty Club of Cleveland. He said unless 
the railroads were given equality of competition with their com- 
petitors, he did not know how long they could get along without 
public aid and still provide the service the nation needed in 
peace and maintain a plant immediately available in case of 
war. 

He charged the Department of Justice, in its antitrust suit 
filed against the railroads in Lincoln, Neb., with attempting to 
create inequality among competing transportation agencies by 
making it impossible for the railroads to make rates by the 
conference method. He said there was discrimination against 
the railroads in the matter of social security and compared the 
provisions of the railroad retirement act and the social security 
act for industry generally. 


He observed that 75 per cent of the war-time transport 
load, excluding cartage, had been carried by ihe railroads, “by 
facilities built with private capital,’ and went on to say that 
the users of the tax-subsidized transportation facilities either 
paid ” tolls, or paid inadequate user taxes and tolls. He con- 
tinued: 


“No distinction is made between natural waterways such as 
the Great Lakes and our coastal waters, on the one hand, and 
the artificial inland waterways such as the New York State 
Barge Canal, on the other hand. Natural waters are quite 
properly open for the use of all, without tolls. But when it 
comes to artificial waterways, why should the barge operator 
have an artificial channel provided for him free of charge at 
public expense, whereas his competitor, the railroad, is com 
pelled to maintain and pay taxes on an expensive roadway? 

The shipper who used the railroad, he said, paid the whole 
cost and through taxes paid some of the costs of the user of 
subsidized transportation. This, he added, was “an insidious 
form of discrimination,’ and that, when such discriminatia 
existed, it became possible for a less efficient transportatio., 
using public facilities, to prevail against a more efficient con 
petitor. 

On the subject of the land grant rates, Mr. Metz said thet 
“the railroads have paid back the value of the government lard 
grants nine times over.” He said lands granted to the railroaG 
were, when granted, worth about $125,000,000. To the end of 
1944, he said, land grant deductions on government traffic had 
totaled $1,121,000,000, adding that “currently the railroads ait 
paying back the value of their land grants once again every 
five months.” He expressed the hope that Congress would pas 
the Boren bill, to repeal the land grant rates. 
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Irish Potato Shipment Charges 






not Charges for refrigerator cars, not iced, used for shipments 
\dle & of Irish potatoes, in carloads, were involved in two reports and 
like orders of the Commission, division 2, Commissioner Alldredge 














































































































reir | dissenting in part in each instance. The proceedings were No. 
r in 28722, Coastal Produce Association, et al., vs. Atlantic Coast 
ates ff Line Railroad Co., et al., embracing also Sub. 1, Charles E. Gib- 
rop- fg son, Inc., et al., vs. Same; Sub. 2, Charleston Produce Distrib- 
000,  utors, et al., vs. Same; Sub. 3, American Fruit Growers, Inc., 
ye. et al., vs. Same; Sub. 4, South Carolina Vegetable Co-operative, 
was @ Inc. et al., vs. Same; and Sub. 5, Meggets Produce Exchange 
atch vs. Same; and No. 28905, Florida Planters, Inc., et al., vs. Flor- 
ent, § ida East Coast Railway Co., et al. 
wa Coastal Produce vs. A. C. L., et al. 
nent In No. 28722, et al., the division found applicable and not 
the § shown unreasonable or unjustly discriminatory the assailed 
ndi- § charges for refrigerator cars, not iced, used for shipments of 
Irish potatoes, in carloads, from Charleston, Beaufort, Colleton, 
have @ and Dorchester counties, S. C., between May 1, 1938, and June 
the @ 13, 1940, and for shipments that arrived by boat from nearby 
ods, island landings and were transshipped at Yonges Island and 
have @ Charleston, S. C., to New England, middle Atlantic, midwestern 
-om- # and southern states east of the Mississippi river. The division 
rail- @ also found that no damages were shown to have resulted from 
tain @ other alleged violations of the interstate commerce act and 
e at- — dismissed the complaints. 
Said the division: 
Complainants’ shipments moved in the months of May and June 
of each year. The tariff containing the rates, also contained a pro- 
vern- — vision for a charge for the use of refrigerator cars furnished on request 
ways — which was in effect during the 1938 and 1939 shipping seasons. .This 
port- § Provision was canceled September 12, 1939, and reference was made 
stem, to another tariff containing like charges. The latter tariff which be- 
less came effective June 20, 1939, a ‘‘perishable protective tariff,’’ had on 
inles the title page the additional caption ‘‘Also charges for the use of dry 
com- refrigerator cars.’’ The tariff containing the rates also made the usual 
thout general reference to publications containing charges for ‘‘car service’’ 
ed inf§ and other accessorial services. On behalf of complainants it is con- 
ise off tended that as it was not specifically stated that the rates were sub- 
ject to the charge for the use of .dry refrigerator cars stated in an- 
t suit other tariff, the charge was not applicable. While it would have been 
: better tariff publication to have made specific reference to charges for 
ing to refrigerator cars, the method of publication employed was sufficient 
es by § and does not render the charge inapplicable. 
y the Complainants maintain that charges for refrigerator cars were 
gainst inapplicable on certain shipments originating on islands because of the 
»d the @ fact that the boat lines were not parties to the tariff naming these 
curity charges. Reference in the tariff containing the rates, to railroad tariffs 
providing for such charges, was sufficient. It was not necessary for 
boat lines to be named as parties to the tariffs containing the charges 
nsport ff for refrigerator cars. 
s, “by 
y that The division also said the tariff to which reference was 
either § Made for the charges for refrigerator cars provided that re- 
e con-@ quests for refrigerator cars should be in writing or confirmed 
In writing. It was contended on behalf of the complaints, con- 
uch as Nued the division, that the refrigerator cars were furnished 
d. and for the defendants’ convenience and that because no requests 
State #2 writing were made, the finding should be that the charges 
quite provided for such cars were inapplicable. 
hen it “There is no showing that defendants furnished and charged 
erator @0r a refrigerator car, or used a refrigerator car and made a 
ree at@arce therefor in the shipment of potatoes originating on an 
. com: gSland, in any instance where it was the desire of the shipper 
way?’ gat a ventilator car be used,” said the division. “Under like 
whok §"rcumstances relating to shipments of potatoes from the Hast- 
iser of $288s Gistrict in Florida, when orders or confirmations of orders 
sidious "ere required to be in writing, we said in No. 28905, Florida 
inatin enters, Inc., vs. Florida E. C. Ry. Co.,—I. C. C.—, decided 
“tation jge2@currently with the instant proceeding, that shippers cannot 
+ con-@'V0ld the payment of published charges for refrigerator cars 
lesired, where they succeeded in obtaining them without plac- 
id thet §™e orders in writing and failed to confirm in writing orders that 
nt lard °yv have been given orally, as required in the tariff provision, 
ilroac "ng Smith Agency vs. Boston & A. R., 183, I. C. C. 461, by 
end ¢Mu ‘slon 3, and discussing also the decision of the Supreme Court 
fic had" Vavis vs. Henderson, 266 U. S. 92.” 
ads alt _since the instant proceeding concerned reparation only 
1 every ind no evidence was introduced with respect to damage by 
1d paseson of alleged violation of section 3 of the act, the division 





continued, no finding as to that allegation was necessary. The 
division also said that presumptions of unreasonableness be- 
cause of fourth-section departures caused by the maintenance 
of the charges assailed, were adequately rebutted by the evi- 
dence in the instant proceeding, and the decisions in proceedings 
cited. There was no evidence indicating a violation of section 2 
of the act, said the division. 


Florida Planters vs. F. E. C., et al. 


In No. 28905, the division found applicable in some in- 
stances and inapplicable in others the assailed charges for re- 
frigerator cars, not iced, used for shipments of Irish potatoes, 
in carloads, from the Hastings district in Florida to destinations 
east of the Mississippi river between March 1, 1938, and June 14, 
1940. The division also found not shown unreasonable the appli- 
cable charges on shipments with respect to which the claim for 
reparation was seasonably filed. No damages were found shown 
to have resulted from other alleged violations of the interstate 
commerce act. Reparation was awarded, the division noting that 
the complainants presented no witness qualified to testify, of 
his own knowledge, that they paid or bore the charges on any 
of the shipments. The division said that if the complainants 
made shipments and paid or bore charges on the shipments 
that were found in the instant proceeding to have been inap- 
plicable, they were entitled to reparation, with interest. Said 
the division further: 


We find that the charges assailed were applicable on all of the 
shipments under consideration, which moved on or after April 1 in the 
years 1938, 1939, and 1940, except that the charges were not applicable 
on such shipments, if any, as were transported by railroads which at 
the time were maintaining embargoes against the receipt of potatoes 
loaded in box cars not equipped to protect their contents against cold. 


The question presented in the instant proceeding related 
only to the effect of the provisions, as published, in the period 
covered by the complaint, said the division. It said the tariff 
clearly provided for charges for the use of dry (not iced) 
refrigerator cars, and also provided that they would not be 
applicable in stated circumstances. The latter provision, it 
said, was considered as having rendered the charges inap- 
plicable on such of the shipments embraced in the complaint, 
that moved on or after April 1 of each year, as were transported 
over any railroad that then maintained an embargo against 
shipments of potatoes in unprotected box cars. 

The division further said: 


The fact that defendants were willing to suspend application of 
the charges for furnishing dry refrigerator cars in the Hastings dis- 
trict during the period when they were required for protection against 
cold in the destination territory, does not establish unreasonableness 
of the charge applicable when the necessity for such protection was 
no longer present, and unreasonableness is not established by the in- 
dicated use of refrigerator cars without charge for shipments made 
from the Goulds and Foley districts. 


The rates for shipments to Jacksonville for movement thence by 
water were published in a separate tariff and the failure to make them 
subject to the charge for furnishing refrigerator cars was due solely 
to oversight. 

In connection with the fourth section departures referred to by 
complainants, it was defendants’ purpose to make the charges for 
furnishing dry refrigerator cars applicable on shipments to all destina- 
tions and the failure to accomplish this result to points such as those 
mentioned in Illinois, Indiana and Michigan was due to failure to obtain 
the necessary concurrences of the destination lines. The evidence pre- 
sented, and the proceedings cited, sufficiently rebut the presumption 
of unreasonableness which attaches to total carload charges that were 
higher than charges on like traffic from or to more distant points over 
the same route. There is no evidence directed to unreasonableness of 
the amounts of the charges for refrigerator cars considering the par- 
ticular service for which the charges were made. 


Rates on Flintstone Pebbles 


Flintstone pebbles, used for grinding various raw materials, 
should not be classed as “sand and gravel” for rate-making 
purposes and were not entitled to the commodity rates on 
sand and gravel, but the applicable rates sought to be collected 
on the shipments here involved were unreasonable, the Com- 
mission, division 2, concluded in a report in No. 29107, Patterson 
Foundry & Machinery Co. vs. Chicago, Burlington & Quincy 
et al. It prescribed reasonable rates, awarded reparation and 
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authorized the defendants to waive collection of certain under- 
charges. 

The complainant, according to the report, assailed as unjust 
and unreasonable the rates applicable to what it described as 
“crude stone or gravel” in carloads from Wetmore, Pearsall, 
and Melon, Tex., to East Liverpool and Osborn, O., Oregon, 
Ill., Pinewald, N. J., and New Castle, Pa. The Commission said 
some of the shipments of flintstone pebbles, the commodity 
here under consideration, moved between February 16, 1942, 
and February 28, 1944, from Wetmore and Melon to the 
named destinations and that other shipments moved between 
February 16, 1942, and October 31, 1942. It said that flintstone 
or quartzite pebbles, loose or in packages, in carloads, were 
accorded ratings equivalent to 25, 22.55 and 22.5 per cent of 
first class in the official, western and southern classifications, 
respectively, minimum 40,000 pounds, and that an exception 
rating of 17.5 per cent of first class, minimum 50,000 pounds, 
was established on June 1, 1942, between points in the south- 
west, between southwestern and southern territories, between 
southwestern and trunk-line territories and from southern to 
official territory. 

In support of their contention that these pebbles were 
gravel, said the Commission, complainants introduced defini- 
tions of gravel from the Encyclopedia Brittanica of 1943 and 
Webster’s New International Dictionary, 1944 edition. Com- 
menting on this, the Commission said that the use to which 
an article was put did not alone determine its essential char- 
acter or the charges applicable for its transportation, but that 
where an article had a very limited use and its common name 
was descriptive thereof the use was a circumstance to be con- 
sidered in determining its proper description. 

“The true test,” it said, “is not what is the petrologic or 
generic classification of the commodity, but how it is generally 
known commercially and for transportation purposes. The 
record leaves no room for doubt but that the commodity here 
under consideration is known generally as flint pebbles or 
grinding pebbles.” 

The Commission rejected a contention by complainants 
that low rates voluntarily established by carriers should be 
accepted as evidence that higher rates for comparable services 
were unreasonable. It discussed rates on “stone in the rough” 
and on “the paving group,” and said the value of $33 a ton 
for flintstone pebbles indicated it was a commodity more 
analogous to the “stone in the rough” than to the paving group. 
It said that “when it appears that the marketability and move- 
ment of an article is dependent on comparatively low rates 
that is an important factor qualifying the weight to be given 
to value,” and added that “there is a probability that the move- 
ment will be affected by importations of French pebbles after 
the war.” It made the following findings: 


We find that the rates hereinbefore found applicable from Wetmore 
to East Liverpool were unreasonable to the extent they exceeded 56 
cents and that the rates found applicable from Melon and Pearsall to 
East Liverpool, Osborn, Oregon, New Castle, and Pinewald, were, are, 
and for the future will be unreasonable to the extent they exceeded, 
exceed, or may exceed 56 cents to East Liverpool, 52 cents to Osborn, 
50 cents to Oregon, 56 cents to New Castle, and 65 cents to Pinewald, 
all subject to a minimum of 90 per cent of the marked capacity of the 
car used except that actual weight shall apply when it is less than 90 
per cent of the marked capacity and the car is loaded to full visible 
capacity, except that increases authorized by the Commission on March 
2, 1942, should be added to the rates found reasonable, on shipments 
made during the period those increases were in effect. 

We further find that complainant and interveners made shipments 
as described as to which reparation is sought and paid or bore the 
freight charges thereon at rates found unreasonable; that they were 
damaged thereby in the amount of the difference between the charges 
paid or borne and those which would have accrued at the rates herein 
found reasonable and are entitled to reparation, with interest, on ship- 
ments delivered during the statutory period. They should comply with 
rule 100 of the General Rules of Practice and may include in the state- 
ment under that rule shipments which move during the pendency of 
this proceeding accompanied by affidavit proof that they paid or bore 
the charges thereon. If defendants object to proof in this form, com- 
plainants may request a further hearing. 


Decorticated Flax Straw Rate 


Partially decorticated flax straw, though it contained noth- 
ing that was not a part of raw flax straw, differed so substan- 
tially from the latter commodity as to fiber content, utility 
and transportation characteristics that it could not be placed 
in the “hay and straw” category as to which rates were in- 
creased only 3 per cent in the period of effectiveness of the 
Ex Parte 148 increases, but must take the 6 per cent increase 
authorized in the Ex Parte 148 proceeding (Increased Railway 
Rates, Fares and Charges, 1942—248 I. C. C. 545), the Com- 
mission concluded in a report written by Commissioner Alldredge 
in No. 29099, Peter J. Schweitzer, Inc., vs. Chicago & North 
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Western et al. The complaint was dismissed, on a finding that 
the carload rates charged on flax straw, partially decorticated, 
in machine-pressed bales, shipped between March 18, 1942’ 
and May 14, 1943, from Winona, Duluth and Red Lake Fails 
Minn., and Helm, Calif., to Spotswood, N. J., and from Winona 
to Waverly, N. Z. had not been shown to have been inapplica- 
ble or unreasonable. 

“The commodity under consideration,” said Commissioner 
Alldredge, “is the straw of seed flax from which most of its 
woody content, called shive, and all foreign material has been 
removed. . . . Approximately 4.5 tons of raw flax straw are 
required to produce 1 ton of the processed commodity. .. . 
For shipment, it is compressed to a density of 150 pounds per 
bale. . . . That it is not flax fiber is evident from the fact that 
it contains as much shive as fiber. .. . The decorticating process 
does more than merely clean the straw and prepare it for 
shipment. Compression and baling constitute a separate opera- 
tion performed after the milling is completed. It is a funda- 
mental rule of tariff interpretation that commodity rates on 
specifically described commodities may not be applied on analo- 
gous articles. ... 

“It is concluded that the processed commodity, flax straw, 
partially decorticated, was not intended to be, and was not, 
included as one of the ‘basic products of agriculture’ accorded 
the lower scale of emergency charges... 





Rock Island Motor Operations 


Saying that the applicant’s qualifications to conduct motor- 
carrier operations were unquestioned, the Commission, division 
5, in MC 29130, Sub. 34, The Rock Island Motor Transit Co. 
Extension—Kansas City—East St. Louis, has granted the Rock 
Island railway’s motor subsidiary, a certificate, with conditions, 
to transport general commodities, with exceptions, between St. 
Louis and Kansas City, Mo., over a specified route, serving 
certain intermediate and off-route points. The conditions in- 
cluded one that the service performed was to be limited to 
service auxiliary to, or supplemental of, the Rock Island’s rail 
service. 

“I share the joint board view that this application should 
be denied,” said Chairman Rogers, dissenting. 

The division said the joint board recommended denial of 
the application on the premise that the applicant sought author- 
ity to engage in interstate motor-vehicle operations without any 
connection whatsoever with the Rock Island rail service, and, 
“concomitantly,” on a finding that no public need existed for 
such operations. 


“In its exceptions to the order recommended by the joint 


board,” said the division, ‘applicant asserts that this premise 
is erroneous since the record shows that it seeks authority to 
engage in interstate motor-vehicle operations which are aux- 
iliary and supplemental of the rail service of the railway. 
Nevertheless, this premise is supported by evidence of record 
which discloses applicant’s intention to transport shipments in 
independent all-motor service under motor-carrier billing and 
rates. ... Despite its exceptions we consider that applicant, on 
the record aS made, is seeking an unrestricted grant of author- 
ity to conduct this independent type of service as well as the 
auxiliary and supplemental type of service and therefore the 
evidence has been considered in respect of both types of serv- 
ice.” 

Evidence of the Rock Island subsidiary’s 52 witnesses, the 
division continued, related entirely to the need for improved 
service from and to the points between Kansas City and St. 
Louis. It said none of those persons expressed a need for 
better service between the two cities, or from and to East St. 
Louis, Ill. It also said the railway operated through-freight 


trains in daily, overnight service between the cities and that § 


the applicant conceded that its proposed motor operation would 
not improve on this rail service. At least five other motor 
common carriers, continued the division, aslo performed daily, 
overnight service between these cities. 


“We conclude, therefore,” said the division, “that public 
convenience and necessity do not require applicant’s proposed 
service in the transportation of traffic between Kansas City, 
on the one hand, and St. Louis and East St. Louis, on the other.” 

Pointing out that the evidence of the subsidiary’s witnesses 
clearly established a public need for improved service by the 
railway from and to the points between Kansas City and &t. 
Louis, the division, continuing, said: 


Way-freight trains are operated tri-weekly and the volume of less- 
than-carload traffic moving from and to these intermediate points is in- 
sufficient to warrant any increase in the rail service. The use of trucks 
in lieu of way-freight trains would provide these points with daily serv- 
ice and would enable the railway to achieve substantial operating econ- 
omies. Existing motor common carriers render daily service at some of 
these intermediate points. Service on a daily basis was instituted in 
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January, 1944, about a month before the hearing. At several other inter- 
mediate points, there is no evidence of any motor-carrier service. 

In our opinion, the existing motor carriers will not be adversely 
affected if applicant is authorized to perform a service that is auxiliary 
and supplemental to the rail service of the railway. This is the type of 
service that is favored by many of applicant’s witnesses as their ship- 
ments move from and to distant points over the lines of the railway and 
other railroads. In authorizing this service we shall impose the condi- 
tions prescribed in Kansas City S. Transport Co., Inc., Com. Car. Appli- 
cation, 28 M. C. C. 5, with appropriate modifications as required herein. 

Condition 1 limits applicant to the performance of auxiliary and sup- 
plemental service and we take occasion to point out that this type of 
service is explained in Texas & Pacific M. Transport Co. Com. Car. Ap- 
plication, 41 M. C. C. 721. Condition 2 limits applicant to service at sta- 
tions on the rail line of the railway. Condition 3, the so-called ‘‘key- 
point’’ condition, is designed to prohibit the transportation of shipments 
by motor vehicle between key points since they can be transported more 
economically and efficiently in through merchandise cars between these 
points. As heretofore mentioned, the railway operates such cars regu- 
larly between Kansas City and St. Louis and occasionally between St. 
Louis and Belle and St. Louis and Eldon. Kansas City and St. Louis 
obviously should be designated as key points. The distance between 
them, 300 miles, is now served in three segments by way-freight trains. 
Eldon and Belle are terminal points for the way-freight trains and also 
break-bulk points for occasional merchandise cars from St. Louis. Al- 
though both Eldon and Belle might be named as key points, we believe 
that only one of them need be designated. Eldon, population 2,590, is a 
more likely key point than Belle, population 621, as it is larger and 
more centrally located, 164 miles from St. Louis and 136 miles from 
Kansas City. We conclude that Kansas City, Eldon, and St. Louis should 
be designated as key points in condition 3 in order that applicant’s mo- 
tor service may be conducted effectively with the rail service of the 
railway. Conditions 4 and 5 are self-explanatory and require no comment. 


EXPORT IRON AND STEEL RATES 


No. 29070, International-Stacey Corporation vs. Chesapeake 
& Ohio Railway Co., et al. By the Commission, Commissioner 
Patterson. Governing tariff rules, and domestic rates charged 
on three carloads of iron and steel articles shipped on domestic 
bills of lading from Columbus, O., to Davisville, R. I., Janu- 
ary 10, 1942, and later exported through the U. S. Naval Station 
at Quonset Point, R. I. found applicable and not shown un- 
reasonable or to have been unreasonable. Complaint dismissed. 
The Commission said the complainant did not attack the meas- 
ure of the domestic rates as such, nor did it offer any proof 
that the rules relating to export shipments were unreasonable 
for general application. It contended, said the Commission, 
that on shipments such as these, that actually were exported, 
the application of rates higher than the export rates was un- 
reasonable, and that the collection of such higher rates merely 
because the shipments were not billed or ordered for export 
in compliance with certain tariff provisions, was in the nature 
of a penalty. In support of these contentions, continued the 
Commission, reliance was based on Anderson & Co. vs. Director 
General, 61 I. C. C. 64, and Suzuki & Co. vs. Director General, 
69 I. C. C. 698, in which reparation was awarded on the basis 
of export rates on shipments actually exported but which were 
charged the domestic rates because certain tariff requirements 
for application of the export rates had not been complied with. 
The Commission said that the principles followed in those cases 
had been overruled, in effect, by subsequent decisions, and cited 
Dill-Crossett vs. Director-General, 104 I. C. C. 48; American 
Trading Co. vs. Director General, 115 I. C. C. 223; Bienville 
Warehouse Corp., Inc., vs. Illinois Central R. Co., 208 I. C. C. 
583. In these later cases, continued the Commission, it had 
been found, in substance, that it was not unreasonable to charge 
domestic rates on export or import shipment on which export 
or import rates would have applied but for failure of the ship- 
pers to comply with certain tariff requirements. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


MC 18124, Sub. 2, Aller & Sharp, Inc., Columbus, O. On 
reconsideration, amended permit granted. Zinc pigments and oil 
cloth, in containers, and newsprint paper, from Lima to Delphos, 
O., and from Valparaiso, Ind., over U. S. highway 30, to junc- 
tion U. S. highway 41, and thence over U. S. highway 41 to 
junction U. S. highway 6. Refused and rejected zinc pigments 
and oil cloth, cores for newsprint paper, and refused and re- 
jected newsprint paper, from Delphos to Lima, over U. S. 
highway 30S, and from junction U. S. highways 6 and 41 to 
Valparaiso over the aforedescribed route. Meats, packing house 
products and supplies, and vegetable oils and animal fats, and 
compounds and products thereof, between Lima and Delphos 
over U. S. highway 30S, and between Valparaiso and junction 
U. S. highways 41 and 6 over the aforedescribed route, afore- 
mentioned operations for operating convenience only, in con- 
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nection with the regular routes authorized in MC 18124. Service 
authorized to or from only those points now authorized to be 
served in MC 18124 and only to the extent therein authorized. 

MC 37624, Tanner Motor Livery, Ltd., Los Angeles, Calif. 
On reconsideration, amended certificate granted. Passengers 
and their baggage, in special operations, over irregular routes, in 
one-way and roundtrip sightseeing and pleasure tours, begin- 
ning and ending at San Diego, Calif., and extending to ports of 
entry in California on the international boundary between the 
United States and Mexico. 

MC 59238, Sub. 17, Virginia Stage Lines, Inc., Charlottes- 
ville, Va., embracing also MC 58253, Sub. 1, P. Gilmer and 
Daisy V. Gilmer, dba Community Transit Lines, Winston-Salem, 
N. C. In MC 59238, Sub. 17, certificate denied. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Stuart, Va., and Winston- 
Salem, N. C., over specified routes. In MC 58253, Sub. 1, cer- 
tificate granted. Passengers and their baggage, and express, 
mail, and newspapers in the same vehicle with passengers, 
over specified routes between Greensboro, N. C., and Kerners- 
ville, N. C., Kernersville and High Point, N. C., Greensboro 
and Groomtown, N. C., Hight Point and Kirkman’s Crossroads, 
N. C., Winston-Salem, N. C., and Stuart, Va., Walkertown, N. C., 
and Kernersville, N. C., Greensboro and Mt. Airy, N. C., and 
Greensboro and High Point, serving all intermediate points. 

MC 102308, Sub. 4, Inland Freight Lines, Salt Lake City, 
Utah. Certificate granted, with conditions. Fresh meats, pack- 
inghouse products, and such commodities as are dealt in by 
wholesale, retail, and general merchandise and food business 
houses, between Tremonton, Utah, and Ogden, Utah, over a 
specified route; alternate route for operating convenience only 
between Tremonton and Brigham, Utah, over a specified route. 
General commodities, with exceptions, between Ogden, Utah, 
and San Francisco, Calif.; Spanish Fork, Utah, and Salt Lake 
City; Salt Lake City and Lake Point, Utah; Sacramento, Calif., 
and San Francisco; Galt, Calif., and junction California high- 
way 4 and U. S. highway 40; and between Cordelia, Calif. and 
San Francisco, over specified routes, and return over the same 
routes, with service at certain specified intermediate points. 

MC 104041, Sub. 2, Karl A. Allen, Vernal, Utah. Certificate 
granted. Livestock, between points in Duchesne county, Utah, 
on the one hand, and, on the other, points in Routt, Rio Blanco 
and Moffat counties, Colo., and between points in Uintah and 
Duschesne counties, Utah, on the one hand, and Heber, Utah, 
and points in Uintah county, Wyo., on the other; wool, from 
points in Duchesne county, Utah, to Craig, Colo.; and coal, from 
points in Moffat and Rio Blanco counties, Colo., to points in 
Uintah and Duchesne counties, Utah. 

MC 23523, Ajax Van Lines, Inc., Chicago, III. On recon- 
sideration, findings in prior report, 43 M. C. C. 817, modified, 
and certificate granted. Household goods, between Cincinnati 
and points in O., Ind., and Ky., within 130 miles of Cincinnati, 
on the one hand, and, on the other, the remainder of O., Ind., 
and Ky., not included within 130 miles of Cincinnati, over ir- 
regular routes. 

MC 59014, Sub. 2, Tallant Transfer Co., Inc., Hickory, N. C. 
Certificate denied, Commissioner Lee dissenting, in part. New 
furniture for resale purposes only, crated and uncrated, from 
Marion and other points in N. C., to points in 11 states and the 
District of Columbia; from Conover, N. C., to points in five 
states; from Statesville and Elkin, N. C., to points in four south- 
ern states; and from points in the New York, N. Y., Philadel- 
phia, Pa., Baltimore, Md., and Washington, D. C., commercial 
zones, to points in five southern states. Used furniture, pianos, 
sewing machines and household equipment, office and store fur- 
niture and fixtures, for resale purposes only, uncrated, from 
points in the New York, Philadelphia, Baltimore, Washington, 
and Boston commercial zones, to points in three southern states, 
over irregular routes. 

MC 91124, Sub. 1, Ty Cobb, Spearfish, S. D. Certificate 
granted, Commissioner Lee dissenting, in part. Livestock, from 
points in three S. D. counties, and Crook county, Wyo., to Den- 
ver, Colo.; livestock and mill feed from Denver to points in 
the three S. D. counties and Crook county, Wyo., over irregular 
routes. 

MC 103343, James K. Glenn, Louise G. Glenn, Corinna J. 
Bennett, Vera E. Bennett, and Elizabeth A. Glenn, Winston- 
Salem, N. C. Certificate denied, Commissioner Lee dissenting. 
Bulk petroleum products from Friendship, N. C., and points in 
N. C. within 15 miles thereof, to points in Va., with return of 
rejected shipments of these commodities to points of origin, 
over irregular routes. Under the circumstances disclosed, said 
division 5, but without expressing an opinion with respect to 
just what transportation conditions might be needed in peace 
times, the division was unable to find on the instant record that 
there would be a permanent need for authority to perform the 
proposed service. 

MC 103611, Sub. 2, Guy Chumley, New Harmony, Ind. On 
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reconsideration, findings in prior report modified and certificate 
granted. Machinery, materials, and supplies, and equipment 
incidental to or used in the construction, development, opera- 
tion, and maintenance of facilities for the discovery, develop- 
ment, and production of natural gas and petroleum, between 
points in Ind., Ill., and Ky., within 150 miles of, and including, 
New Harmony, Ind., over irregular routes. 

*MC 52873, Sub. No. 1, George Schoierer, Weehawken, N. J. 
Permit denied. Food products from Baltimore, Md., to New 
York, N. Y., and points in Bergen, Essex, Hudson, Passaic and 
Union counties, N. J., and rejected food products in the reverse 
direction, over irregular routes. The Commission said evidence 
submitted by motor carrier protestants was convincing that 
existing motor carrier facilities were neither inadequate nor 
unsatisfactory. Commissioner Lee dissented. 

*MC 86692, Phillips Transport Co., Inc., Cambridge, Md. 
On reconsideration, by division 5, findings in prior report, 23 
M. C. C. 640, modified by limiting the contract carrier operations 
therein authorized to such as may be performed for (1) persons 
who operate wholesale hardware business and (2) persons who 
operate food canneries, and their subsidiaries. The Commission 
said the permit granted in the prior report, but not yet issued, 
authorized transportation of merchandise dealt in by wholesale 
and retail hardware stores and, in connection therewith, sup- 
plies, etc., used in conduct of such business, and canned foods, 
and, in connection therewith, supplies used in food-canning busi- 
ness, from, to and between certain points in specified middle 
Atlantic and New England states, over irregular routes. It said 
question had arisen whether there was need for limiting the 
authority granted with respect to the shippers to be served, 
and that the proceeding was reopened for the purpose of giving 
consideration to this matter. 

*MC 104523, Sub. No. 1, William Harold Huston, Friend, 
Neb. Certificate granted. Salt from Hutchinson, Kan., and 
points within two miles thereof to points in specified area in 
Nebraska, over irregular routes. 

*MC 105133, Raymond V. McCullough, Indianapolis, Ind. 
Certificate granted. Uncrated new furniture from Brazil and 
Terre Haute, Ind., to all points in Mich., O., Ill., Ky. and Mo., 


over irregular routes, and rejected shipments in the reverse 
direction. 




































CHOTIN & PHARR APPLICATION 


On reconsideration, the Commission, division 4, by a report 
and order in W-115, Chotin & Pharr, Inc., Contract Carrier Ap- 
plication, has affirmed the findings in its prior report of January 
29, 1944, that the applicant had not been in bona fide operation 
on and since the “grandfather” date, as a common or contract 
carrier by water, and denied the application. Commissioner 
Porter noted a dissenting opinion. 

“Tsolated and sporadic non-exempt operations such as these 
herein do not entitle applicant to authority under the ‘grand- 
father’ clause,”’ said the division. 

If the applicant desired to engage in such transportation, 
the division continued, application for such authority should be 
filed under provisions of section 309 (c) or (g) of the interstate 
commerce act, and be supported by the proof as required by 
the operations of the act. Citing McCarren Towing Line, Inc., 
Contract Carrier Application, 250 I. C. C. 168, 169, the division 
said no authority was required to continue in the performance 
of exempt transportation. 

In the prior report, the division said, it had denied authority 
to continue operation as a common or contract carrier by water 
in the performance of towage between ports and points along 
the Mississippi river and its tributaries, the Ohio river and its 
tributaries, the Illinois waterway and its connecting waters, 
and the Gulf Intracoastal Waterway from New Orleans, La., 
to points in Texas. 



































SCOPE OF FALTIN TRUCK RIGHTS 


While denying a petition of the applicant for a fourth hear- 
ing on his application after taking cognizance of an abstract 
attached to the petition showing over 26,000 shipments trans- 
ported by the applicant in the years 1932 through 1943, the 
Commission, division 5, in a second report on further hearing 
in MC 48388, Joseph E. Faltin, Manchester, N. H., Common 
Carrier Application, has enlarged somewhat the scope of the 
operating authority granted to Faltin in the prior report on 
further hearing, 42 M. C. C. 826. 

The Commission noted that in the prior report on further 
hearing it had authorized operation by the applicant as a motor 
common carrier of general commodities, with exceptions, and 
of special commodities over regular and irregular routes be- 
tween points, as described in the report, in New Hampshire, 
Connecticut, Massachusetts, Maine, Vermont, New York, New 
Jersey and Rhode Island. In the instant report it found the 
applicant entitled to “grandfather” rights—in addition to those 
granted in the prior report on further hearing—as to general 
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commodities, with exceptions, between Manchester, N. H., and 
points within 20 miles thereof, on the one hand, and, on the 
other, Springfield and Worcester, Mass., and points in Massa- 
chusetts within 15 miles of each, over irregular routes. Refer- 
ring to the petition by Faltin, since the service of the examiner’s 
proposed report on the second reopening of the proceeding, for 
“reconsideration or further hearing,’’ the Commission said: 


It (the petition) does not justify applicant’s failure at three prior 
hearings to produce such proof as he had, or does it show that any 
evidence would be submitted at such a hearing which would warrant 
a grant of authority in excess of that granted in this and the prior 
report on further hearing. The pttition therefore will be denied in its 
entirety. Insofar as the petition seeks ‘‘reconsideration’’ of a matter 
pending and undecided after a hearing it is premature. 


M. P. TRACKAGE RIGHTS 
The Commission, division 4, has dismissed, without preju- 
dice, in Finance No. 12925, the application of Guy A. Thomp- 
son, trustee of the Missouri Pacific Railroad Co., debtor, for 
authority to acquire control of the North Kansas City Bridge 
& Railroad Co. through purchase of stock and to operate under 
trackage rights over lines of that company. 


READING REFUNDING BOND ISSUE 


The Commission, in Finance No. 14863, Reading Co., Bonds, 
has granted the Reading Co. authority to issue not exceeding 
$84,000,000 of first and refunding mortgage 3% per cent bonds, 
series D, to be sold at 100.59 and accrued interest, and the 
proceeds, with treasury cash, to be used to retire $84,249,700 
of outstanding bonds (see Traffic World, March 24, p. 711). 


BEARDSLEE WATER APPLICATIONS 


The Commission, division 4, in W-63, Sub. 3 TA, Beardslee 
Launch & Barge Service Temporary Authority Application, has 
granted that corporation, of Mobile, Ala., authority until July 
20, to operate as a contract carrier by towing vessels in the 
towage of barges loaded with unfabricated steel from Mobile, 
Ala., to Biloxi, Miss., and fabricated steel ship sections from 
Biloxi to Mobile, by way of the Gulf Intracoastal Waterway. 


JOHN FOX WATER APPLICATION 


The Commission, division 4, in W-905, John Fox Common 
Carrier Application, has dismissed the application of John Fox, 
of Superior, Wis., for a certificate to continue operation by 
vessels or not more than 100 tons cargo-carrying capacity in 
the performance of transportation by water. The division said 
the applicant’s operations consisted solely of the transportation 
of laundry and dry cleaning between Duluth and Two Harbors, 
Minn., and Superior, Wis., by a vessel of not more than 100 
tons cargo-carrying capacity; that such transportation was not 
performed under common control, management, or arrangement 
with common carriers; and that it was exempt under the pro- 
visions of section 303 (g) (2) of the interstate commerce 
act and was not made subject to the Commission’s regulation. 





SEA ISLAND WATER APPLICATION 


The Commission, division 4, in W 196, Sea Island Trans- 
portation Line Common and Contract Carrier Application, has 
dismissed the application of D. A. Stevens, Jr., C. B. Stevens, 
S. Y. Stevens, and W. J. Stevens, copartners doing business as 
Sea Island Transportation Line, Yonges, S. C., holders of a 
certificate authorizing operation by self-propelled vessels in the 
transportation of commodities generally between ports and 
points in Charleston county, S. C., and by towing vessels in 
the performance of general towage between ports and points 
along the Atlantic Intracoastal Waterway and its tributaries 
between Wilmington, N. C., and Savannah, Ga., inclusive. The 
division further said that the partnership was dissolved Janu- 
ary 1, and that the partners had no objection to cancellation 
of the certificate. The division reopened the proceeding, set 
aside the certificate, and dismissed the application. 





UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14866, Chicago, St. Paul, Minneap- 
olis & Omaha Railway Co. Equipment Trust Certificates, granting au- 
thority to assume obligation and liability in respect of not exceeding 
$1,570,000 of Chicago, St. Paul, Minneapolis & Omaha Railway Co. equip- 
ment trust of 1945, 134 per cent equipment-trust certificates, to be 
issued by the Harris Trust & Savings Bank, as trustee, and sold ai 
100.273 and accrued dividends in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 14881, Alton Railroad Co. Trustee 
Notes, granting authority to issue at par a promissory note or notes 
for not exceeding $1,340,000 aggregate principal amount, in further 
evidence of, but not in payment of, the unpaid portion of the cost o! 
certain equipment purchased under a conditional-sale agreement. Ap- 
proved. 

Report and order in F. D. No. 14886, Gulf, Mobile & Ohio Railroac 
Co. Notes, granting authority to issue at par not exceeding $376,740 0: 


April 28 


promisso} 
of certair 

Repo 
Northwes 
control t 
Salzberg, 
Westfield 
Co., the 
for authe 
Ine. Ap] 

Repo 
Co. Rec 
assume ¢ 
of Seabo 
to be iss 
at 99,759 
certain € 

Repo 
Equipme 
and liabi 
Railroad 
cates, to 
and sold 
with the 


MC.! 
MC-F 18 
Dollar I 
reconsid 
40 M. C. 

MC- 
Co., Ine 
lease un 
Lines, @ 
Inc., fo1 
otherwi: 
that aut 


petition 
for filin 
1. Orde 
less tha 

MC 
further 
granted 
carrier, 
unusual 
defined 
17 M. | 
equipm: 
intersta 
ville, F 
includi1 
regular 
authori 

MC 
opened 
tion, vé 






LD 


and 
the 
3Sa- 
fer- 
er’s 
for 


rior 
any 
rant 
rior 
1 its 
utter 


eju- 
mp- 

for 
idge 
ider 


nds, 
ding 
nds, 


1erce 
tion. 


rans- 
, has 
vens, 
SS as 
of a 
n the 

and 
Is in 
oints 
raries 
The 
Janu- 
lation 
¥, set 












April 28, 1945 


promissory notes in evidence of the unpaid portion of the purchase price 
of certain equipment to be acquired under a lease agreement. Approved. 

Report and order in F. D. No. 14831, Jamestown, Westfield & 

Northwestern Railroad Co. et al., control, authorizing acquisition of 
control through ownership of stock by Harry E. Salzberg, Murray M. 
Salzberg, Meyer P. Gross and Morris H. Snerson of the Jamestown, 
Westfield & Northwestern Railroad Co., the Unadilla Valley Railway 
Co., the Southern New York Railway, Inc., and dismissing application 
for authority to acquire indirect control of Arkansas Valley Railway, 
Inc. Approved. 
Report and order in F. D. No. 14871, Seaboard Air Line Railway 
Co. Receivers Equipment Trust Certificates, granting authority to 
assume obligation and liability in respect of not exceeding $2,640,000 
of Seaboard Air Line Railway equipment-trust certificates, series NN, 
to be issued by the City Bank Farmers Trust Co., as trustee, and sold 
at 99,759 and accrued dividends, in connection with the procurement of 
certain equipment. Approved. 

Report and order in F. D. No. 14880, New York Central Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $7,500,000 of New York Central 
Railroad equipment trust of 1945, 15 per cent equipment-trust certifi- 
cates, to be issued by the Guaranty Trust Co. of New York, as trustee, 
and sold at 99.3799 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 



























































































































COMMISSION ORDERS 

MC-F 1807, Dollar Lines, purchase, United States System, Inc., and 
MC-F 1808, Greyhound Corp., control; Pacific Greyhound Lines, control, 
Dollar Lines. Petition of protestant, West Coast Bus Lines, Ltd., for 
reconsideration by Commission of decision by division 4, reported in 
40 M. C. C. 63, and for other relief, denied. 

MC-F 2052 (supplemental), W. A. Johnson, lease, Johnson Transport 
Co., Ine. Petition of applicants to extent it seeks authority to renew 
lease under section 5, granted, and W. A. Johnson, dba Johnson Motor 
Lines, authorized to lease operating rights of Johnson Transport Co., 
Inc., for a period expiring December 31, 1946, on terms and conditions 
otherwise as set forth in report of May 29, 1943, subject to condition 
that authority granted is exercised on or before July 23. 

MC-F 2791, John Austin Emory, purchase, Atlantic States Motor 
Lines, Ine. Application dismissed. 

No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene & Southern 
et al. Order of December 22, 1942, further modified to become effective 
August 21. 

No. 28190, New Automobiles in interstate commerce. Time for filing 
petitions for reargument or reconsideration extended to June 1. Time 
for filing petitions for reargument or reconsideration extended to June 
1. Order of February 6, modified to become effective August 6, on not 
less than 30 days’ notice, instead of June 6. 

MC 75651, Sub. 9, R. C. Motor Lines, Inc., extension. Reopened for 
further hearing to determine whether, or not, applicant should be 
granted a certificate authorizing extension of operations as a common 
carrier, by motor vehicle, of general commodities, except those of 
unusual value, and except dangerous explosives, household goods as 
defined in Practices of Motor Common Carriers of Household Goods, 
17 M. C. C. 467, commodities in bulk, commodities requiring special 
equipment, and those injurious or contaminating to other lading, in 
interstate or foreign commerce, between Savannah, Ga., and Jackson- 
ville, Fla., over U. S. Highway 17, serving all intermediate points, 
including Savannah and Jacksonville, in connection with applicant’s 
regular route operations between Jacksonville, Fla., and Baltimore, Md., 
authorized in certificate MC 75651, dated October 24, 1940. 

MC 102616, Coastal Tank Lines, Inc., extension, Pittsburgh. Re- 
opened for further hearing. Order of April 2, 1943, dismissing applica- 
tion, vacated. 

MC 17778, Sub. 6, B. & E. Transportation Co., Inc., extension, New 
York, N. Y., Florida points. Reopened for further hearing. 

Finance 14400, Burlington-Rock Island, lease. Effective date of order 
of March 22, extended to May 21. 

No. 29052, Henry L. Stimson as Secretary of War vs. A. C. & Y. 
et al. Order of January 18, further modified to become effective July 3, 
on not less than 30 days’ notice, instead of June 4. 

Il. & S. M-2477, Associated Transport, Zentz Motor Lines, restric- 
tions. Suspension order of November 15, 1944, vacated only to extent 
that it suspended cancellation of commodity rates on cleaning, scouring 
and washing compounds (as described in Item 1440, Tariff 10-D, 
MF-I. C. C. A-156 of Middle Atlantic States Motor Carrier Conference, 
Inc., Agent), T. L., minimum weight 36,000 pounds, for account of 
Zentz Motor Lines, Inc., in following tariff provisions: 

Middle Atlantic States Motor Carrier Conference, Inc., Agent: 

MF-I. C. C. A-97—Sup. 42, on page 6 thereof, Rule 27; Sup. 43, on 
page 3 thereof, Rule 27; Sup. 43, on page 8 thereof, Item No. 1-L; 

MF-I. C. C. A-98—Sup. 43, on page 6 thereof, Rule 27; Sup. 44, on 
page 4 thereof, Rule 27; Sup. 44, on page 10 thereof, Item 1-J; 

MF-I. C. C. A-103—Sup. 33, on page 5 thereof, Rule 35; Sup. 35, on 
page 3 thereof, Rule 35; Sup. 35, on page 5 thereof, Item 1-I; 

MF-I. C. C. A-116—Sup. 39, on pages 10 and 11 thereof, Rule 27; 
Sup. 40, on pages 3 and 4 thereof, Rule 27; Sup. 40, on page 13 thereof, 
Item 1-G; 

MF-I. C. C. A-122—Sup. 36, on page 4 thereof, Rule 28; Sup. 37, on 
page 4 thereof, Rule 28; Sup. 37, on page 8 thereof, Item 1-C; 

MF-I. C. C. A-148—Sup. 22, on page 11 thereof, Rule 28; Sup. 25, on 
page 4 thereof, Rule 28; Sup. 25, on page 7 thereof; Item 1-D; 

MF-I. C. C. A-150—Sup. 14, on page 6 thereof, Rule 15; Sup. 16, on 
page 4 thereof, Rule 15; Sup. 16, on page 7 thereof, Item 1-C. 

MC 200, Sub. 46, Riss & Co., Inc., common carrier application, (for- 
merly) MC 30077, Monark Motor Freight System. Reopened for further 
hearing on May 15, at 9:30 o’clock a. m., at Hotel Pickwick, Kansas 
City, Mo., before Examiner Booth, solely to determine whether Riss & 
Co., Ine., has been in bona fide operation since April 28, 1942, as a 
common carrier by motor vehicle, in interstate or foreign commerce, 
of commodities between points, and over routes covered by application. 



































































Railroad Abandonments 


Yosemite Valley 


“During time of war when sacrifices are being made by all 
segments of our economy, in many instances without regard to 
profit or loss, it seems only reasonable that the public interest 
should be placed ahead of any individuals or companies,” said 
the National Lead Co., protestant, in excepting to the proposed 
report of Examiner R. Romero, in Finance No. 14688, Yosemite 
Valley Railroad Co., Trustee abandonments. The examiner had 
recommended that the Commission, division 4, permit the Y. V. 
railroad and its trustee to abandon, with respect to interstate 
and foreign commerce, their entire 77.7-mile line of railroad 
extending from Merced to El Portal in Merced and Mariposa 
counties, Calif. (see Traffic World, March 3, p. 515). 


“On this basis,’’ continued the protestant, “it is difficult for 
us to understand the reasoning behind the conclusion that con- 
tinuation of this line would ‘impose an undue and unnecessary 
burden upon the applicants and upon interstate commerce.” 


The protestant averred that the examiner’s conclusion that 
the revenues from the remaining traffic were not sufficient to 
meet even operating expenses, was in direct conflict with, and 
refuted by, his finding that the line’s operation in September, 
1944, resulted in a monthly net railway operating income of 
$1,559, and in October, in a monthly net railway operating in- 
come of $1,080. 


Noting that the war had caused severe dislocations of in- 
dustry, bringing severe business losses to some sections and 
large increases to others, the protestant averred that the area 
served by the Y. V. had been temporarily adversely affected, 
but that it had an abundance of natural resources that would 
be subject to future development in the postwar period, or be- 
fore. The protestant said it believed the Commission should 
consider this factor as it did in Chicago, Burlington & Quincy 
Railroad Co. Abandonment, 254 I. C. C. 629-30. 


“The consideration of the abandonment of the line at this 
time should not be concerned with the hardship on National 
Lead Co., but with the fact that such abandonment would cause 
an undue and unnecessary hardship on the war effort and inter- 
state commerce as it relates to the drilling of needed oil wells 
for the production of petroleum,” said the National Lead Co. 


Yosemite Valley 


The War Production Board and the Petroleum Administra- 
tion for War have filed with the Commission exceptions to the 
proposed report of Examiner Romero in Finance No. 14688, 
Yosemite Valley Railroad Co. Trustee Abandonment. The 
W. P. B. asked that the abandonment sought in this proceeding 
should not be granted until such time as the Commission was 
satisfied that abandonment would not result in any interruption 
now or until the end of the war of the transportation to Merced, 
Calif., of barytes ore.mined and processed at El Portal, Calif. 
The P. A. W. requested that the Commission deny the aban- 
donment until such time as it was satisfied that it would not 
result in interruption or diminution in the required supply of 
barytes for drilling operations in California and adjacent areas. 


“Should deliveries of barytes ore from El] Portal be inter- 
rupted there would be a shortage of barytes ore for use in the 
California oil fields,” said W. P. B. 


The P. A. W. said that with the increasing emphasis on 
the war in the Pacific it was especially important that produc- 
tion of crude petroleum in California be maintained at least at 
its present level, and increased if at all possible. 


“Because of shortages in transportation facilities, we can- 
not supplement the California supply by moving substantial 
additional quantities of petroleum into California at least dur- 
ing 1945,” said P. A. W. “Already, approximately 125,000 B/D 
of crude oil and petroleum products are being moved by tank 
car to the west coast from east of the Rockies.” 


P. A. W. said it was likely that the crude oil production 
rate certified for California for May would not be attained 
even with the greatly accelerated drilling program now being 
conducted in that state. 


“Even if the high rate for May can be attained and con- 
tinued for a short period, thereafter productive capacity suffi- 
cient to meet essential requirements can be sustained only by 
completing in full the expanded drilling program that we have 
prescribed for California,” continued P. A. W. “This will re- 
quire the discovery and development of new fields as well as 
the more intense development of older pools.” 


To accomplish the drilling program in California an un- 
interrupted supply of barytes must be assured, said P. A. W. 
Barytes, it said, were an essential component of oil well drilling 
fluids and there existed no satisfactory substitute. 


“The supply of barytes ore in California is limited—the 
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El Portal mine supplying approximately 96 per cent of all 
barytes used in California drilling operations,” said P. A. W. 


Atlantic Coast Line 


By a report and certificate in Finance No. 14752, Atlantic 
Coast Line Railroad Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the A. C. L. of a branch 
line of railroad in Alachua county, Fla. 


Great Northern 


Excepting to the proposed report of Examiner Lucian 
Jordan in Finance No. 14663, Great Northern Railway Co. 
Abandonment (see Traffic World, Feb. 24, p. 464), the Brother- 
hood of Locomotive Engineers et al. said the evidence showed 
that if abandonment of the Neihart branch in Cascade county, 
Mont., were permitted, it would mean practically the “death” 
of the mining industry in that area because the transportation 
of ore by truck was so exorbitant in cost that it would remove 
that business from competition. 

The protestants, including some mine owners and officials, 
called the Commission’s attention to testimony in which it was 
stated that the U. S. Bureau of Mines had inspected certain 
mining property in the area of the proposed abandonment 
and that one test discovered seven virgin veins of molybdenum, 
a metal used for hardening steel. It was testified, said the 
protestants, that if the application for abandonment were ap- 
proved, the mining company would be unable to transport its 
ores by even the shortest distance except by going over a 
mountain pass 7,500 feet in elevation without any guarantee 
that the road would be kept open in winter months. 

One mining company’s investment would not have been 
made, said the protestants, nor would the Reconstruction Fi- 
nance Corporation have granted the loan that was made, if it 
had not been for the existing rail.transportation facilities. 

One thing that stood out with “majestic significance,” the 
protestants continued, was the question, “Why should the appli- 
cants desire at this time to abandon an area which is a source 
of raw material that has the potential future that this particular 
territory promises?” 

The Great Northern Railway Co. filed a reply to excep- 
tions of various protestants in the instant proceeding. Com- 
menting on reference made to the effect of the abandonment 
on the mining industry, the Great Northern said no attempt 
was made in these exceptions to demonstrate from the evidence 
that there was any reasonable assurance of any definite in- 
crease in the number of carloads of ores or concentrates, and 
to what extent such increase in traffic would overcome the large 
deficits now incurred in the operation of the branch. 


La. & Ark. 


In Finance No. 14044, Louisiana & Arkansas Railway Co. 
Abandonment, the Commission, division 4, has extended for 
an additional two years the period for which jurisdiction was 
reserved for consideration of the question of whether condi- 
tions should be imposed for protection of employes who might 
have been adversely affected by the abandonment. The divi- 
sion also permitted the Railway Labor Executives’ Association 
to intervene to file a petition for reopening and reconsideration 
of the employe protection question. The division had permitted 
the L. & A. to abandon that part of its branch railroad line 
in East Feliciana and East Baton Rouge parishes, La., extending 
from Paloma to Maryland Tank Farm, 12.1 miles (see Traffic 
World, May 1, 1943, p. 1019). 


































FINANCE APPLICATIONS 

MC F-2815, George W. Turner, Vernon H. Tiery, Phillip W. Jones, 
and Edward L. Markwell, dba Silver Motor Freight Lines, Tulsa, Okla., 
ask authority to purchase certain operating rights of Reliable Motor 
Freight Lines, Tulsa, Okla. 

MC F-2816, Sondell Coleman, A. Louis Buch, and Raymond Buch, 
dba The Buch Express, Harrisburg, Pa., ask authority to purchase 
certain operating rights of Metropolitan Transportation Co., Inc., Clif- 
ton, N. J. 

MC F-2814, L. F. and F. D. Miller, dba Miller & Miller Motor 
Freight Lines, Wichita Falls, Tex., ask authority to purchase, and tem- 
porarily to operate, certain operating rights of Dalby Motor Freight 
Lines, Inc., Lubbock, Tex. 

Finance No. 14900 (supplemental), Albany & Susquehanna Railroad 
Co., Delaware & Hudson Railroad Corporation, and Delaware & Hudson 
Co., ask that the order of the Commission to be issued pursuant to 
their original joint application for merger of the A. & S. into the 
D. & H. Railroad Corporation and issuance by A. & S. of $4,187,100 
general mortgage bonds and $2,791,400 subordinate bonds (see Traffic 
World, April 21, p. 1038), exempt all securities to be issued under the 
original application from any requirement that they be sold at com- 
petitive bidding. 

MC F-2818, Paul S. Dubrey, dba P. S. Dubrey Trucking Co., Cherry 
Valley (Leicester), Mass., asks authority to purchase, and temporarily 
to operate, certain operating rights of Allied Freightways, Inc., Bos- 
ton, Mass. 

MC F-2819, Hamish Turner, dba Carolina Stages, Spartanburg, S. C., 
asks authority to purchase certain operating rights of Eagle Bus Lines, 
Inc., Greenville, S. C. 


TRAFFIC WORLD 


MC F-2820, Merchants Freight Systems, Inc., Terre Haute, Ind., 
asks authority to purchase certain operating rights of Ray Williams, 
dba Ray Williams Freight Lines, Detroit, Mich. 

MC F-2821, I. & S. Trailways, Inc., dba Indianapolis & Southeastern 
Trailways, and B. D. Kramer and C. J. Villeneuve, stockholders, ask 
authority to purchase certain operating rights and property of Indian- 
apolis & Southeastern Lines, Inc., Indianapolis. 

MC F-2822, M. R. Watson, dba Watson Truck Line, Craig, Colv., 
asks authority to purchase certain operating rights of Comet Motor 
Express Co., Craig, Colo. 

MC F-2823, Dregalla Trucking Co., Cleveland, O., asks authority to 
purchase all issued outstanding common and preferred stock of Key- 
stone Transportation Co., Youngstown, O. Dregalla also asked for 


authority temporarily to operate the motor-carrier properties of Key- 
stone. 


PETITIONS FOR REHEARING, ETC. 

MC-F 1518, Frisco Transportation Co., lease, Missouri-Arkans:s 
Transportation Co. Applicants ask Commission to modify order of 
April 6, 1942, and approve and authorize lease extension for an addi- 
tional period of one year from May 1. 

MC-F 2171, Alamo Freight Lines, Inc., lease, J. S. Ponton, dba Pon- 
ton Truck Lines. Applicants ask Commission to extend lease rights 
for a period ending March 31, 1948. 

MC-F 2217, Beneficial Industrial Loan Corp., control; Continental 
Motor Coach Lines, Inc., control; Tri-State Transit Co. of Louisiana, 
Inc., merger, Interurban Transportation Co., Inc., and Bordelon Lines, 
Inc., and MC-F 2218, Tri-State Transit Co. of Louisiana, Inc., issuance 
of stock. Interurban Transportation Co., Inc., asks that new contract 
with St. Louis Southwestern Greyhound Lines, Inc., covering operations 
between Pine Bluff and Little Rock, Ark., be considered as of record 
in proceeding, and that Commission find, in view of filing of said con- 
tract, it will be unnecessary for Commission to condition its order, 
as suggested in proposed report. 

No. 28775, E. R. Blackinton & Son Canning Co. et al. vs. Alton et al. 
Complainants ask for reconsideration by entire Commission of report 
and order of division 3 of February 7. 

No. 29280, B. & R. Distributors, Inc. et al. vs. Alton et al. De- 
fendants ask Commission to issue an order requiring complainants to 
make complaint more definite and certain. 

No. 29113, Standard Oil Company of New Jersey vs. P. & L. E. et al. 
Defendants ask for reargument before and reconsideration by entire 
Commission. 

No. 29285, Parrott & Co. et al. vs. F. E. C. et al. Defendants ask 
Commission to require complainants to make complaint more definite 
and certain. 

Finance 14531, Application of Wheeling and Lake Erie Ry. for 
authority to operate over tracks and a bridge of Wheeling Steel Corp. 
between Stuebenville, O., and Follansbee, W. Va. Wheeling and Lake 

No. 28800, Blytheville Chamber of Commerce et al. vs. Aberdeen & 
Rockfish et al., and No. 28655, Memphis Cotton Exchange et al. vs. 
C. R. I. & P. et al. Southwestern railroad respondents ask Commission 
for postponement of effective date of order of April 9, for a period 
of 90 days beyond May 19. 

No. 29028, Lakeville Creamery Co. vs. Railway Express Agency, Inc., 
et al. Great Northern Railway Co., Northern Pacific Railway Co., and 
Minneapolis, St. Paul & Sault Ste. Marie Railroad Co. ask for recon- 


sideration by entire Commission and for reargument if Commission | 


deems it necessary. 
No. 29285, Parrott and Co. et al. vs. F. E. C. et al. 


their complaint more definite and certain. 


MC-F 2615, Ford Van Lines, Inc., lease, Donald P. Lair, dba Lair | 
Ford Van Lines, Inc., asks for authority temporarily 


Van & Storage. 
to operate motor carrier properties of Lair Van & Storage. 





ALLEGHANY CONTROL 


By an order in Finance No. 14692, Chesapeake & Ohio Rail- 
way Co. Purchase and Assumption of Obligation and Liability, 
the Commission, division 4, has granted the petition of the Alle- 
ghany Corporation for reopening of the proceeding for the sole 
purpose of receiving in evidence an affidavit of Robert R. Young, 
chairman of the board of directors of Alleghany, and certain 
exhibits attached to the affidavit (see Traffic World, April 21). 

The affidavit by Mr. Young, referred to in the Alleghany 
petition, set forth proposals by which Alleghany Corporation 
would limit its control of carriers subject to the act to the C. 
& O., the Nickel Plate, the Pere Marquette, and, subject to an 
existing trust, the Wheeling & Lake Erie, together with sub- 
sidiary and affiliated carrier corporations “already a part of the 
single transportation system known generally as the Chesapeake 
& Ohio lines.” Submission of the affidavit and exhibits followed 
the issuance of a proposed report by Assistant Director Boles, 
of the Commission’s Bureau of Finance, recommending that the 
Commission make the finding, among others, that Alleghany 
Corporation, Young and Allen P. Kirby had effectuated contro! 
and management of the C. & O., the Nickel Plate and the Pere 
Marquette and of the United States Trucking Corporation, a 
motor carrier subject to part II of the act, in violation of sec- 
tion 5(4) of the act. 


ERIE REFINANCING PLAN 
In a memorandum on action by the Commission, division 4 
in uncontested finance cases, Secretary Bartel has announced 
that the Commission has approved by a report and order in 
Finance No. 14887, Erie Railroad Co. Bonds, an application of 
the Erie Railroad Co. for authority to issue not more than 
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$83,775,000 of first consolidated mortgage bonds, of series F, 
G, H and I, and to apply the proceeds of the sale of the series 
F and G bonds to redemption of series B bonds issued by the 
applicant under its first consolidated mortgage (see Traffic 
World, April 14, p. 978). 

Secretary Bartel’s memorandum noted that the proposed 
pond issue would: comprise $33,900,000 of series F, $40,000,000 
of series G, $5,500,000 of series H and $4,375,000 of series I 
ponds; that the series F and G bonds were to be sold at 99.389 
and accrued interest and the proceeds applied with other funds 
to the redemption of outstanding bonds; that the series H bonds 
were to be sold at 99.33 and accrued interest and the proceeds 
applied to redemption of an equal principal amount of secured 
serial notes, and that the series I bonds were to be pledged as 
collateral security for $3,500,000 of secured serial notes matur- 
ing in installments of $500,000 annually on each March 15, from 
1946 to 1952, inclusive. 
















Allied Van Merger Plan 


The Commission, by Commissioner Porter, by an order in 
MC F-2787, Allied Van Lines, Inc.—Purchase—Evanston Fire- 
proof Warehouse, Inc., has granted a petition of the Depart- 
ment of Justice for leave to intervene in that proceeding, an 
application of Allied Van for authority to purchase the operat- 
ing rights of its agents (see Traffic World, March 31, p. 828, and 
April 21), but has stipulated that the grant of permission to 
intervene “shall not be construed as allowing intervener to 
broaden the issues unduly.” 

The Justice Department, in its intervention petition, said 
that section 5 of the interstate commerce act required that 
whenever such a transaction as was involved in the Allied Van 
application was proposed, the carrier or carriers seeking author- 
ity therefor should present an application to the Commission, 
and that none of the carriers seeking such authority here, 
except Evanston Fireproof Warehouse, had presented an appli- 
cation to the Commission as required by section 5. 


Referring to its contentions in applications of Allied Van 
for operating rights—MC 15735 and Sub. No. 1—that Allied 
Van was not a carrier, ti:e Justice Department said that if Allied 
Van was not a carrier the Commission was without jurisdiction 
to consider or approve the transaction proposed in MC F-2787 
“for the reason that said section 5 in so far as applicable ap- 
plies only to transactions in respect of carriers.” The “pooling 
or merger” here proposed, it said, involved “the public issues 
of restraint and monopoly.” it asserted that the application in 
MC F-2787 was substantially the same as the application of 
Allied Van in MC F-1775, Allied Van Lines, Inc., et al., Pooling 
or Merger, which the Commission had denied September 7, 1943, 
on the findings, among others, that “the plan under which 
Allied and the pooling carriers have functioned for many years 
undoubtedly eliminated competition in rates and services as 
between the carriers involved” and that “the record is not per- 
suasive that the proposal would be consistent with the public 
interest.” 

“This application,” said the Justice Department, “involves 
questions, among others, of conspiracy and restraints of trade, 
attempts to monopolize, and monopoly of, the transportation 
of household goods by motor vehicle for compensation in inter- 
state commerce ... and... participation by the department 
in this proceeding is in furtherance of the anti-monopoly policy 
of Congress. .. .” 

It noted that it had filed suit in the federal district court 
for the northern Illinois district against Allied Van Lines, Inc., 
the National Furniture Warehousemen’s Associaiton and mem- 
bers of Allied Van and the association, charging those defend- 
ants with illegal combination, monopoly, conspiracy in restraint 
of trade, price fixing, allocation of territory and business, and 
other violations of the anti-trust laws, and seeking dissolution 
of “this allegedly illegal combination.” It asked the Commis- 
sion to dismiss the application in MC F-2787 “for want of 
proper parties applicant”; that in event such dismissal was 
denied, the application in MC F-2787 be continued pending final 
decision of the Allied Van applications for operating authority, 
and that the instant application be dismissed in event Allied 
Van was found not to be a carrier. 
















































































































































































ALTON REORGANIZATION 


The Commission has denied a petition of the Joliet & 
Chicago Railroad Co., for postponement of the hearing in 
Finance No. 14030, Alton Railroad Co., Reorganization, and 
has left in force the order assigning the proceedings for hearing 
on May 22. It said that all parties to the proceeding who might 
desire to present exhibits at the hearing were requested to 
forward three copies to the Commission and to serve copies 
wn all parties to the proceeding not later than May 14. The 
Joliet & Chicago had ased for postponement until a date sub- 
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sequent to decision of the federal district court on legal questions 


involved in consideration of proposed reorganization plans (see 
Traffic World, April 14, p. 972). 


C. R. OF N. J. REORGANIZATION 

The Commission, division 4, by an amendatory order in 
Finance No. 12620, Central Railroad Co. of New Jersey Reor- 
ganization, has extended from February 15, 1945, to Febru- 
ary 15, 1950, the termination date of the bondholders’ commit- 
tee deposit agreement, and has authorized the committee to 
represent holders of general mortgage bonds of the debtor 
railroad pursuant to the extended agreement. The division said 
that Carl K. Withers had resigned from the committee and 
that it now consisted of E. McLain Watters, William J. Field, 


Herbert W. Goodall, Percy C. Madeira, Jr., and James J. 
Minot, Jr. 


INTERSTATE AUTOMOBILE RATES 

The Commission, by an order in No. 28190, New Automo- 
biles in Interstate Commerce, has extended from June 6 to 
August 6, the date on which, on not less than 30 days’ notice, 
its order in that proceeding, limiting the rail rates on new auto- 
mobiles to 75 per cent of first class, was made effective (see 
Traffic World, March 3, p. 511). The Commission, in the instant 
order, also extended to June 1 the time for filing petitions for 
reargument or reconsideration in No. 28190. 


MOTOR MINIMA IN EAST, MIDWEST 

By an order in MC C-360, Minimum Class Rate Restric- 
tions—Central and Eastern States, embracing I. and S. M-2160, 
Minimum Class Rate Stops in Central and Eastern States, the 
Commission, by Commissioner Splawn, has further modified 
its order in those proceedings (see Traffic World, March 31, 
p. 807) so as to make it effective on July 16 instead of June 15. 
The Commission previously had postponed the effective date 
from May 15 to June 15 (see Traffic World, April 14, p. 971). 
The original order requires cancellation of all class-rate stops, 
general and individual, higher than those prescribed in the 
report in MC C-360 and I. and S. M-2160. 


RISS “PROVIDER PLAN” INQUIRY 

By a supplemental order in MC C-482, Performance of 
Motor Common Carrier Service by Riss & Co., Inc. an inves- 
tigation instituted by it into an arrangement between Riss & 
Co., of St. Louis, Mo., and certain other motor carriers under 
which freight is transported by the latter carriers under oper- 
ating rights of Riss & Co. (see Traffic World, April 7, p. 904), 
the Commission, division 5, has added three companies to the 
list of respondents in MC C-482, saying that “there is reason 
to believe” that these companies also are performing transpor- 
tation service under certificates issued to Riss & Co. 

The companies added to the list of respondents in MC 
C-482 by the supplemental order are: Wells Cargo, Inc., a 
corporation, of Kansas City, Mo.; E. A. Phillips, an individual, 
of Chicago, Ill., and Glen Wolf, an individual, of Baltimore, Md. 

At the same time, the division 5, instituted an investigation, 
docketed as MC C-484, Riss & Co., Inc., Revocation of Cer- 
tificate, into the operations of Riss & Co. under rights granted 
in MC 200 and 14 sub-numbered applications, to determine 
whether the operations authorized by the certificates granted 
to Riss & Co. in those applications were being conducted by 
Riss & Co. It said there was “reason to believe” that those 
operations were not being conducted by the applicant. It as- 
signed the proceeding for hearing May 15, at Kansas City, 
before Examiner Alfred W. Booth, and ordered Riss & Co. to 
appear at that time and place to “show cause, if any there be, 
why an order should not be issued requiring it, within a rea- 
sonable time, to resume operations by rendering continuous 
and adequate service in conformity with the said certificates, 


and, in default thereof, why the said certificates should not be 
revoked.” 


IC. C. ACCIDENT REPORTS 

Excessive speed on a sharp curve was ascribed by the Com- 
mission, Commissioner Patterson, in Investigation No. 2875, as 
the cause of a derailment of a mail-express-baggage train on 
the Great Northern near Tonga, Wash., March 7, that resulted 
in the death of one train-service employe, and the injury of 
seven railway-mail clerks and two train-service employes. 

The Commission reported the engineer as having said that 
soon after his train passed through Cascade Tunnel, almost 8 
miles long, he took medicine to relieve a headache resulting 
from fumes in the tunnel. When the engine entered a tangent 
track 1.17 miles east of the point where the accident occurred, 
said the Commission, he moved the lever in control of the 
regeneration feature into position to reduce regeneration, and 
soon afterward observed that the speedometer indicated a speed 
of 40 miles an hour. The Commission said he attempted to 
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decrease the speed by moving the control lever to full regen- 
eration position, then he lost consciousness until several minutes 
after the accident occurred. 

“He thought possibly he lost consciousness as a result of 
the effect of the medicine,” said the Commission. 

From the manner in which the engine became derailed, the 
Commission said, it was apparent that the train was moving at 
“overturning” speed. 


STOVER DIRECTORSHIPS, ETC. 

By an order in Finance No. 14901, Application of Holly 
Stover, the Commission, division 4, has granted authority to 
Holly Stover to hold the positions of president and director of 
the Chicago & Eastern Illinois Railroad Co. and of the Chicago 
Heights Terminal Transfer Railroad Co., and the positions of 
director of the Chicago & Western Indiana Railroad Co., The 
Belt Railway Co. of Chicago, Terminal Railroad Association of 
St. Louis, and Missouri & Illinois Bridge & Belt Railroad Co. 
(see Traffic World, April 21, p. 1039). Mr. Stover also is serv- 
ing as federal manager of the Toledo, Peoria & Western Rail- 
road, in operation of that railroad by the Office of Defense 
Transportation since the taking over of the T. P. & W. by the 
federal government. 





Potato, Cabbage, Icing Orders 


The Commission, division 3, has issued revised service order 
No. 300, Icing Restrictions on Potatoes, and service order No. 
303, Icing Restrictions on Cabbage. 

Revised service order No. 300, effective April 23, through 
June 30, in addition to the icing restrictions on Maine potatoes 
contained in service order No. 300 (see Traffic World, April 21) 
prescribed icing restrictions on potato cars originating in certain 
other states, as follows: 


(2) Cars of potatoes originating in certain states not to be initially 
iced or reiced. No common carrier by railroad subject to the interstate 
commerce act shall initially ice, or reice in transit, at any point east 
of the Mississippi river, any refrigerator car or cars loaded with pota- 
toes originating in the states of Alabama, Georgia, Florida, North Caro- 
lina, South Carolina, and Virginia (except the counties of Northampton 
and Accomac). 


Service order No. 303 was made effective April 23, through 
July 31. In this order the division noted that the practice of 
icing with both bunker and top ice, cabbage in refrigerator cars, 
originating at points in certain states, impeded unduly the use, 
control, supply, movement, and distribution of such cars and 
contributed to the shortage of equipment and congestion of 
traffic. Because of this development, the division said, an 
emergency requiring immediate action existed in the east. 

Pertinent portions of service order No. 303 were: 


(A) (1) No common carrier by railroad subject to the interstate 
commerce act shall initially bunker ice or reice in transit in bunkers, 
a refrigerator car or cars loaded with cabbage originating at any point 
or points in the states of Florida, Georgia, North Carolina and South 
Carolina, when such car has been top iced or retop iced. 

(2) No common carrier by railroad subject to the interstate com- 
merce act shall reice in transit at any point located east of the Missis- 
sippi river, a refrigerator car or cars loaded with cabbage originating 
at any point or points in the states of Florida, Georgia, South Carolina 
and North Carolina. 


Director Clinger, of the Commission’s Bureau of Service, 
under revised service order No. 300, Icing Restrictions on Pota- 
toes, has issued general permit No. 1, effective April 23, through 
June 30, granting permission to railroads as follows: 


On any refrigerator car loaded with potatoes originating at any 
point in Alabama, to provide the first or initial icing at an icing station 
not beyond Atlanta, Georgia, or Jackson, Memphis or Nashville, Tenn., 
and to reice once in transit to full bunker capacity at the first regular 
icing station enroute beyond the station where car was initially iced. 


Effective April 23, at 12:01 a.m., the Commission issued 
amendment No. 1 to service order No. 303, Icing Restrictions 
on Cabbage, by adding the states of Louisiana and Mississippi 
to paragraph (A) (1) and (A) (2). 

General permit Ng. 2, under revised service order No. 300, 
Icing Restrictions on Potatoes, also has been issued by Director 
Clinger, of the Commission’s Bureau of Service. Effective 
April 23, through June 30, general permit No. 2 permits rail- 
roads to provide initial icing only on any refrigerator car 
loaded with potatoes originating at any point in Martin or Palm 
Beach counties, Fla. 


IRISH POTATO SHIPMENTS 


The Commission, division 3, has issued amefidment No. 1 
to sixth revised service order No. 259, Permit Required for 
Shipment of Irish Potatoes (see Traffic World, April 21). 
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Amendment No. 1, effective April 23, it was explained at the 
Commission’s offices, extended the expiration date of the sixth 
revised service order one month, or to June 1, at 12:01 a. m.,, 
and added to the sections of the country from which permits 
for the shipment of Irish potatoes would be required, section 
8, that included Kern county, Calif. 









REFRIGERATOR CAR ORDER 


By amendment No. 7 to service order No. 104, effective 
April 26, through May 31, the Commission, division 3, in a 
further effort to conserve box car space, has directed that three 
temporary additional territories shall be subject to all pro- 
visions of the amended order. 

It was said at the Commission’s offices that an increased 
supply of empty refrigerator cars could be expected for about 
one month, and that the amended order was designed to utilize 
such empty refrigerator car space for certain commodities not 
requiring refrigeration on return trips. 

Pertinent portions of the amended order, relating to tem- 
porary additional territories, are as follows: 


















It is ordered that Service Order No. 104 (8 F. R. 1036) of January 
19, 1943, as amended, be and it is hereby, further amended by adding 
the following provisions: 

(h) Temporary additional territories. (1) Carload shipments of 
ammonium nitrate in bags from points in the United States to Dina- 
mita, Mexico, shall be subject to all the provisions of this order. 

(2) Carload shipments of peat moss from points in British Colum- 
bia, Canada, to destinations in the States of Arizona and California 
shall be subject to all the provisions of this order. 

(3) Carload shipments of flour from points in the states of Idaho, 
Montana, Oregon and Washington to destinations in the state of 
California shall be subject to all the provisions of this order. 










The original service order No. 104 directed the substitution 
of refrigerator cars for box cars in the transportation of west- 
bound carload freight (see Traffic World, Jan. 23, 1943, p. 204). 








FLOOD REROUTING ORDER 
Effective April 23, by amendment No. 1 to service order 
No. 302, Rerouting of Traffic-Floods in Oklahoma, Missouri, 
and Kansas (see Traffic World, April 21, p. 1034), the expiration 
date of service order No. 302 has been extended from April 23 
to May 3, at 11:59 p. m. 
















COAL LOADING SERVICE ORDER 


The Commission, division 3, has issued service order 261-A, 
vacating service order 261 that directed the Delaware & Hudson 
Railroad Corporation not to furnish, supply, or place coal cars 
at the Standard Preparation Co. ramp near Moosic, Pa., and 
the Erie Railroad Co. not to furnish, supply, or place coal cars 
at Benders Dock ramp near Moosic, for loading of such cars 
with anthracite coal produced at McGinley breaker, also near 
Moosic. Service order 261-A was effective April 21, at 12:01 
a. m., said the division. 















EXPLOSIVES TRANSPORT RULES 


Effective April 20, the Commission, division 3, has amended 
its regulations for transportation of explosives and other dan- 
gerous articles, the amendments applying to regulations for 
shippers. Pertinent portions of the amendatory order follow: 

Part 3—Regulations Applying to Shippers (CFR Part 75) 

Amending par. (b) (7), sec. 190, order Aug. 16, 1940, as follows 
(packing phosphorus, white or yellow): 

(Add)—Note: Because of’ the present emergency and until further 
order of the Commission, specification ARA-III tank cars, converted as 
follows, are authorized for use: Without bottom discharge outlet, with 
insulation at least 2 inches in thickness, internal heater coils, at least 
one safety valve or frangible disc safety vent of approved design, and 
dome equipped for top unloading. Cars to be loaded and unloaded as 
prescribed in pars, (b) (7) and (b) (8). Cars to be stenciled immediately 
above the mark ARA-III with the words, ‘‘For Phosphorus Only.’’ 

Superseding and amending par. (c), sec. 332A, order Dec. 12, 1942, 
to read as follows (packing nitrogen dioxide, liquid): 

(c) Spec. 3A480 or 25.—Metal cylinders with valve removed; valve 
opening to be closed by means of a solid metal plug with tapered threai 
properly luted to prevent leakage; valve protection cap must be used 
and be at least 3/16 inch thick, gas tight, with 3/16 inch faced seat for 
gasket and with United States standard form thread. Use of this cor- 
tainer will be permitted because of the present emergency and until fur- 
ther order of the Commission. 
































MEDALS OF HONOR AWARDS 


The Commission has announced the bestowal of two medals 
of honor on recommendation of the Committee on Award of 
Medals of Honor, approved by the Commission. 

On February 28, the Commision said, President Roosevelt 
bestowed a medal of honor on James P. Tracy, Ottumwa, Ia, 
a Burlington switchman, in recognition of his rescue of Laura 
Mae McDowell, 13-year-old school girl, from a Burlington track 
on which a passenger train was approaching at Ottumwa o1 
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September 21, 1944. The Commission said the girl had fallen 
in front of the approaching train at a crossing and that Mr. 
Tracy, crossing the track ahead of the engine, pulled her clear 
just as the passing locomotive brushed his clothing. 

A medal of honor was presented by President Roosevelt on 
March 16, the Commission said, to Benjamin B. Clement, Rich- 
mond, Va., a C. & O. locomotive engineer, who returned to 
the blazing cab of his engine and brought his train to a stop 
after having been blown to the cab floor by exploding and 
burning gasoline that was sprayed over the engine after it had 
collided with an automobile at Todd’s Crossing, near Newport 
News, Va., on October 26, 1944. 

Said the Commission: 

“Had not Mr. Clement brought his train which was heavily 
loaded to a stop, it would without doubt have continued on the 
down grade some four miles where it would have overturned 
on an eight degree curve or have continued on 2,500 feet farther 
and run off the end of the pier into the James river.” 

Fifty-five medals of this character, including the two afore- 
mentioned, had been awarded since the enactment in 1905 of the 
medals of honor act, the Commission said. 


Staley Switching Case 


Hearing in I. and S. No. 4736, Switching Charges at De- 
catur, Ill., and Ex Parte No. 104, Part II Terminal Services— 
A. E. Staley Manufacturing Co., before Commissioner Patter- 
son and Examiner G. H. Mattingly at Chicago, came to an end 
on the second day, April 20, when the Commission’s attorney, 
in a surprise move, announced that the Commission did not 
intend or desire to put in any evidence. He made the announce- 
ment after the first day and a half were taken up with evi- 
dence introduced by the Baltimore & Ohio and the Wabash, and 
by T. C. Burwell, vice-president and traffic manager of the 
Staley Company, as to present switching and spotting practices 
at the company’s plant (see Traffic World, April 21, p. 1024). 

The hearing was held pursuant to an order of the Commis- 
sion reopening the proceeding after the Supreme Court of the 
United States, while upholding the Commission’s order eliminat- 
ing tariffs proposing to cancel spotting charges at the Staley 
plant, said the company might, in proper proceedings before 
the Commission or the courts, present evidence as to changed 
conditions at the plant that made the spotting services ren- 
dered not in excess of the carriers’ obligation. The Commis- 
sion’s order reopening the proceeding limited it to evidence of 
such changes, and Commission Patterson sustained all objec- 
tions made by the Commission’s counsel to the admission of 
evidence tending to show comparisons between service afforded 
at the Staley plant and that afforded at other plants in De- 
catur, or service afforded generally in switching in that area. 


Mr. Burwell gave a chronological statement of the changes 
made at the plant since the hearing in 1940, and a summary 
of the cars handled in and out of the plant in the past five 
years, the amount of money paid to the railroads under the 
$2.50 switching charge, and revenues a car inbound and out- 
bound, saying that the average revenue on inbound cars was 
$129.48, and on outbound cars, $192.22. 


He said that the greater part of the loading (91 per cent) 
within the plant took place at five points, and the unloading at 
four points, although there were more buildings in the plant. 
Some buildings, he said, never made any shipments. Track 
mileage within the plant, he said, had been reduced by about 
25 per cent and that, in contrast with previous practice, cars 
were now ordered into the plant as used, the company accepting 
constructive placement in the rail yards with demurrage run- 
ning against those cars under the rules. Formerly, he said, the 
company did not accept constructive placement. 


He observed that, while the plant worked seven days a 
week, and 24 hours a day, and that it was ideal to think of an 
even flow of materials in straight-line production, the fact was 
that cars did not “come in that way,” but were frequently 
bunched. As an example, he said the company burned so much 
coal every day, but that as cars of coal were not received in 
just that quantity the company ordered them in only as they 
could be handled and had to pay demurrage when it accrued 
against cars it could not handle into plant. He said the industry, 
and the carriers serving Decatur, had attempted to work out a 
plan in conformity with the Commission’s general order in Ex 
Parte No. 104, 209 I. C. C. 11. 


At the conclusion of Mr. Burwell’s testimony, John S. 
Burchmore, counsel for the company, requested permission to 
introduce evidence with respect to practices at other Decatur 
plants, as well as with respect to discrimination, and Commis- 
sioner Patterson denied that request. 

Briefs in the proceeding will be due June 18, and there 
will be a proposed report. 
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Box Car Demurrage 


Globe Mills (trade name) Pillsbury Mills, Inc., has asked 
the entire Commission to reopen and vacate the order of divi- 
sion 3 denying its’ request for exemption of export traffic 
flowing through California ports from the application of service 
order No. 242-B, Demurrage Charges on Closed Box Cars (the 
reinstated service order No. 242 as amended) (see Traffic 
World, April 14, p. 963), by which heavy demurrage charges 
on box cars held for loading or unloading were made effective 
from April 1 to October 1. The petitioner also asked that the 
Commission, after reconsideration, issue its order specifically 
exempting California port traffic from service order No. 242-B. 

Saying that it appreciated the Commission’s effort to compel 
prompt loading and unloading of box cars to maintain a fluid 
car supply for essential traffic by drastically increasing car 
demurrage rates, the petitioner declared, however, that the 
order was punitive and that as applied to export shipments 
its very purpose was defeated by a combination of factors 
involved so that the penalty fell on the export shippers who 
had absolutely no control over the unloading of cars at the 
port of export. 

Since the declaration of war and the reassignment of 
vessels from regular routes to other trade lanes, the petitioner 
continued, it had been forced to move flour by rail from interior 
mills to California ports for export to supply its established 
customers in Mexico, Central and South Americas. 

The petitioner submitted a tabulation of car detention and 
car demurrage that, it said, was assessed to the petitioner at 
Los Angeles harbor on export traffic in 1942 and 1943, under 
provisions of demurrage tariff 8-H, series, ICC 48, allowing 
five days free time and demurrage at a rate of $3.30 a day. 
This tabulation, it said, might indicate the penalties to which 
the petitioner, as a single shipper, might hereafter be subjected 
under service order No. 242-B. The petitioner said it must be 
clearly evident to the Commission that the increased demur- 
rage would not result in expediting release of cars by the 
War Shipping Administration and its agents, who, it said, 
declined all responsibility for car detention. 


The tabulation showed car detention and car demurrage 
assessed to the petitioner of $915.10 for 247 detention days 
ranging from one day at $3.30 to $59.40 for 18 detention days. 

“In support of this petition,’ said the petitioner, ‘the 
Commission is requested to consider the statement of facts in 
the original petition denied by division 3, in which your peti- 
tioner undertook to point out that the increased demurrage 
under service order No. 242-B imposed on petitioner and other 
export shippers cannot and will not result in attaining the 
specific objective of the order, to wit, prompt release of box 
cars—because of the utter lack of control by shipper of the 
unloading of cars at the port terminals operated and controlled 
by War Shipping Administration berth and terminal agencies, 
consequently the export traffic is penalized with money charges 
which cannot be reclaimed, but without any relief in car-day 
conservation. Under present War Shipping Administration 
regulations and practice, the demurrage penalty falls on wholly 
innocent parties who are helpless to contribute any relief to 
the current box car shortage.” 

The petitioner averred that because of the facts presented 
in both the original and the instant petition the provisions of 
service order 242-B, as they were intended for application on 
export freight, were now and for the future would be unreason- 
able and unjust, and would subject the petitioner to rates and 


charges in violation of section 1 of the interstate commerce 
act. 





Express Rates in South 


The Southern Motor Carriers Rate Conference has filed 
with the Commission a petition for leave to intervene in Fourth 
Section Application No. 19262, Express Rates From, To and 
Between Points in the South, and the application joined there- 
with (fourth section application No. 19263 as amended), and a 
petition for reconsideration and rehearing in those proceedings, 
asserting that the financial condition of the motor carriers and 
the relation of motor carrier rates to rates of the Railway Ex- 
Press Agency have so changed since the date of the hearing in 
these cases (April 20, 1943) that the record on which the de- 
cision by the Commission, division 2, is based is “entirely out 
of date” (see Traffic World, March 31, p. 809). 

The Commission, in its report on these applications of the 
Railway Express Agency, found that truck competition de- 
scribed in the report constituted a special case within the mean- 
ing of section 4, justifying the granting of the relief sought by 
the express agency for establishment of any-quantity commod- 
ity express rates on merchandise and perishable products, 
equivalent to the corresponding all-rail 1.c.l. first to third class 
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rates on like traffic moving within an approximate radius of 
360 miles between principal jobbing points and other stations 
served by the agency south and east of the Potomac, Ohio and 
Mississippi Rivers and certain points in adjacent territories, 
without observing the long-and-short-haul and aggregate-of- 
intermediates provisions of section 4 of the act. 

The S. M. C. R. C. said the applications in Nos. 19262 and 
19263 were filed August 29, 1941, and that at that time the 
motor carriers in the south were in an entirely different situa- 
tion both financially and as to rate structure than they were in 
now; that the conference therefore paid no attention to the 
applications when they were filed, and that, not being a party 
to the original case, it received no notice of the hearing held 
April 20 and was not represented there. 

The motor carrier conference, in its petition for recon- 
sideration and rehearing, said that on the hearing date the 
railroad 1. c. 1. rates, the express agency’s competitive 1. c. 1. 
rates and the motor carrier rates were “practically the same,” 
but that after removal of the Ex Parte 148 rail rate increases 
in May, 1943, the motor and express rates remained unchanged, 
about 6 per cent higher than the rail 1. c. 1. rates, and that in 
February, 1944, the Commission allowed a general 4 per cent 
increase in motor carrier rates. 

“Hence,” the conference continued, “at this date the rail 
less-than-carload rate is the lowest of the three. The Express 
company competitive rates are approximately 6 per cent higher 
than the rail 1. c. 1. rates, and the motor carrier rates are 
approximately 10.24 per cent higher than the rail 1. c. 1. rates, 
and 4 per cent higher than the express rates.” 

The conference said a reference by the Commission, in its 
report, to competing motor carriers other than Colonial Motor 
Freight Lines “must have been in connection with the motor 
— shown in exhibit 6 introduced by Witness C. B. Wil- 
jams.” 

“Your petitioner will show,” it continued, ‘“‘that exhibit 6 
was incorrect at the time it was put in evidence, and is further 
incorrect at the present time, and that there is nowhere near 
the competitive situation which is attempted to be described by 
the witness for the applicant, either at the time of the hearing 
or a the present time... .” 


“ Concluding its petition for reconsideration, the conference 
said: 


By order in this case, the express agency was authorized to estab- 
lish and maintain rates ‘‘the equivalent of third class freight rates on 
commodities classified at not lower than fifth class in the applicable 
freight classification...’’ The effect of this is two-fold: First, it 
allows the express agency to maintain rates lower than competing 
motor carriers, upon whose competition the request for fourth section 
relief was based, and, second, it allows the express agency to apply 
a minimum rate which was denied the motor carriers in a recent case, 
Minimum Class Rate Restrictions, Central and Eastern States, MC C-360. 
The express company is the alter ego of the railroads, and the present 
situation results in the motor carriers having to meet railroad compe- 
tition directed at them under two different names on unequal rates, 
both lower than motor carrier rates. Thus, the relief is not responsive 
to the application, and applies a different rule to the express agency 
than to motor carriers when meeting competition, and is, therefore, in 
violation of the fourth section, and also the declaration of policy laid 
down by Congress. 


Joint Rail-Water Rate Complaint 


Establishment of joint rail-water rates, differentially lower 
than the all-rail rates between the same origin and destina- 
tion points, on shipments of cotton from origins in Tennessee, 
Kentucky, Mississippi, Alabama, Missouri and Arkansas to 
specified destinations in the northeastern states is the objective 
of a complaint filed with the Commission by the Chicopee Man- 
ufacturing Corporation, of New Brunswick, N. J., and the 
Chicopee Manufacturing Corporation of New Hampshire, also 
of New Brunswick, against the American Barge Line Co. and 
31 railroads. The complaint is docketed at the Commission 
as No. 29305. 

The complaint notes that the American Barge Line Co., a 
common carrier by water, operates a barge line between Mem- 
phis, Tenn., and Glassport, Pa. It says that the defendants 
“jointly and collectively” hold themselves out to provide and 
do provide through routes for transportation of property from 
Memphis via American Barge Line Co. to Glassport and thence 
via defendants’ rail lines to New Brunswick, Chicopee Falls, 
Mass., and Manchester, N. H., where facilities of complainants 
are operated; and from specified points in Tennessee, Kentucky, 
Mississippi, Alabama, Missouri and Arkansas via the lines of 
defendant railroads to Memphis, thence via American Barge 
Line Co. to Glassport, and thence via defendant railroads’ lines 
to points in New Jersey, Massachusetts and New Hampshire. 
Those routes, the complainants assert, constitute “the natural 
economic routes for the movement of cotton, in carloads, weigh- 
ing 50,000 pounds or more per car,” from the origins named to 
New Brunswick, Chicopee Falls and Manchester. 
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As an example of the applicable rates on cotton, minimum 
50,000 pounds, over the through routes described, complainants 
cite a rate of 95 cents from Memphis to New Brunswick. They 
state that the all-rail rate on such shipments from Memphis 
to New Brunswick is 78 cents. Complainants alleged that the 
freight rates cited in the complaint, on cotton from the desig- 
nated origin states to the named destinations, are ‘excessive, 
exorbitant, unjust, unreasonable and unlawful, in violation of 
the provisions of sections 1 and 305 of the interstate commerce 
act, and otherwise in violation of the provisions of the said act.” 

“These complainants, for the transportation hereinbefore 
described in connection with the rail-water and rail-water-rail 
routes,” they continue, “are entitled to reasonable and lawful 
rates which would reflect adequately the natural advantages of 
these natural economic routes; and . such reasonable and 
lawful rates on class-rate traffic and traffic moving on com- 
modity rates are commonly held out to and accorded shippers 
generally by the defendants herein named... . 

“Lawful and reasonable rates . . . over the water-rail and 
rail-water-rail routes hereinbefore described . . . would be rates 
constructed by the observance of a reasonable and proper dif- 
ferential under the all-rail rates on similar traffic from and 
to the same origin and destination points, and subject to the 
same special rules, regulations and privileges as are applicable 
in connection with the corresponding all-rail rates.” 

Complainants further contended: 


That a reasonable and proper differential . . . would reflect an 
economical and efficient transportation service and sound economic 
conditions in transportation... 

That the sum of such differential, so constructed, would be not less 
than 13 cents per 100 pounds; 

That the said minimum differential of 13 cents per 100 pounds 
reflects 20 per cent of the all-rail rate of 65 cents per 100 pounds 
presently applicable on similar traffic from Memphis, Tenn., to Glass- 
port, Pa... 

That complainants have been damaged substantially by the lack of 
reasonable rates... 




























The complainants ask the Commission to issue a cease and 
desist order against the defendants and to establish for the 
future, via the water-rail and rail-water-rail routes described, 
carload rates on cotton in lots of 50,000 pounds or more a 
car, from the described origin points and territory to New 
Brunswick, Chicopee Falls and Manchester, ranging from 65 
cents to 70 cents a hundred pounds, and subject to the same 
special rules, regulations and privileges as apply in connection 
with the corresponding all-rail rates. 












Intercoastal Rate Structure 


_ CC. Y. Roberts, tariff publishing agent for certain steamship 
lines, has filed with the Commission a petition for amendment 
of the Commission’s minimum rate order of April 9, 1940, in 
No. 28622, Intercoastal Rate Structure (formerly docketed as 
No. 514 at the Maritime Commission), so as to permit estab- 
lishment of rates, shown in an appendix to the petition, lower 
than those prescribed as minima and so as to make certain 
changes in the rules prescribed in this proceeding. The tariff 
publishing agent said he was filing the petition for and in 
behalf of carriers parties to his “westbound tariff No. 1-B, 
SB-I No. 3.” 

He asked that the petition be granted without hearing, 
and said that the changes proposed were “typical of those 
permitted by the U. S. Maritime Commission and by this Com- 
mission from time to time in the past since the original order 
herein was entered on April 9, 1940.” Because of “the very 
nature of the changes,” he said, it was believed that the Com- 
mission could dispose of and approve the instant petition with- 
out hearing, “thus eliminating the unnecessary expense and 
time consumed by a hearing.” 

One of the proposals set forth in the appendix to the 
Roberts petition is the cancelation of section (f) of Rule 4 
and establishment in Agent Roberts’ terminal tariff No. 2-A, 
I. C. C. No. 6 of a new item setting forth conditions, regula- 
tions and charges for diversion or reconsignment of freight 
while in the possession of Isthmian Steamship Co. or Lucken- 
bach Gulf Steamship Co., Inc. It is proposed, also, to cancel 
Rule 18 of Agent Roberts’ eastbound tariff No. 1-B, SB-I No. 3 
(J. P. Williams, Agent’s series) and, in its entirety, Agent 
Roberts’ tariff No. 101-D, I. C. C. No. 5, so as to make all 
freight diverted or reconsigned while in the possession of the 
named carriers subject to the proposed new item in Agent 
Roberts’ terminal tariff No. 2-A, I. C. C. No. 6. 

Among other proposals shown in the appendix to the 
petition are: Reduction of the carload rate on heating and 
cooking apparatus to $1 a hundred pounds, minimum 24,000 
pounds, from the present carload water rate of $1.42, in view 
of excess of present combination of rail rate from Chattanooga, 
Tenn., to Gulf loading ports plus present water rate over 
transcontinental all-rail rate; establishment of new segregation 
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rules and charges for segregation; reduction of carload rate 
for broom splints when compressed to not more than 100 
cubic feet a net ton, in bales, from present minimum of $1.25 
a hundred pounds, carload minimum 24,000 pounds, to 75 cents, 
same minimum weight; establishment of minimum rates on 
“flour, peanut or peanuts, powdered,” of 47 cents, carload 
minimum 24,000 pounds, and 77% cents on l.c.l. shipments; 
and changes in tariff description of ‘potassium (potash), silicate 
of’ and “bus bars, copper.” The latter item would be changed 
to “bus bars, aluminum or copper.” . 















































Regular and Irregular Routes 


The Chair City Motor Express Co., identifying itself as a 
motor common carrier specializing in transportation of “un- 
crated” commodities such as new or used furniture, store fix- 
tures, etc., with terminals in Sheboygan and Milwaukee, Wis., 
and Chicago, IIll., said, in a statement to the Commission in 
MC C-246, that it was classified as an irregular route common 
carrier and that its operations were essentially specialized and 
“consequently different from the irregular route common car- 
rier of general commodities.” It maintained that it rendered 
a service that the general commodity hauler did not offer or 
care to undertake, and that, as such, it supplied a definite pub- 
lic need. The fact that the commodities were handled uncrated 
required the truck carrier to make up its loads in accordance 
with the type of furniture shipped and the destinations involved 
in shipper demand, it added. It urged that if the Commission 
felt it necessary to promulgate, institute or lay down certain 
rules and regulations governing the operation of irregular route 
common carriers or specialized haulers handling specific com- 
modities, such action be taken only after public hearings in 
which interested parties might appear and submit evidence. 


Railroads and Complaint Case 


In a brief on exceptions to the proposed report by joint 
board No. 30 in MC C-393, Garrett Freightlines, Inc., vs. North- 
ern Transportation Co. (see Traffic World, Jan. 27, p. 209), the 
Pacific Southwest Railroad Association contended that the joint 
board’s conclusion that there was no distinction between the 
kind of service authorized by a regular route fixed-termini cer- 
tificate and an irregular route or territorial certificate was in- 
correct, and that the Commission had announced “the true rule 
of law” as to the distinction between regular and irregular 
route operations in its tentative report in MC C-246, Transpor- 
tation Activities of Brady Transfer & Storage Co. The asso- 
ciation said that the report by joint board 30 in MC C-393 and 
that of the Commission in MC C-246 were “diametrically op- 
posed.” Joint board 30 had recommended dismissal of the com- 
plaint in MC C-393, in which Garrett Freightlines alleged that 
Northland had violated terms of its certificate by holding itself 
out to perform regular-route motor common carrier service. 


The Pacific Southwest Railroad Association said that as it 
understood the joint board’s report, it rejected the Brady case, 
refused to recognize that there was a distinction between these 
two types of carriers based on service, and would permit an 
irregular-route carrier, once his certificate was issued, to serve 
as he pleased throughout his territory and establish as many 
regular operations aS were necessary to suit his convenience. 
The association said it believed that the character of the oper- 
ation complained of in MC C-393, when tested by the rule of 
the Brady case, was clearly a regular-route fixed-termini opera- 
tion, and that “since the defendant does not hold a certificate 
authorizing such an operation it should be ordered to discon- 
tinue the service.” The rule of the Brady case, it added, was 
supported by federal court decisions. — 

That a necessity for clear definitions of regular-route and 
irregular-route motor carriers existed, that clarification of “the 
indicia of each class of operator” would be beneficial to the 
trucking industry and the shipping public, and that the Com- 
mission now had before it ample information to enable it to 
make its decision were declarations set forth in a brief of 
All States Freight, Inc., in MC C-246, Transportation Activities 
of Brady Transfer & Storage Co., a proceeding in which the 
Commission, by division 5, has invited expressions of views by 
interested parties as to distinctions between regular-route and 
irregular-route motor carrier services (see Traffic World, 
April 14, p. 977). 


All States Freight said that to state that operation accord- 
ing to a fixed plan was one of the characteristics of a regular- 
toute operators was merely to clarify and expand the definition 
of a regular-route operators as set forth in Ex Parte MC-10 
(2 M. C. C. 709) and added no new element to that definition. 
However, it said, a new element was added by the Commis- 
lion’s statement, in its report in the Brady case, that “the con- 
listent day-to-day transportation in volume of aggregated lots 
x’ numerous less-than-truckload shipments is more character- 
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istic of regular-route than of irregular-route carriers.” It 
added that it regarded this distinction as a valid one. 

“Solicitation considered as one of the outstanding char- 
acteristics of a regular-route operator,” All States Freight said, 
“adds a new element to the present definition of regular-route 
carriers as there is nothing in that definition to indicate that 
solicitation has anything to do with regular-route operators. If 
it is to be finally adopted by the Commission as furnishing one 
of the tests of regular-route operation, it is suggested that 
its meaning not be confined to personal solicitation but that 
in addition to solicitation it include all kinds of advertising.” 

All States Freight said that maintenance of terminals was 
such a universal practice among regular-route operators and 
was so rare as to be almost non-existent among irregular- 
route carriers, that the inclusion of the maintenance of such 
terminals should be included in any definition of regular-route 
carriers. 

The Commission’s discussion of “periodicity of service,’”’ All 
States Freight said, fit the record in the Brady case but did 
not necessarily fit ‘‘the general situation.” It added that the 
Commission’s discussion in the Brady report of schedules or 
their equivalent verged on changing the existing regulations 
“because the danger is present of abolishing the definition of the 
regular-route non-scheduled operator.” It said the Commission 
should consider, in addition to the matters considered by divi- 
sion 5 in its tentative report, other subjects that had “a bearing 
on the general question,” such as use of alternate routes, off- 
route points, and the choice of routes made from a network 
of routes by carriers having such a network. 

“What is urgently needed,” it concluded, “is certainty, and 
so long as the Brady matter is pending there can be but little 
certainty as to the distinctions between regular and irregular- 
route operations.” 


D. L. & W.-O. & S. Merger 


The Delaware, Lackawanna & Western Railroad Co., and 
the Oswego & Syracuse Railroad Co., in a joint application to 
the Commission in Finance No. 14909, have asked for authority 
to merge the O. & S. into the D. L. & W. 

The applicants said the D. L. & W. had prepared a plan 
for carrying out the merger that would be submitted for adop- 
tion, subject to all necessary approvals of the Commission, to 
a meeting of the D. L. & W. stockholders called for May 8. 

As of March 8, said the applicants, the O. & S. had 398 
stockholders of record. The amount of its outstanding capital 
stock, the applicants continued, was 26,408 shares, with a par 
value of $50 each. 

The D. L. & W., under a lease dated February 13, 1869 
said the applicants, and continuing for the corporate existence 
of the O. & S., operated the latter’s properties. The applicants 
said the D. L. & W. also operated other railroad properties 
under similar leases and that payment of rental by the D. L. 
& W. pursuant to the provisions of such leases had been held 
under existing decisions to have been income of the lessor com- 
panies, on which federal income taxes were assessable against 
such companies. 

After reviewing the history of litigation concerning deter- 
mination of federal tax liabilities, the applicants said: 

“These considerations emphasize the importance of con- 
summating a program which will achieve a reduction of the 
system fixed charges payable by the Delaware company (D. L. 
& W.) pursuant to the provisions of the above mentioned leases, 
and will at the same time eliminate for the future the problem 
as to federal taxes on income of the leased line companies by 
reason of rental payment made in respect of the capital stock 
of such companies and provide for the payment of such taxes 
and interest due in respect of past periods.” 

_ In Finance No. 14910, the D. L. & W. asked the Commis- 
sion for authority to issue certificates of deposit in respect of 
not to exceed 22,194 shares of the capital stock of the O. & S. 
and not to exceed $1,109,700 principal amount of the latter’s 


Oswego and Syracuse division mortgage bonds, pursuant to the 
merger plan. 


NORTHLAND GREYHOUND REFINANCING 


In an application docketed as MC F-2817, Northland Grey- 
hound Lines, Inc., of Minneapolis, Minn., has asked the Com- 
mission for authority to issue 15,000 shares of 4 per cent cumu- 
lative preferred stock, of an aggregate par value of $1,500,000, 
for the purpose of raising funds to provide funds for the re- 
demption as of July 1, 1945, of its 13,978 shares outstanding 
of $6.50 convertible preferred stock, series 1. The net pro- 
ceeds of the new issue, the applicant says, will be about 
$1,455,000. 

The applicant stated that it proposed to use such net 
proceeds, together with about $82,580 of its own funds, to 








1102 


redeem at $110 a share the present $6.50 convertible preferred 
stock, series 1, at an aggregate redemption price of $1,537,580, 
— accrued dividends, the latter to be paid out of its general 
unds. 

“The principal purpose of the proposed issue,” said the 
applicant, “is to take advantage of the present favorable mar- 
ket for the issuance of low dividend preferred stocks and re- 
duce the dividend charges on applicant’s preferred stock. If the 
proposed issue is approved, applicant will be required to pay 
only $60,000 a year in dividends on the preferred stock, as 
compared with $90,857 a year which it is now required to pay 
on the present $6.50 convertible preferred stock. . . . The 
sinking fund requirement for the new 4 per cent cumulative 
preferred stock is 2 per cent a year, amounting to $30,000, so 
that the savings in dividends will furnish the funds required 
to retire the new preferred stock gradually over a period of 
years in accordance with the sinking fund provisions. .. . 

“Another advantage to applicant of the proposed issue will 
be the elimination of the possibility of conversion of the present 
preferred stock into common stock, and the consequent dilu- 
tion of the holdings of the present holders of the common 
Stock, .....” 





POTOMAC EDISON STOCK 

The Potomac Edison Co., in Finance No. 14908, has asked 
the Commission for authority to issue 63,785 shares of 4% 
per cent cumulative preferred stock, pursuant to a plan of ex- 
change, in exchange for the outstanding shares of its 7 per 
cent preferred stock and 6 per cent preferred stock of which 
a total of 63,784% shares are outstanding. The applicant said 
it proposed to make the exchange offer on or about May 10, 
such offer to remain open for about three weeks, with the right 
of the applicant to extend the period for an additional week. 
It said it proposed to redeem on August 1, all shares of 7 per 
cent and 6 per cent preferred stocks not deposited for exchange. 

Potomac Edison said the purpose of its issue of 4% per 
cent cumulative preferred was to redeem and retire the pres- 
ently outstanding 6 per cent and 7 per cent preferred and 
thereby effect a substantial saving in annual dividend charges. 

The applicant said all of its electric railway, electric utility 
and other operations were conducted in Maryland, except for 
certain minor bus operations conducted by it in a small area 
of West Virginia adjacent to Cumberland, Md. 


B. & O. OPERATION TO DETROIT 


The Baltimore & Ohio, in Finance No. 14891, has filed a 
supplement to its application for authority to acquire trackage 
rights over the New York Central between Toledo, O., and 
Detroit, Mich., for through passenger, mail, and express-train 
operation, to supersede a joint-operation agreement with the 
Pere Marquette (see Traffic World, April 14, p. 978). The 
B. & O. said that in an intervening petition filed by the Pere 
Marquette the latter stated that it. desired to oppose the B. & O. 
application unless the B. & O. “enters into an_ undertaking 
(presumably with the Pere Marquette) to satisfy all lawful 
claims of all employes affected by its proposed change” in 
operation. Continuing, the B. & O. said: 

“With regard to this matter applicant desires to point 
out that under its agreement with the Pere Marquette which 
terminates as of June 7, 1945, there is no provision requiring 
the applicant to indemnify the Pere Marquette, upon the 
termination of said agreement, against the claims, if any, made 
against the Pere Marquette by its employes upon termination 
of the agreement. If any such claims should be made by Pere 
Marquette employes, it is the position of the applicant that, as 
a matter of legal right, they are solely the concern of the Pere 
Marquette.” 

In a letter to Robert J. Bowman, president of the Pere 
Marquette, attached to the supplement to the application, C. W. 
Van Horn, vice president of the B. & O., said that the latter 
had given consideration to possible rights of any employes who 
might be affected by the B. & O. application to the Commission, 
and that the B. & O. had concluded that under applicable 
law no employes were or would be adversely affected by the 
granting of the application. 





P. R. R. MORTGAGE BONDS 

The Pennsylvania Railroad Co., in Finance No. 14906, 
has asked the Commission for authority to issue $57,130,000 
general mortgage bonds, series G, of which it would sell 
$52,981,000 at competitive bidding, $1,788,000 to affiliated com- 
panies, and $304,000 to the P. R. R. employes’ relief fund, 
and hold $1,394,000 in the company’s insurance and bridge 
renewal funds, and $663,000 in the company’s treasury. The 
Pennsylvania said it proposed to sell $55,073,000 of the series G 
bonds to provide, in part, funds for the redemption on or before 
August 1, of its general mortgage 3%4 per cent series C bonds 
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outstanding in the principal amount of $57,730,000, of an orig- 
inal issue of $60,000,000. 


FRISCO REORGANIZATION 

Director Sweet, of the Commission’s Bureau of Finance, in 
a letter to “counsel of record” in Finance No. 10008, St. Louis- 
San Francisco Railway Co. Reorganization, has noted that the 
federal district court for the eastern Missouri district has ap- 
proved the reorganization plan for the Frisco certified to the 
court by the Commission (see Traffic World, July 5, 1944, p. 
130, and Oct. 7, 1944, p. 905), and has attached to the letter 
copies of letter-forms to be sent to creditors and ballots for 
submission to creditors voting on the plan. Director Sweet, in 
his letter, invited comment from the attorneys to which it was 
addressed with respect to the proposed forms and procedure 
for voting on the reorganization plan. 


SAND AND GRAVEL RATE COMPLAINT 


Alleging that the freight rates on sand and gravel shipped 
to Hinton, W. Va., for use in construction of the government's 
Bluestone Dam flood control and power project was of great 
general interest in addition to its importance to the complainant, 
Barnes Sand & Gravel Co., Piketon, O., has filed with the 
Commission a complaint against the Chesapeake & Ohio and 
the Norfolk & Western railways (No. 29303, Barnes Sand & 
Gravel Co., vs. Chesapeake & Ohio Railway Co., et al.). 

Shipments referred to in its complaint, said the complain- 
ant, were only a small part of the project’s sand and gravel 
requirement which, it believed, would amount to more than 
500,000 tons or 6,000 carloads. As soon as the war was over, 
the complainant continued, the additional shipment would be 
required as the government’s authorization and legislation for 
it had long since been passed. Work on the dam had been 
discontinued in the war period, said the complainant. 

In establishing freight rates to points on the defendants’ 
lines, said the Barnes company, consideration should be given 
to the fact that practically all sand and gravel was loaded in 
empty coal cars returning to coal fields, thereby enabling the 
cars to be loaded both ways. 

The Barnes company alleged that rates on 600 carloads 
of sand and gravel shipped from Sargents, O., to Hinton, W. Va., 
April 13, to November 23, 1943, were excessive and unreason- 
able, and asked for a cease and desist.order, rates on a proposed 
mileage basis, and elimination of the joint line-haul charge or 
additional freight charge for sand and gravel in carload lots, 
moving over two or more railroads. 


EXPRESS AGENCY DIRECTORSHIPS 


Two applications for approval of interlocking relationships 
have been filed with the Civil Aeronautics Board by the Rail- 
way Express Agency, Inc. In one of the applications, No. 1847, 
the express agency and Frank Davidson Lemmon ask approval 
of the holding by Mr. Lemmon of the positions of director 
of the express agency (as an alternate to C. McD. Davis in 
attending meetings of the express agency’s board of directors) 
and director of the Atlantic Coast Line, the Louisville & Nash- 
ville and affiliated companies. In the other application, No. 1855, 
the Railway Express Agency and Ralph Budd ask approval of 
the holding by Mr. Budd of the positions of director of the 
express agency and the position, among others, of president of 
the Chicago, Burlington & Quincy Railroad Co. 


1. C. C. APPROPRIATIONS 


House and Senate conferees on H. R. 1984, the independent 
offices appropriation bill carrying money for the work of the 
Commission for the fiscal year beginning July 1, have agreed 
to the appropriations made for the Commission in the bill as it 
was passed by the Senate (see Traffic World, March 17, p. 649). 

As the bill was passed by the House February 8, a total 
of $7,890,529 was provided for the Commission. The Senate 
appropriations committee amended the bill to reduce the item 
of $2,910,445 for general administrative expenses to $2,619,400; 
to reduce the item of $431,465 for valuation of carriers to 
$388,319; to reduce the item of $2,532,619 for motor transport 
regulation to $2,502,619, and to eliminate authority for pur- 
chase of 30 automobiles for the Bureau of Motor Carriers. 

In the Senate, Chairman Wheeler, of the Senate interstate 
commerce committee, obtained approval of an increase in the 
item of $2,619,400 for the general administrative expenses to 
$2,769,400, and, with that change, the bill was passed as recom- 
mended by the Senate appropriations committee. The con- 
ferees agreed to the Senate provisions. 

The conference report on the independent offices appro- 


priation bill was agreed to and the bill was sent to the Presi- 
dent. 
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April 28, 1945 


Frisco, C. of Ga. and Livestock 


Issues raised in the instant complaint of the trustees of 
the Frisco against the trustee of the Central of Georgia, with 
respect to arrangements for feeding and resting in transit of 
livestock moved by the Frisco to Birmingham, Ala., and trans- 
ported thence to eastern destinations or connections by the 
Central of Georgia, were matters not within the jurisdiction of 
the Commission under the interstate commerce act, and the 
complaint should be dismissed, Examiner Frank C. Weems con- 
cluded in a proposed report in No. 29153, J. M. Kurn and 
Frank A. Thompson, Trustees, St. Louis-San Francisco Railway 
Co. vs. M. P. Callaway, Trustee, Central of Georgia Rail- 
way Co. 

The St. Louis-San Francisco trustees, according to the 
examiner, assailed, as arbitrary, unjust, unreasonable and un- 
lawful in contravention of certain provisions of section 1(4), 
(6), (10) and (11), section 3(4) and section 15(1) of the act, 
a rule or “notice” issued by the Central of Georgia trustee by 
which the latter refused to accept from the complainants and 
other connecting lines, at Birmingham, shipments of livestock 
for movement beyond unless there was sufficient unexpired 
time under the 28-hour or 36-hour release provisions of the 
federal livestock transportation act to permit the forwarding 
in the first scheduled freight train of the Central of Georgia to 
reach the first feeding station (at Columbus, Ga.) before the 
feed limit was up, the time required for the movement from 
Birmingham to Columbus being 10 hours. The examiner ex- 
plained that the livestock transportation act prohibited confine- 
ment of livestock in a railroad car for a period longer than 
28 consecutive hours without unloading into pens for rest, water 
and feeding for at least five consecutive hours, provided that 
on written request of the owner or persons in custody of a 
particular livestock shipment the time of confinement might be 
extended to 36 hours. 

The proposed report showed that the schedules of the 
Frisco freight train arrivals and of Central of Georgia freight 
train departures at Birmingham were such that the only con- 
nections on which feeding and resting of livestock coming in 
on the Frisco line might not be necessary at Birmingham, pur- 
suant to the Central of Georgia notice, was by a Frisco freight 
train due in Birmingham at 5 a. m. and a Central of Georgia 
train departing at 6 a. m., the intervals of time between other 
freight trains arrivals of the Frisco and departures of the Cen- 
tral of Georgia being 5% hours and 9% hours. 

The examiner explained that before the war there was 
very little movement of livestock from the west into the south- 
east; that in a ten-month period ended October 1, 1942, only 
38 cars of livestock were received from connecting carriers by 
the Central of Georgia at Birmingham, only two of which were 
from the Frisco, but that subsequently, due to war conditions, 
there had developed an exceptionally heavy movement of south- 
western and western cattle and hogs into southeast Georgia. 
He said that the Central of Georgia had no facilities at Birming- 
ham for resting, watering and feeding livestock, or any need 
or occasion for such facilities except to the extent that it had 
the responsibility for such care, in which case switching by the 
Birmingham Belt Railroad from East Thomas Yard to Union 
Stock Yards and return would be necessary. 

“Tt has been a general custom among rail carriers, in inter- 
changing cars of livestock in the course of interline movement,” 
he said, “to deliver a car to a receiving line with sufficient 
unexpired time, before time for feeding, to enable the receiving 
line to move the car to a feeding point on its own line; and prior 
to December 1, 1942, it was a practice of carriers at Birming- 
ham, including defendant, to receive livestock in interchange if 
there remained three hours or more of unexpired time. If there 
were less than three hours of unexpired time upon arrival over 
complainant’s line that carrier would undertake the service; in 
other words, assume the expense of necessary switching, unload- 
ing and reloading. . . . It was the large and unprecedented 
movement of livestock eastward or soutward through Birming- 
ham ... that prompted the issuance by defendant of the notice 
effective December 1, 1942 . . . which notice resulted in the 
complaint. . . . Livestock in a total of 315 carloads is that for 
which complainants state defendant should have undertaken 
responsibility for the care thereof. . . . Refusal of defendant to 
accept the 315 shipments until after the livestock had been 
cared for compelled complainants to shoulder responsibility for 







































































the care of the livestock in order to avoid the penalty provided 
by the livestock transportation act. In a great majority of 
instances, feedings at Birmingham necessitating switching by 
Belt, even where unexpired time was 20 hours or more, can be 
said to have been attributable to complainants’ delay in bring- 
ing the livestock into Birmingham, thus missing scheduled de- 
partures of defendant’s outgoing trains.” 

Examiner Weems said that there was nothing in cited pro- 
visions of the interstate commerce act that gave the Commis- 
sion authority to require the defendants to maintain or arrange 
for stock-pen facilities either at Birmingham or elsewhere for 
unloading livestock for feeding, watering and resting, and that 
“there is nothing in any of the provisions of the interstate com- 
merce act that could be said to place upon a connecting carrier 
the responsibility which complainants maintain defendant 
should assume.” He added that there was nothing in the act 
under which the defendant could be required to change the 
scheduled hours of departure of its trains to conform to the 
terms of its notice or to the time of arrival of the Frisco trains. 
Any question as to obligation imposed on the defendant by a 
contract to which the complainant referred, the examiner said, 
called for ‘an interpretation of the contract, a matter not 
within the Commission’s jurisdiction.” 


Transit on Scrap Rubber 


Examiner C. W. Griffin, in a proposed report in No. 29193, 
Transit on Scrap Rubber, has recommended that the Commis- 
sion find unlawful and order cancellation of a provision in the 
transit tariff of respondent railroads that through rates to be 
applied on scrap rubber, n. o.,i. b. n., in carloads, moving under 
a transit arrangement from points in the southwest and eastern 
New Mexico to destinations in official territory will not be less 
than the rates applicable over all-rail routes. He said that cer- 
tain barge lines, not parties to the transit tariff in question, 
objected to this provision on the ground that it was for them 
to determine whether they desired to compete for traffic and 
that they should not be excluded from participation in traffic 
accorded transit by tariff provisions such as that here in con- 
troversy. 

This proceeding, the examiner said, was instituted by div- 
ision 2 on its own motion to determine the reasonableness and 
lawfulness otherwise of the transit arrangement, and the rules, 
etc., affecting it, established by the respondent railroads effec- 
tive September 21, 1944, in connection with movement of car- 
loads of scrap rubber, n. o. i. b. n., from the southwest to official 
territory. He said protests were filed prior to the effective date 
by the Inland Waterways Corporation (operating the Federal 
Barge Lines), the Mississippi Valley Barge Line Co., and the 
American Barge Line Co., and that the Arrow Transportation 
Co., River Terminal Corporation, Central Barge Co. and the 
Mississippi Valley Association intervened in support of the pro- 
testants. 


Tariffs published by the respondents, to which protestants 
were parties, the examiner said, named joint through column 
20 and column 22.5 rates applicable under exceptions to the 
governing western classification on scrap rubber in carloads over 
all-rail and barge-rail routes from points in the southwest to 
points in official territory. He cited Commission cases in which 
barge-rail (including rail-barge-rail and rail-barge) rates had 
been prescribed, differentially lower than the all-rail rates, and 
noted, as an example, that a joint rate of 62 cents applied on 
scrap rubber from Houston, Tex., to Akron, O., over the all-rail 
routes, and joint rates ranging from 54 to 59 cents, depending 
on the ports of interchange, applied on barge-rail routes. 


Protestants contended that the assailed provision of the 
transit tariff did not legally establish the all-rail rates for appli- 
cation to transited shipments of scrap rubber moving over 
barge-rail routes as it was published in a transit tariff in which 
they did not concur, he said, adding: 


If the provision does legally establish the all-rail rates for applica- 
tion on transited barge-rail traffic protestants take the position that it 
contravenes the requirement of the Commission’s orders in the fpro- 
ceedings cited above that the differential barge-rail rates prescribed 
therein ‘‘shall be governed by the same classification and exceptions 
thereto, and in so far as the transportation takes place on the lines of 
the rail carriers, by the same general and/or special rules, regulations 
and practices as govern, apply, or are available in connection with the 
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all-rail rates on which the differential rates hereinbefore prescribed are 
based;’’ and that it is unreasonable, and discriminatory as between 
connecting carriers in violation of section 3(4) of the act, and precludes 
their participation in the movement of scrap rubber from points in the 
southwest to destinations in official territory which is accorded transit 
on the rail portion of the haul, as shippers will not use barge-rail routes 
with their slower service and additional terminal transfers without the 
incentive of a saving in transportation cost. ... 

Respondents insist that the fact that protestants do not provide 
transit on scrap rubber on the water portion of the rail-barge routes, 
will not accept loose scrap rubber for transportation, and refuse to in- 
dicate whether the packing requirements would be removed in the event 
the transit arrangement was made subject to the lower barge-rail rates, 
indicates that the traffic does not lend itself to barge transportation and 
protestants have no real interest in this proceeding. ... 


Examiner Griffin said that by the tariff provision in con- 
troversy, published in a transit tariff in which protestants did 
not concur, the respondent railroads had undertaken to estab- 
lish all-rail rates for application over barge-rail routes on traffic 
accorded transit on the rail portion of such routes, ‘a procedure 
which is not only contrary to their general practice but also in 
violation of section 6(4) of the act.” 

He said that division 3, in Allowance on Cottonseed at C. & 
G. Ry. Points, 238 I. C. C. 309, had stated that in order to make 
a lawful joint through rate with other carriers, their concur- 
rence was necessary under the Commission’s tariff regulations, 
and under section 6(4), which provided that the names of car- 
riers parties to any joint tariff should be specified therein and 
that each of them, other than the one filing the tariff, should 
file with the Commission such evidence of concurrence therein 
or acceptance thereof as the Commission might require. He re- 
ferred to a transit charge of 3-1/2 cents a hundred pounds on 
the inbound weight, minimum $7.35 a car, plus 6 per cent of the 
rate applicable to the shipment, set forth in the respondents’ 
transit tariff here under consideration, and said that nothing in 
his proposed report should be construed as either approving or 
condemning the transit charge. 


Ship Loss and Export “Gas” Rate 


Under “the unusual conditions here involved,” collection 
by the defendant railroads of charges based on the assailed 
domestic rates and demurrage rules in lieu of charges applicable 
on export and coastwise traffic from and to the same points 
would be unreasonable but not otherwise unlawful, said Ex- 
aminers J. Edgar Snider and Claude A. Rice in a proposed 
report on further hearing in No. 28900, Hanlon-Buchanan, Inc., 
vs. Burlington-Rock Island Railroad Co. et al., a proceeding in 
which the complainant contested application of local rates and 
demurrage rules to shipments of natural or casinghead gasoline 
shipped for export or coastwise movement over interstate 
routes from Texas and Louisiana points to Houston, Tex., but 
not moved on foreign or coastwise ship routes from Houston 
within the time limit of 12 months allowed by the transit tariffs, 
due to lack of ocean transportation caused by the war. 


They recommended reversal in part of the findings in the 
prior report, 258 I. C. C. 519. In that report, they said, the 
Commission found not unreasonable or unduly prejudicial the 
local rates and the demurrage charges assailed by the com- 
plainant and found that similar shipments moved over intrastate 
routes to Houston were not within the jurisdiction of the Com- 
mission. They said the proceeding was reopened for further 
hearing and reconsideration. Involved in this case, they stated, 
were 227 tank car loads of casinghead billed and transported 
in November and December, 1939, and January, 1940, from 
origins in Texas and Louisiana to the Norsworthy deep water 
terminal at Houston, as export and coastwise traffic. They 
added that an audit of railroad transit records more than 12 
months after delivery of the shipments at Houston showed that 
complainant had not certified the transshipment of any of the 
considered tonnage, that it was therefore reclassified as domestic 
freight, that undercharge bills totaling over $11,000 and re- 
flecting the differences between the export and coastwise rates 
charged and the higher rates applicable on domestic traffic 
were issued, and that, on complainant’s failure to make pay- 
ment, the delivering railroads brought suits in federal court 
which were held in abeyance pending the outcome of the instant 
proceeding. They observe that the complainant asked that 
the Commission authorize the defendants to waive the under- 
charges, on the ground that its failure to reship the casinghead 
from Houston within 12 months was due to cestruction near the 
end of that period of a vessel that had been nominated to carry 
the tonnage. They recommended issuance of an order granting 
such authority for waiver of undercharges. They said the 
Commission should find that all of the considered traffic was 
interstate commerce. 

The examiners summed up the facts “on the eviderice of 


record” as follows : 


TRAFFIC WORLD 


For several years complainant has been engaged among other things 
in buying and shipping different grades of casinghead to Gulf ports where 
they have been stored in transit, blended to meet the specifications of 
orders received from buyers, and reshipped to foreign and coastal des- 
tinations. A Presidential proclamation in November, 1939, forbade the 
operation of American vessels in the war zone, but did not prohibit 
their use in coastwise service or restrict the operation of vessels of 
foreign registry, and complainant continued to ship cargoes to foreign 
and coatwise points in reduced volume. Numerous rail shipments of 
casinghead from origins in Texas and Louisiana in November and De- 
cember, 1939, and January, 1940, were billed and transported as export 
and coastwise traffic to complainant at Houston where they were stored 
in transit. This casinghead was sold by contract dated October 1, 1949, 
to an exporter who was unable to take the cargo because the vessel 
engaged was destroyed in the latter part of November, 1940, near the 
end of the transit storage period. The considered tonnage was still in 
storage at Houston when the transit period expired. It subsequenti, 
was shipped to the port of Texas City and from there to destinations 
in states east of the Mississippi river. 


Rock Island Motor Subsidiary 


“We are of the view that the proposed coordinated service 
would serve a useful public purpose, responsive to a public 
need and demand, and such service through the voluntary co- 
operation of protesting motor carriers cannot be required,” said 
joint board No. 217, in a proposed report in MC 29130, Sub. 40, 
The Rock Island Motor Transit Co.-Arkansas-Oklahoma Ex- 
tension. 

The joint board recommended that the Commission grant 
the motor subsidiary of the Rock Island a certificate, with condi- 
tions, for carriage of general commodities, with exceptions, be- 
tween Booneville, Ark., and McAlester, Okla., over a specified 
route, and between Searcy and Stuttgart, Ark., over a specified 
route, serving certain intermediate and off-route points. The 
conditions included one that the service to be performed would 
be limited to that which was auxiliary to, or supplemental of, 
Rock Island mail service. 

Commenting on the proposed coordinated service, the joint 
board said: 


It is contended by applicant that the Rock Island cannot obtain the 
advantages of coordinated service through -the use of the services of 
motor carriers other than applicant. No single motor carrier is author- 
ized to serve all of the points here involved. Although protestants ex- 
press a willingness to provide a coordinated motor carrier service in 
connection with the railroad’s rail service, it is evident that the rail- 
road will not enter into such arrangement for a coordinated service. 
The Commission is without jurisdiction to compel coordinated service 
between carriers by rail and those by motor vehicle. It could only be 
accomplished by the establishment of through routes and joint rates, 
with the Commission has no power to require. Obviously, such a plan 
of coordination would depend entirely upon voluntary cooperation. 

Applicant claims that the imposition of a prior or subsequent rail- 
haul provision would seriously impede the efficiency of the coordinated 
service. For example, such restriction if applied to a haul from Mem- 
phis to Heth, would require the handling of the shipment by rail to 
Little Rock and a back-haul by truck to Heth. It further urges that 
any imposition of key points and the resultant freezing of break-bulk 
points would materially hinder the effectiveness and flexibility of the 
coordinated movement of freight. 


With respect to the Rock Island subsidiary’s contention 
that the freezing of break-bulk points would materially affect 
the effectiveness and flexibility of the coordinated movement of 
freight, the joint board said that the applicant might, if future 
conditions in the operation required changes therein, petition 
for appropriate relief. 

In a second proposed report concerning the Rock Island 
motor subsidiary, MC 29130, Sub. 33, The Rock Island Motor 
Transit Co. Extension Corley, Ia., joint board No. 92 recom- 
mended that the Commission grant a certificate for transpor- 
tation of general commodities, with exceptions, serving Corley, 
Ia., as an off-route point in connection with the applicant’s 
authorized regular-route between Omaha, Neb., and Harlan, Ia., 
subject to the same conditions as the Commission might pre- 
scribe in MC F-2327 with respect to service by the applicant 
over such route. 


Rates of Oil Field Haulers 


In two separate proposed reports, one in I. and S. M-2394, 
Oil Field Equipment and Supplies, the other in I. and S. 
M-2467, Accessorial Charges—Oil Field Equipment, Supplies, 
Examiner Allan F. Borroughs has recommended that the 
Commission find not shown to be just and reasonable (1) a 
proposal in I. and S. M-2394, of motor common carriers parties 
to a tariff of the Specialized Motor Carriers Association, Agent, 
to change rates and minimum weights on oil field equipment 
and supplies between points in eleven southern, southwestern 
and central states, and (2) a proposal of those carriers, con- 
sidered in I. and S. M-2467, to establish new charges for the 
movement of empty vehicles and revised rules and charges for 
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accessorial services on oil field equipment between points in 
such states. 

The examiner noted that the protestant in each proceeding 
was the Shippers Oil Field Traffic Association, that the sched- 
ules under suspension in I. and S. M-2394 had been filed to 
become effective April 3, 1944, their effective date having been 
postponed ultimately to May 2, and that the schedules under 
suspension in I. and S. M-2467 had been filed to become ef- 
fective October 15, their operation having been suspended until 
May 15. 

He said, in the proposed report in I. and S. M-2394, that 
respondents proposed to establish a provision whereby any 
shipment requiring a special permit from a municipal or state 
authority because of unusual weight or dimension would be 
charged at a minimum weight of 14,000 pounds, and that at 
present there was no minimum weight separately provided for 
such shipment. The respondents also proposed, he said, to re- 
strict the present description ‘‘tank materials, iron or steel, 
completely dismantled” now included in a list of articles taking 
the lowest scale of rates, so as to increase the rates on tanks 
of less than 5,000 barrels. No evidence was presented by the 
respondents to show the expense of handling the considered 
traffic nor that the carriers would earn a reasonable return 
under the proposed rates and minimum weights, and there- 
fore it must be concluded that the evidence did not support 
the respondents’ proposals, he said. ‘i 

In his proposed report in I. and S. M-2467, the examiner 
said that the respondents’ present rates included hourly charges 
for towing vehicles from and to locations when they could 
not be operated under their own power and for certain acces- 
sorial services, and that the respondents also maintained an 
additional charge of 85 cents an hour a man for extra labor 
to perform these services or for extra labor requested by 
shippers. The schedules under suspension, he continued, pro- 
posed to restrict the present hourly charges for towing vehi- 
cles and for the accessorial services to apply only from the 
time the equipment arrived at the place where the service was 
to be performed until the service was completed, and to estab- 
lish rates by the mile for application to the round-trip distance 
between the carrier’s terminal and the place of service, based 
on equipment tonnages, ranging from 17 cents for two tons 
and under to 77 cents for 10 tons and over. It was also pro- 
posed, he said, to establish those charges for empty movement 
of line-haul vehicles under a formula for computing the dis- 
tance to which they would apply, and to increase the charge 
for extra labor from 85 cents an hour to $1.25 an hour. 

“No evidence was submitted by respondents in support 
of the suspended schedules, and they maintain that a principle 
is involved herein which may be decided without proof that 
the proposed rules and charges are just and reasonable,” said 
the examiner. ‘“Respondents’ position is contrary to the pro- 
visions of section 216 of the act which provides that the burden 
of proof shall be upon the carrier proposing a changed rate, 
charge, rule or regulation to show that it is just and reason- 
able.” 


New Bedford Truck Line Purchase 


Denial of the applications, without prejudice to further 
consideration in the event of a decision by the parties to sub- 
mit a revised plan under which operations of the two vendors 
would be unified, has been recommended by Examiner Joseph 
M. Zurlo in a proposed report in MC F-2687, George Vigeant— 
Control; Old Colony Transportation Co., Inc.—Purchase— 
George Viegant and James Taylor. 


The examiner said that Old Colony Transportation Co., 
Inc., of New Bedford, Mass., organized in September of last 
year for the express purpose of acquiring the rights and prop- 
erties involved in this proceeding, sought authority to purchase 
certain operating rights of George Vigeant, dba G. Vigeant 
Trucking Co., also of New Bedford, and James Taylor, dba Old 
Colony Transportation Co., of Fall River, Mass., and that 
Vigeant sought authority to acquire control of those operating 
rights and properties through the proposed purchases. He said 
that Old Colony Transportation Co., Inc., had issued 100 shares 
of stock, of which Vigeant now held 98 shares and Taylor and 
Alfred White, vice president and clerk, respectively, of the cor- 
poration, held one share each. On approval of the transactions 
here proposed, he said, Vigeant would become its sole stock- 
holder through transfer of the stock of Taylor and White to 
him. 

Vgieant, dba G. Vigeant Trucking Co., the examiner said, 
proposed to sell only one of his routes to Old Colony Transpor- 
tation Co., Inc., and on consummation of that transaction to 
sell his other routes to other prospective purchasers. 

“Although Viegant may have such prospective purchasers,” 
said the examiner, “the fact remains that upon consummation 
herein both he, and the corporation which he controls, would 
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be authorized to render the same service between substantially 
the same points. . . . In numerous cases the Commission has 
withheld authority, where the result of approval would be the 
creation, preservation or extension of duplicate operations by 
separate motor carriers under common control, which opera- 
tions, except for the fact of common control, would be com- 
petitive.” 


Proposed Reports 


Used Auto Trucks 


No. 29211, E. J. Albrecht Co. vs. New York Central. By 
Examiner John Davey. Recommended that the Commission 
should find not shown unreasonable or otherwise unlawful the 
assailed rates on used automobile trucks, shipped in carloads, 
in November, 1942, from Chicago, Ill., to North Benton (Deer- 
field), O., and that it should dismiss the complaint. The ex- 
aminer said the destination under consideration was a small 
town to which very little traffic moved and that the lower 
commodity rate that the complainant sought was published 
as applying from Chicago to Wheeling, W. Va., a large city to 
which traffic moved in heavy volume by both rail and motor 
carriers. He said the rate of 61 cents a 100 pounds sought was 
referenced in the tariff to show that it was published “To meet 
truck-away and drive-away competition, and that there was no 
showing that automobile trucks moved in volume to North 
Benton or Deerfield, or that there was truck-away or drive-away 
competition to those points. The rate sought by the complainant, 
continued the examiner, was a low rate published to meet com- 
petitive rates of other modes of transportation and was not a 
proper criterion by which to measure the reasonableness of 
the rates assailed. The shipments involved in the instant pro- 
ceeding, said the examiner, moved over the usual routes from 
point of origin to destination and were charged the applicable 
and normal basis of rates. There was no substantial evidence, 


he said, that the rates charged were in any wise unreasonable or 
otherwise unlawful. 


Motor Rates from Idaho Mines 


I. and S. M-2460, Paul M. Paulsen—Ore and Machinery 
in Idaho. By Examiner William J. Cave. Proposal of Paul 
M. Paulsen, motor common carrier, of Arco, Ida., to increase 
from 7.5 cents to 8.75 cents a hundred pounds his 1. c. 1. rate 
on ore and ore concentrates from the Era Mine, Ida., to Arco, 
and his rate on mining machinery, supplies, materials and equip- 
ment in the reverse direction, and to establish new commodity 
rates on the same commodities of 9.25 cents between the Ella 
Mine and Arco and 10 cents between the Horn Silver Mine 
and Arco, proposed to be found just and reasonable. Vacating 
of order suspending until April 12 schedules filed to become 
effective September 12, 1944, and discontinuance of proceeding 
recommended. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective uniess exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Colorado (Meeker) — MC 105532, George E. Janes and 
Thomas S. Janes, common carrier. Certificate proposed, with 
conditions. Sheep and wool between specified points in a de- 
scribed area of Uintah county, Utah; and livestock, feeds, wool, 
and agricultural commodities between points in Rio Blanca 
county, Colo., on the one hand, and, on the other, Craig and 
Rifle, Colo., except that no service was to be rendered between 
Meeker, Colo., on the one hand, and on the other, Rifle and 
Craig, over irregular routes. 

lowa (Centerville)—-MC 96534, Carl D. Hayes, common 
carrier. Certificate proposed. Household goods and emigrant 
movables, between points in Appanoose county, Ia., on the one 
hand, and, on the other, points in Ill., Minn., Mo., and Neb., 
over irregular routes. 

Minnesota (St. Paul)—-MC 43475, William Gordon Glen- 
denning, common carrier. On further hearing, certificate pro- 
posed. General commodities, with exceptions, between specified 
points in Ill., Ia., Wis., Minn., and N. D., over regular routes, 
serving certain intermediate and off-route points; also meat, 
packinghouse products, peanut butter, salad dressings, relishes, 
cheese, eggs, and butter, from St. Paul, Minn., to points in Ia. 
and Wis., and dairy products, eggs, and poultry, from specified 
points in Wis., Ia., and Minn., to Chicago, Ill., and from specified 
points in Minn., to Milwaukee, Wis., over irregular routes. 
Oregon (Portland)—MC 42487, Sub. 117, Consolidated 
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Freightways, Inc., extension. Certificate proposed. General 
commodities, with exceptions, in bulk, in tank trucks, between 
Missoula, Mont., and Fort Missoula, Mont., and return over a 
described route, serving no intermediate points. 

Oregon (Portland)—MC 94427, Sub. 1, L. H. Maddox, ex- 
tension. Certificate proposed. New and used pianos and house- 
hold goods, between Portland, Ore., on the one hand, and, on 
the other, points in four Washington counties, over irregular 
routes. 

South Dakota (Spearfish)—-MC 105586, Northwest Fuel & 
Transfer, common carrier. Certificate proposed. Passengers 
and their baggage, and mail and express in the same vehicle 
with passengers, between Moorcroft, Wyoming, and Spearfish, 
S. D., over U. S. highway 14, serving all intermediate points. 

Alabama (Anniston)—-MC 101870, Sub. 4, Valley Transit, 
extension. Certificate proposed. Passengers and their baggage, 
and mail, express, and newspapers, in the same vehicle with 
passengers, between -Fairfax and River View, Ala., over a de- 
scribed route, serving all intermediate points. 

Alabama (Jasper)—-MC 89917, Sub. 3, James Huey Deason, 
extension. Certificate proposed. Passengers and their baggage, 
and mail, express, and newspapers, in the same vehicle with 
passengers, between specified Alabama points. 

New Jersey (Jersey City)—MC 42261, Sub. 3, Langer 
Transport Corporation, extension. Certificate proposed, with 
conditions, and modification of prior findings, on further hear- 
ing, proposed. In bulk, in tank trucks: (1) petroleum and petro- 
leum products, between New York, N. Y., and points in a 
described area of New Jersey, on the one hand, and, on the 
other, points in N. J., Conn., N. Y., Del. and Pa., within 100 
miles of the city hall, New York; (2) paraffin wax, from Phila- 
delphia, Pa., New York, and points in a described N. J. area 
to Sayville, N. Y.; (3) methanol, from New York to Garfield, 
N. J.; (4) lamp-black oil, from Bound Brook, N. J., to Phila- 
delphia; (5) oil tar oil, from Philadelphia to Bound Brook; (6) 
coal tar oil, from Chester, Pa., to Bound Brook; (7) transformer 
oil, from Paulsboro, N. J., to New York; and (8) lubricating oil, 
from New York to East Paterson, N. J. 

New Jersey (Jersey City)—-MC 105369, Sub. 2, N. Y. & 
N. J. Freightways, Inc., common carrier, embracing also Same, 
Sub. 4, N. Y. & N. J., common carrier, and MC 70226, Sub 2, 
Sidney Blumenthal, common carrier. Certificate proposed. In 
MC 105369, Sub. 2. Canned goods, from Jersey City to Sea 
Bright and Asbury Park, N. J., New Rochelle, Mamaroneck, 
and White Plains, N. Y., and points in seven N. J. counties; 
and returned or rejected shipments in the opposite directions, 
all over irregular routes. In MC 105369, Sub. 4, matches, 
clothespins, toothpicks, and paper products, (1) from Jersey 
City to points in seven N. J. counties, and Sea Bright and 
Asbury Park; (2) from Jersey City to New Rochelle, Mamaro- 
neck, and White Plains, N. Y.; and (3) from Woodbridge, N. J., 
to points in the New York commercial zone, and returned or 
rejected shipments in the opposite directions, all over irregular 
routes. In MC 70226, Sub. 2, denial of certificate proposed. 

Ohio (Toledo)—MC 93692, Sub. 7, Ralph W. Blain, exten- 
sion. Certificate proposed. Automobiles, trucks, and chassis, 
in initial movements, by the drive-away method, from points 
in Warren township, Macomb county, Mich., to West Spring- 
field, Pa., Toledo, O., and points in Ohio, within two miles of 
Toledo, over irregular routes. 

Georgia (Athens)—-MC 12303, Wilson T. Sullivan, broker. 
License proposed. Household goods, between Athens, Ga., on 
the one hand, and, on the other, points in 24 states. 

lowa (Des Moines)—-MC 102744, Sub. 2, Glenn D. Towers, 
extension. Permit proposed. Commodities dealt in by wholesale, 
retail, and chain grocery and food business houses, and, in 
connection therewith, equipment, materials and supplies used 
in the conduct of such business, from Chicago and Alton, IIl., 
and specified points in Ind. and Wis., to Des Moines, Ia., over 
irregular routes. 

Michigan (Detroit)—-MC 1513, Sub. 11, Great Lakes Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, express, newspapers, and mail, in the same 
vehicle with passengers, (1) between Toledo, O., and a specified 
Michigan point, over a described route, serving all intermediate 
points, and (2) between Detroit, Mich., and specified Michigan 
points, over a described route, serving all intermediate points. 

Missouri (St. Louis)—-MC 906, Sub. 16, Consolidated For- 
warding Co., Inc., extension. Denial of certificate proposed. 
General commodities, with exceptions, serving Laurenceburg, 
Ind., as an intermediate point in connection with its regular- 
route operation between Cincinnati, O., and St. Louis, over 
U. S. highway 50, as authorized and embraced in its certificate 
in MC 906, dated January 27, 1944. 

New Jersey (Bound Brook)—-MC 18282, Sub. 2, Frank 
Jannone, extension. Certificate proposed. General commodities, 
with exceptions, between Newark, N. J., on the one hand, and, 
on the other, points in three N. J. counties, over irregular 
routes. 








TRAFFIC WORLD 


New Jersey (Carlton Hill)—-MC 16872, Sub. 2, Russell 
De Vries, extension. Certificate proposed. General commod. 
ities, with exceptions, (1) between Passaic, N. J., and Has- 
brouck Heights, N. J., and (2) between Hackensack, N. J., and 
Carlstadt, N. J., over irregular routes. 


New Jersey (Morristown)—-MC 4199, Sub. 5, Vinceni 
Goldere’s Sons, Inc., extension. Permit proposed. Rubber ce. 
ment, in drums, and paper containers, in bundles, from Nev 
York, N. Y., to Morristown, N. J., and empty drums on return. 
over irregular routes. 

New York (Forest Hills)—-MC 48899, Sub. 1, Hagens Van 
& Storage extension. Certificate proposed. Household goods, 
between New York, N. Y., on the one hand, and, on the other, 
points in Del., Md., District of Columbia, R. I., and Mass., over 
irregular routes. 

New York (New York)—MC 66562, Sub. 604, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, with con- 
ditions. General commodities, moving in express service between 
Smithfield, Pa., over a specified route in Pennsylvania, foi 
operating convenience only without service at intermediate 
points, but serving off-route points presently authorized to be 
served in connection with existing operations between Connells- 
ville, Pa., and Clarksburg and Grafton, W. Va., and subject to 
conditions, including one that the service should be limited 
to that which was auxiliary to, or supplemental of, railway 
express service. 

New York (New York)—MC 95965, Sub. 1, Ascenzo & Sons, 
extension. Denial of certificate proposed. Stone and granite, 
rough and finished, and granite monuments, between New York 
City, on the one hand, and, on the other, points in Conn., N. J., 
N. Y., and Pa., within 150 miles of New York City, and rejected 
shipments of the same commodities, and empty containers, on 
return over irregular routes. 

North Carolina (Raleigh)—-MC 13300, Sub. 21, Carolina 
Coach Co., extension. Certificate proposed. Passengers and their 
baggage, and express, mail, and newspapers in the same vehi- 
cle with passengers, (1) between Saratoga and Falkland, N. C., 
over N. C. highway 222, serving all intermediate points, and 
(2) between Garner and Wilson, N. C., over a described route, 
serving all intermediate points, with exceptions. 

Texas (Denver City)—-MC 105580, J. G. Edwards, com- 
mon carrier. Denial of certificate proposed. Passengers and 
their baggage, and newspapers in the same vehicle with passen- 
gers, between Seagraves, Tex., and Artesia, N. M., over a de- 
scribed route, serving all intermediate points. 

Virginia (Lynchburg)—MC 903, Sub. 16, Falwell Fast 
Freight, Inc., extension. Certificate proposed. Petroleum prod- 
ucts, in bulk, in tank trucks, from Greensboro, N. C., and 
points in N. C. within 15 miles of Greensboro, to all points 
in nine Va. counties, and rejected shipments of the same com- 
modities in the reverse direction, over irregular routes. 

Wyoming (Rawlins)—MC 104413, Sub. 7, Max Dawson and 
Wesley Corbett, extension. Certificate proposed, with conditions. 
(1) Heavy machinery and machinery parts, and machinery, 
materials, supplies and equipment incidental to or used in the 
construction, development, operation, and maintenance of facil- 
ities for the discovery, development, and production of natural 
gas and petroleum, between points in Wyo., Colo., Mont., N. D., 
and S. D., over irregular routes, subject to the condition that 
the authority granted herein and those theretofore granted 
applicants to the extent that they duplicate, should not be con- 
strued as granting more than one operating right, and (2) 
telephone, telegraph, and power-line equipment, when moving 
to or from job sites, between loading or unloading points lovated 
on the Union Pacific railroad between Table Rock, Wyo., and 
the Wyoming-Utah state line, on the one hand, and, on the 
other, points in Wyoming within 25 miles of the described 
loading or unloading points, over irregular routes. 


MOTOR CERTIFICATE MATTERS 


Examiner Charles Reigner, in proposed reports in four pro- 
ceedings, has recommended that the respondent motor carriers 
be ordered by the Commission to institute reasonably adequate 
and continuous motor-carrier service and to comply with the 
requirements of the interstate commerce act and the Com- 
mission’s rules and regulations, failing in which the respond- 
ents’ certificates should.be revoked. The proposed reports were 
MC C-452, Anna Werner (Camden, N. J.), Executrix of the 
Estate of Augustus F. Werner, Deceased—Revocation of Certifi- 
cate; MC C-453, Ballard Motor Service, Inc. (Philadelphia, 
Pa.)—Revocation of Certificate; MC C-454, William B. Loftus 
(Pittston, Pa.)—-Revocation of Certificate; and MC C-455, Flor- 
ence R. Barcody (Philadelphia, Pa.)—Revocation of Certificate. 

In three proposed reports, Examiner Charles H. Reigner 
has recommended that the respondents be required to resume 
their motor-carrier operations by rendering reasonably contin- 
uous and adequate service in conformity with the interstate 
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commerce act and the Commission’s regulations, failing in which 
their certificates should be revoked. The recommendations were 
made in MC C-456, Frank D. Macomber (Philadelphia, Pa.)— 
Revocation of Certificate; MC C-457, Max E. Lindenlaub (Vine- 
jand, N. J.)—Revocation of Certificate; and MC C-458, Joseph 
D. Mulrenan (Philadelphia, Pa.)—Revocation of Certificate. 

Examiner Reigner, in three additional proceedings, has 
recommended that the respondents should be directed to insti- 
tute reasonably adequate and continuous service and to comply 
with the requirements of the interstate commerce act and 
the Commission’s regulations, and that, failing to comply with 
the order within the time specified, their certificates should be 
revoked. These proceedings were: MC C-448, Walter Swan 
(Philadelphia, Pa.)—Revocation of Certificate; MC C-450, Ida 
K. Frantz, (Upper Darby, Pa.) Executrix of the Estate of Teddy 
Frantz, Deceased—Revocation of Certificate; and MC C-451, 
Howard H. Hoy (Shippensburg, Pa.)—Revocation of Certifi- 
cate. 

Similar recommendations were made by joint board No. 31 
in MC C-467, Jens Christensen and Jack Christensen (Grand 
Island, Neb.)—Revocation of Certificate. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin .and The Traffic Bulletin.) 


In I. and S. M-2526, the Commission suspended from 
April 20, and later, until November 20, the operation of certain 
schedules published in Supplements Nos. 20 and 21 to tariff 
MF-I. C, C. No. 122 of the Central States Motor Freight Bureau, 
Inc., Agent, Chicago, Ill. In lieu of commodity rates the sus- 
pended schedules proposed to apply higher class rates on 
truckload shipments of empty returned malt beverage con- 
tainers, from and to points in central territory, when trans- 
ported over the line of Shippers Dispatch, Inc., (an Indiana 
corporation), South Bend, Ind. 

In I. and S. M-2527, the Commission suspended from 
April 20, until November 20, the operation of certain schedules 
published in Supplement No. 62 to joint tariff MF-I. C. C. 
No. 103 issued by Mid-Western Motor Freight Tariff Bureau, 
Inc., Agent, Kansas City, Mo. The suspended schedules pro- 
posed minimum class rates resulting in increased rates on traffic 
moving from Lt. Louis, Mo., to points in Colorado, and to 
Cheyenne, Wyo. i 

In I. and S. M-2528, the Commission suspended from April 
23, until November 23, the operation of certain schedules pub- 
lished in Supplement No. 13 to tariff MF-I. C. C. No. 123 of 
Central States Motor Freight Bureau, Inc., Agent, Chicago, Ill. 
The suspended schedules proposed to restrict the application of 
16,000-pound commodity rates on certain articles included in a 
list of packinghouse products and other articles, from Chicago 
to Michigan destinations, so that they would apply only when 
mixed with other articles named in the list. Also proposed was 
a change in the rule governing mixed truckloads applicable in 
connection with these rates. 

In I. and S. M-2529, the Commission suspended from April 
25, until November 25, the operation of certain schedules 
published on ist Revised Page 7A and 3rd Revised Page 8 
to tariff MF-I. C. C. No. 3 (Carl Ingalls Inc. series) of Mary F. 
Moss and Harold H. Coe, doing business as Carl Ingalls Truck- 
ing Company, Bakersfield, Calif., and schedules published in 
tariffs of other carriers. The suspended schedules proposed 
revised accessorial service rules resulting in increased charges 
in the hourly rates for extra labor, crane and winch truck serv- 
ice, etc.; increased demurrage charges; and new charges for the 
movement of empty equipment, applicable principally in con- 
nection with the movement of oil field equipment and supplies 
between points in southern California. 


Ex-Barge Grain Proportionals 


The central traffic executive committee of the Central 
Freight Association announced, April 27, that tariffs to be pub- 
lished in compliance with the report of the Commission in 
I. and S. No. 4718, Grain Proportionals, Ex-Barge to Official 
Territory, requiring the carriers to establish proportional rates 
on ex-barge grain from Chicago to the east lower than the 
present local rates, but higher than present reshipping rates, 
would be made effective October 5. 

The announcement was made after the committee had 
heard representatives of the Chicago grain trade, who desired 
that the effective date be made at such a distance in time as 
would give them an opportunity to move more than 4,000,000 
bushels of ex-barge grain on hand, as well as to meet com- 
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mitments made to mixed feed manufacturers. At a meeting 
between members of the grain trade and a carrier committee 
March 29, most of the carriers wanted to make the tariffs 
effective July 1, but because that date was not satisfactory 
to all of the carriers, the matter was appealed to the central 
traffic executive commiteee (see Traffic World, April 7, p. 903). 

A spokesman for the grain trade, after the announcement 
had been made,-explained that the trade was anxious to pro- 
tect commitments made to makers of mixed feed. He said 
a peculiar situation had arisen in 1944, because a priorities 
system favored the “‘wet processors”—that is, industries serving 
the armed forces, so that mixed feed makers found themselves 
without any corn in the summer months. As a result, he said, 
those manufacturers had ordered ahead heavily. 


Canned Goods Rate Protest 


Middlewest Motor Freight Bureau, Kansas City, Mo., has 
asked the Commission to suspend the provisions of Joseph Pom- 
prowitz, doing business as L. C. L. Transit Co., of Green Bay, 
Wis., MF-I. C. C. No. 92, published to become effective May 3. 

MF-I. C. C. No. 92, said Middlewest, was proposed to apply 
on canned foods, fish, frozen, fruits and vegetables, fresh or 
frozen and certain articles listed in the heading of equipment, 
materials, and supplies, used or useful in canning plants. It 
said that also included was the description ‘equipment, ma- 
terials and supplies, used or useful in canning plants, N. O. I.” 

Middlewest alleged that the description of commodity in 
the proposed schedule was not a reasonable minimum provision 
and, therefore, was in violation of the interstate commerce act. 

“From the limited records that we have it is your peti- 
tioner’s information and belief that the scope of respondent’s 
proposed rates and provisions exceeds his operating authority 
on file with the Commission,” said Middlewest. 

_ Middlewest said it asked for suspension so that the Com- 
mission might give due consideration to the cost of the services 
rendered by the respondent and to the effect of such mini- 
mum rates or charges on the movement of traffic by common 
carriers. It alleged that the proposed rates and provisions, 
if published, would be unlawful and in violation of section 218 
of the act, on account of being unduly low and unreasonable. 
Those rates and provisions, continued Middlewest, would re- 
sult in an unfair and destructive competitive practice, that 
would be damaging to the motor common carriers now oper- 
ating in the territory in question. 


Middlewest Motor Rate Increases 


Having considered a petition of the Middlewest Motor 
Freight Bureau, of Kansas City, Mo., for vacation in part of 
the Commission’s order of suspension in I. and S. M-2492, In- 
creased Rates—Middlewest Territory (see Traffic World, April 
7, p. 932) and replies to that petition, including a reply of the 
Public Service Commission of North Dakota, the Commission, 
division 2, has vacated its suspension order of January 8 in this 
proceeding as to many of the items covered by that order but 
not as to the particular items as to which the Middlewest Motor 
Freight Bureau sought to have the suspension order lifted. 

The instant order (dated April 21) vacated the order of 
January 8 as to item 4530-C of supplement 102 to tariff MF- 
I. C. C. No. 100 of Mid-Western Motor Freight Tariff Bureau, 
Inc., Agent, and designated items in supplement 14 to tariff 
MF-I. C. C. No. 26, supplement 29 to tariff MF-I. C. C. No. 27, 
supplement 21 to tariff MF-I. C. C. No. 29 and supplement 13 
to tariff MF-I. C. C. No. 38 of Middlewest Motor Freight Bu- 
reau, Agent. It also vacated the order of January 8 insofar as 
it suspended the operation of certain other items in those tariffs 
of the Middlewest Motor Freight Bureau but continued in full 
force and effect the investigation of those items. 

The North Dakota commission, in its reply, raised the 
objection, among others, that the proposed rates to North Da- 
kota on petroleum were on a higher level than applied to other 
destinations. It said the respondent motor carriers relied on 
comparisons with rail rates to justify the proposed increases in 
rates and minimum weights. It added that “the fact that the 
railroads maintain rates on a lower level, in connection with 
many of the commodities on which the motor carriers now 
propose to increase the rates or the minimum weight is not the 
dominating factor, but a better standard to judge the proposed 
motor common carrier rates would be to compare the motor 
rates applicable from and to North Dakota with those pub- 
lished by the motor carriers in the same general territory.” 


N. E. MOTOR RATE INCREASE 

The Commission has voted not to suspend certain New Eng- 
land motor rate temporary increases which will now become 
effective as published, it was said at the Commission’s offices. 
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Increases of 2-1/2 cents a 100 pounds in less-than-truckload 
rates, 1 cent a 100 pounds in truckload rates, and 10 cents on 
all minimum charges'a shipment, had been asked for by New 
England motor carriers represented by the New England Motor 
Rate Bureau, Inc., the New Hampshire Motor Rate Bureau, and 
the Maine Motor Rate Bureau, in petitions for permission to 
depart from provisions of tariff circular MF No. 3 so as to allow 
publication of supplements in tariffs carrying the temporary rate 
increases (see Traffic World, March 17, p. 645). The Eastern 
Motor Freight Conference, Inc., West Hartford, Conn., and the 
New England Transportation Co. filed similar petitions. 


The Commission granted the petitions, amended by the pe- 
titioners to clarify certain of the requested increases (see Traffic 
World, March 24, p. 706). It was said, at the Commission’s offices 
that the effective date of the published tariffs was april 23, ex- 
cept that of the New England Transportation Co., which was 
April 26. 

To a protest against the proposed increases filed by the 
Office of Price Administration, acting also for the Office of 
Economic Stabilization, the New England Motor Rate Bureau, 
Inc., filed with the Commission a reply and a motion to strike 
the protest from the record (see Traffic World, April 21). 


Oo. P. A. PROTEST ON MOTOR TARIFFS 


The Office of Price Administration, acting also for the 
Economic Stabilization office, has filed a protest with the Com- 
mission against certain tariff items of Eastern-Central Motor 
Carriers Association and Central States Motor Freight Bureau, 
published to become effective April 30. The protested items 
were identified as item Nos. 1930 and 3741, supplement No. 98, 
MF-I. C. C. No. 36, item Nos. 1930 and 3741, supplement No. 86, 
MF-I. C. C. No. 38, item No. 3741, supplement No. 37, MF-I. 
Cc. C. No. A-9, issued by Eastern-Central, and supplement No. 
46, MF-I. C. C. No. 94, on page 18 therein, under the heading 
“Individual Carriers’ Exceptions to Application of Joint Rates” 
minimum rate restrictions published for the account of Ship- 
pers’ Dispatch, Inc., issued by Central States. ; 

The protestants said the respondents proposed to increase 
the minimum class rates for account of Atlantic Freight Lines, 
Inc., and Morgan B. Shipley as published in item 1930, in 
supplement No. 98 to MF-I. C. C. No. 36 and in item 1930 in 
supplement No. 86 to MF-I. C. C. No. 38, issued by Eastern 
Central, and to establish minimum class rates for account of 
Shippers’ Dispatch, Inc., as published in item 3741 of the 
aforenumbered supplements, and in supplement No. 37 to 
MF-I. C. C. No. A-9, issued by Eastern Central, also as pub- 
lished on page 18 of supplement No. 46 to MF-I. C. C. No. 94, 
issued by Central States. 

The proponent carriers failed to support the allegation that 
they needed additional revenue, with adequate earning and 
cost figures, said the protestants. It appeared, therefore, con- 
tinued the protestants, that their justification was without suf- 
ficient merit to warrant the proposed increased rates. The 
protestants further averred that the proposed minimum rates 
were in excess of the rates prescribed by the Commission as 
a maximum reasonable basis in Minimum Class-Rate Restric- 
tions—Central and Eastern States, MC C-360. 


EAST-CENTRAL TRUCK RATES ON CANDY 


Reasons given by the respondent for the increase of about 
13 per cent in the less-than-truckload rates on candy and 
confectionery proposed in the tariff publications here protested 
did not afford sufficient justification therefor, said the Office 
of Price Administration in a petition in which it asked the 
Commission to suspend item 1930-A, supplement No. 24 of 
tariff MF-I. C. C. No. A-12 of the Eastern-Central Motor Car- 
riers Association and item 4350-A, supplement No. 4 of that 
association’s tariff MF-I. C. C. No. 4-19, published to become 
effective April 30. 

The O. P. A. said that, by those schedules, the association 
proposed to increase the ratings and rates on candy and con- 
fectionery, 1. t. 1., from class 57 to class 70 and from a com- 
modity rate basis to a basis that reflected class 70 rates. It 
cited justification submitted by the association, to the effect that 
the proposed ratings would be in line with freight forwarder 
action, “since both Acme Fast Freight and National Carloading 
canceled these ratings and successfully defended their action 
against O. P. A. suspension request last July,” and that Central 
States Motor Freight Bureau had taken like action for the 
account of its members. The O. P. A. said that in the forward- 
ing cases the proposal was “entirely different from that in the 
instant revision” and was based on an allegedly insufficient 
spread between 1. t. 1. and truckload ratings; that the sole 
purpose of Eastern-Central was “that of additional revenue 
because of the nature of the traffic,” and that the Central States 
Motor Freight Bureau proposal cited by the respondent had 
been suspended by the Commission in I. and S. M-2483, “which 
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— is now assigned for hearing in Chicago, Ill., on May 19, 


ROCKY MOUNTAIN ADJUSTMENT PROTESTED 

The Price Adinistrator and the Economic Stabilization Di- 
rector have asked the Commission to suspend item 3090 and 
other items in tariff MF I. C. C. No. 19, issued by the Rocky 
Mountain Tariff Bureau, Inc., effective May 5. The protestants 
said that an examination of the rate adjustments as set forth 
in the many protested items would disclose that substantial 
increases in rates were being proposed by the carriers. In 
some instances, they said, the present commodity rates would 
be canceled in their entirety, thus creating substantial increases 
through this medium of contemporaneous class rates that would 
apply in lieu thereof. In illustration, they said that it was pro- 
posed to increase the 1.t.l. rate on candy, Bloomington, IIl., 
to Denver, $1.40 to $1.62, and on oleomargarine from Chicago 
to Denver, present 20 M, 95 cents, and proposed l.t.l. $1.77; 
16 M, $1.64. They said the principal grounds advanced for the 
increase was the alleged financial condition of the carriers as 
to which no substantial information had been furnished. Any 
increase in the cost of transportation of the commodities in- 
volved, it was contended, would affect the stabilization program. 


MOTOR PETROLEUM RATE BOOSTS 

The Office of Price Administration has asked the Commis- 
sion to suspend a tariff schedule filed by Francis E. Nute, Agent, 
on behalf of several motor common carriers, proposing accord- 
ing to the O. P. A. protest, 12 increases ranging from 30 to 75 
cents a ton in rates for the transportatoin of solid fuels between 
Pawtucket, R. I., and Fall River, Mass., on the one hand, and 
various points in Connecticut, Rhode Island and Massachusetts, 
on the other. The tariff publishing agent, according to the 
O. P. A., failed to serve notice on the O. P. A. as required by 
regulations of that agency. Under the decision of the federal 
court of appeals for the District of Columbia in Henderson vs. 
Washington, Marlboro & Annapolis Motor Lines, Inc., 132 F 
2nd 729, the O. P. A. said, the increases were unlawful because 
of failure of the carriers to comply with provisions of the 
stabilization act with respect to notice and consent for inter- 
vention by the Price Administrator. 

“The present rates yield approximately 22.7 cents per truck 
mile, based on a revenue load of five ton transported a distance 
of 55 miles,” the O. P. A. said. “The protested rates would 
yield approximately 31 cents per truck mile. The present earn- 
ings appear to be reasonable because it is assumed that the 
carriers can load heavier than five tons.” 


WESTERN OIL RATE PROTEST 

The Secretary of War, through the Judge Advocate Gen- 
eral, has filed a petition with the Commission, asking for sus- 
pension of item 100 of supplements 1 and 2 to tariff MF-I. C. C. 
No. 7 of Nelson Brothers, Colorado Springs, Colo., and similar 
items in tariffs of five other Colorado motor carriers, proposing 
establishment of new and increased motor rates on petroleum 
products from points in Wyoming to military installations in 
South Dakota and Colorado. The tariffs named in the protest 
were filed to become effective May 3 and later. The protestant 
contended that the rates proposed were higher than those estab- 
lished on bases approved as reasonable by the Commission and 
that they would be unjust and unreasonable. 


STORAGE-IN-TRANSIT PROTEST 

Mississippi Valley Barge Line Co., has asked the Commis- 
sion to suspend Item 2252, Supplement 88 to Southwestern 
Lines’ tariff 174-N, Agent J. R. Peel’s I. C. C. No. 3514, pub- 
lished to become effective April 25. 

The petitioner said the rail lines parties to Southwestern 
Lines’ tariff 174-N proposed by provisions of Item 2252 to estab- 
lish storage-in-transit on rubber, artificial, neoprene, or synthet- 
ic, crude, loose or in packages, carload minimum weight 60,000 
pounds, at stations named in Arkansas, Louisiana (west of the 
— river), Missouri, Oklahoma and Texas, and various 
others. 

The restricted storage-in-transit privilege was unjust and 
unreasonable, said the petitioner, in that it did not in effect 
afford to the shipping public the choice of a rail-barge or rail- 
barge-rail route with a consequent differential rate and de- 
prived the petitioner of an opportunity to participate in the 
movement of this rubber tonnage, thereby giving undue prefer- 
ence to all-rail routes in violation sections 1 and 3 (4) of the 
interstate commerce act. The storage-in-transit privileges, con- 
tinued the petitioner, were in contravention of the Commission’s 
orders in Ex Parte 99. 

By publishing the provisions protested, said the petitioner, 
the rail carriers were making a further attempt to restrict the 
operation of transit privileges so as to make them inapplicable 
over barge-and-rail routes on the usual differential basis. Not 
including the instant case, said the petitioner, nine such attempts 
had come to the petitioner’s attention in the last two or three 
years. 
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Heavier car loadings, improved 
routes and services, better coordi- 
nation of inland water services, 
new materials handling methods, 
integration of transportation and 
storage — these and many other 
war-time improvements in trans- 
portation will not pass away with 
the great conflict that helped to 
bring them about. That is the de- 
termination of the traffic man, 
in transportation and industry. 
The wider application of the 
traffic man’s function and the in- 
creasing awareness of his major 
function in the general pattern of 
production and distribution will 
require greater ingenuity and skill 
on the part of the traffic man 
and will bring him larger rewards 
in responsibility and recognition. 
That is the opinion of one of the 
foremost of the country’s trans- 
portation authorities, who dis- 
cusses the subject in this article. 









e Post-war planning and predictions 
are burgeoning in every field of 
business and governmental activity, on 
an industry, national, international and 
global scale. For that very reason, every- 
one who is not by nature or profession 
a prophet or a “builder-upper” shrinks 
from venturing to make predictions or 
forecasts in any field of activity. On the 
other hand, carrier and industrial traffic 
officers, whose problems and functions 
have been altered by war, face the fu- 
ture knowing that their work will not be 
the same as it was before the war and 
wondering what harbingers there may be 
to indicate what the post-war problems 
and relationships may be. 

The broad answer to these questions is 
that no one knows with any degree of 
certainty, because the interrelations of 
industries with carriers, and carriers 
with each other, depend, in large meas- 
ure, on the economic, political and social 
framework in which industries and car- 
riers must function on national and 
international scales. Whatever may be 
the economic-social-governmental pat- 
tern of the future, there will be need for 
adequate transportation services at rea- 
sonable rates. Persons and goods must 
be transported whatever the economic 
pattern may be. 

If anything is abundantly clear, it is 
the importance of transportation to the 
production, distribution and consump- 
tion of goods and services on a sectional, 
national and a global scale in war-time 
and in peace-time production and dis- 
tribution programs. In this war, the les- 
sons learned by management of carriers 
of all types, and by representatives of 
industries and government agencies re- 
sponsible for the mevement of goods and 
personnel in large quantities and on ex- 
acting time schedules, are invaluable to 
the improvement of transportation serv- 
ices and the use of these services in the 
different but no less exacting period 
after the war. 

The success of the programs of heavier 
carloading, improved routes, better co- 
ordination of inland and water transpor- 
tation services and facilities, improved 
methods of materials handling, better in- 
tegration of the transportation and stor- 
age facilities—to mention but a few of 
the conspicuous improvements in effi- 
ciency which have maximized the quan- 
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tity of freight handled and minimized 
the amount of congestion and delay— 
should be carried over and modified to 
suit the requirements of peace economy. 


A National Traffic Perspective 


One of the benefits derived from ship- 
per-carrier-government cooperation in 
war-time is the improved perspective of 
traffic men who have the opportunity 
and responsibility of viewing the trans- 
portation facilities, services and prob- 
lems on a national and international 
scale. In normal times, traffic execu- 
tives of the carriers, of industries and of 
government agencies are concerned with 
traffic problems which are of vital inter- 
est and concern to them and to their 
companies within relatively circum- 
scribed areas—less frequently, they are 
concerned with traffic problems which 
affect many or all carriers and many 
different industries. In war-time they 
have both the opportunity and the neces- 
sity of considering these problems as 
they affect many carriers and a variety 
of industries and localities, often those 
in varying fields of business or in other 
parts of the country—sometimes in one 
or more other countries. The higher alti- 
tude of war conditions tends to broaden 
horizons of knowledge and interest and 
to enable to obtain new perspectives 
which are less apt to be had under con- 
ditions of peace-time industry and trans- 
portation. 

Once the broader scene is viewed from 
this perspective, the problems of indi- 
vidual carriers and individual industries 
assume other and, many think, truer 
proportions, so that multiple-carrier or 
multiple-industry or industry-carrier- 
government problems can be approached 
with improved prospects of adequate and 
equitable solution. 

Many significant improvements in 
transportation services and in carrier- 
industry-government relationships in the 
period between World Wars I and II are 
traceable to this opportunity afforded 
many carrier and industrial traffic execu- 
tives during World War I. The late 
Robert C. Wright, a wise and able rail- 
road traffic executive who served as 
assistant director of the division of traffic 


Traffic Men in the Coming Peace-Time Years 


of the United States Railroad Adminis- 
tration in World War I, stated to the 
present writer, on one occasion, that 
never before the time of his work in this 
capacity had he looked at transportation 
from a national point of view. This op- 
portunity has been had by many carrier, 
industrial and government agency traffic 
executives in the course of the present 
war. 
Traffic Cooperation 


Another war-time opportunity which 
should be a post-war benefit is the im- 
proved and extended acquaintanceships 
developed among carrier, industrial and 
government traffic officers resulting from 
working out large problems under the 
heavy pressure of war conditions. Many 
who knew each other casually or only 
by reputation have come to know each 
other better and have learned mutual 
respect of capacities, abilities and sin- 
cerity, despite differing points of view 
and varying responsibilities. The asso- 
ciation of these men, as representatives 
of government emergency agencies, as 
members of industry traffic committees, 
or of carriers, has bred increased respect 
and confidence among hundreds of men 
engaged in traffic work. Many nodding 
acquaintanceships have ripened into first- 
name friendships, with attendant im- 
provements in professional relationships 
in traffic management. 


Appreciation of Traffic by Management 


Another product of war traffic condi- 
tions is the increased awareness by top 
management in industry of the impor- 
tance of traffic management of executive 
calibre to the successful production and 
marketing of the products of their in- 
dustries. In part, this is due to the ob- 
servation of the dependence of their 
industries and others on transportation 
during this war, and partly it is the 
product of improved techniques in in- 
dustrial traffic management and the in- 
creasing appreciation of industrial traffic 
managers in interpreting for top indus- 
trial management the problems confront- 
ing their industries in terms which are 
comprehensible to these executives. 

Traffic men, like other business and 
professional specialists, have developed, 
over a period of years, a way of attack- 
ing problems and a vocabulary of tech- 
nical terms to express to each other, in 
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abbreviated form, their thoughts. To the 
initiated, these terms and expressions 
are comprehensible, but to others out- 
side the lodge they are either incompre- 
hensible or fail to give exactly the im- 
pressions desired. Most of us in any 
professional field fail to realize how 
technical our “shop talk” becomes and 
how little we get over to others what 
we mean until we hear specialists in 
some other profession discuss matters in 
their fields in their language and are 
either bewildered by the technical terms 
or gather a vague and often inaccurate 
impression as to what they are trying 
to Say. 

We must remember that there are 
many otherwise intelligent people who 
do not understand clearly what we mean 
when we tell them about arbitrary rates, 
differential rate relationships, differen- 
tial routes, that some rates are fourth 
section violations while others are only 
fourth section departures, that excep- 
tions to the classification may be equiva- 
lent to rates on column relationships, or 
that switching charges are absorbed un- 
der certain conditions at certain points 
and not at the same point under other 
conditions or at other points under the 
same conditions. 


The Language of Traffic 


This technical use of terms is useful 
and desirable in the technical language 
of traffic because it expresses to other 
technicians in briefest terms exact con- 
cepts; but, like the jargon of medicine 
or law or engineering, it must be made 
intelligible to laymen, particularly to 
laymen who are colleagues in other spe- 
cial fields of industry—purchasing, sales, 
accounting, or law—with whom traffic 
managers function as members of boards 
of strategy whose task it is to purchase, 
produce and market goods and services 
to serve the public in competition with 
other similar organizations. The services 
and special abilities are coordinated and 
synchronized by executive management. 
If business is not to become a modern 
Tower of Babel, each group of specialists 
must be sure that their ideas are couched 
in terms comprehensible to all, so that 
they may interpret to each other their 
phases of the problems in which they 
are all concerned and, by their mutual 
counsel, assist management in working 
out policy and strategy to be followed. 


This is not to be understood as a dis- 
paragement of the technical point of 
view or approach to traffic problems or 
a specious criticism of all traffic men 
for an alleged propensity to befog the 
issue with terminology which shows off 
their professional skill by airing their 
technical vocabulary. On the contrary, 
it is a reminder to all of us that we are 
counsellors or advisors to management 
and other department executives with 
respect to the traffic aspects of mutual 
problems, and that we serve best when 
our counsel and advice is understood. 
We need constantly to remind ourselves 
that good lawyers can discuss their cases 
so that even their clients understand 
them, and that good physicians can ex- 
plain physical ills in terms so that their 
patients know what is wrong with them 
and what must be done. 


The traffic department, for example, 
deals with rate problems and discusses 
with the carriers or with regulatory 
commissions the justification and lawful- 
ness of rates in terms of rate relation- 
ships, and rates in cents per 100 pounds, 
or per gross or net ton, and in terms of 
ton-mile or car-mile revenues, or group 


relationships. This makes sense to traf- 
fic men; but when these same matters 
are discussed in industrial staff meet- 
ings is it not desirable to translate the 
present or proposed rates in terms of the 
units in which the goods are purchased, 
manufactured or distributed ? 

Is it not preferable to discuss the rates 
in terms of cents per bushel of grain, or 
per automobile or other vehicle, or per 
carton of cigarettes, or per yard of goods, 
or other purchase, manufacture or sales 
unit, than in terms of 100 pounds, or 
carload or other unit in which the goods 
are not bought, manufactured or sold? 
If this is done, the total costs of acquisi- 
tion, manufacture and distribution, in- 
cluding transportation, may be consid- 
ered on the solid foundation of a com- 
mon denominator or unit. 


Coordination of Activities 


The work, results, problems and ter- 
minology of the traffic department, as 
a service organization, should be coordi- 
nated with other department activities 
in order to increase the efficiency of all 
departments and of the industry as a 
whole. This has long been understood 
and appreciated by many leaders in in- 
dustrial traffic management, although 
sometimes imperfectly practiced by 
those who do understand it and less 
often appreciated by others. 

Col. John Morrow, Jr., vice-president, 
International Harvester Company, in a 
very significant address before the Jun- 
ior Traffic Club of Chicago in January 
of this year, expressed the point of view 
of a well-informed and progressive in- 
dustrial executive on this point. He said 
in part: 

“A successful business is not complete 
without a traffic department. .. . It is 
an integral part of the business. It has, 
therefore, the purpose of serving any 
and all of the divisions in matters com- 
ing within its scope. Its functions in- 
clude not only daily routine matters, but 
the furnishing of expert advice in trans- 
portation problems to the business as a 
whole, and all departments should be 
encouraged to use its services.... 


“A traffic department is a service de- 
partment, and its value is gauged by the 
extent to which the balance of the com- 
pany understands and utilizes the serv- 
ices which, if it is efficient, it is capable 
of supplying. The more it is consulted, 
the more it will develop intelligent an- 
swers, and the better it can analyze and 
dispose of company problems. The ex- 
istence of a traffic department would not 
be justified unless there was complete 
assurance that it was capable of service 
to all other departments seeking its ad- 
vice, and’ to this end it is our purpose 
to encourage the staff to be both stu- 
dents and teachers as well—students of 
their respective jobs and teachers by 
their cooperation in traffic matters with 
other departments of our vast business. 
That, in my opinion, is the essence of 
good traffic management.” 


Consulting the Traffic Department 


Cooperation is a two-edged tool. The 
traffic department has the opportunity 
to advise and counsel other departments 
on matters pertaining to traffic. On the 
other edge, other departments should 
consult the traffic department in con- 
nection with all matters which have any 
traffic implications. If this is not done, 
the work of the traffic officer is ham- 
pered or embarassed by action by other 
departments, which, although that ac- 
tion may have been taken in good faith, 
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may have been ill-advised or poorly 
timed or in conflict with things under 
negotiation by the traffic department. 
The traffic department can work to bet- 
ter effect if it is informed in advance of 
the problems of other departments. It 
can better make the transportation and 
traffic arrangements in the fluid state 
before the situation is crystalized than 
it can if the matters are arranged before 
it is consulted and it then has to work 
out the best arrangements possible un- 
der the circumstances. 

If a new plant is to be built, or new 
warehouse locations are to be selected, 
or new branches are to be opened, the 
traffic department can work out better 
transportation service and rate arrange- 
ments if it is drawn into the problem 
while the plans are in the formative 
stage. If this is done, the locations may 
be selected after due consideration of 
the advantages and limitations of the 
sites from the point of view of location 
of raw materials, supplies, markets, 
workers, housing, transportation serv- 
ices, freight rates and other aspects of 
the problem. 

The traffic department may be of in- 
valuable assistance to industries in se- 
lecting factory or plant sites, branch- 
home locations, or warehouses by advice 
and counsel with respect to : 

1. The availability of rail, water and high- 
way transportation facilities and services. 

2. The prospects of developing additional 
transportation facilities and services. 

3. The availability of favorable all-rail, all- 
water, highway, or rail-water rates. 

4. The possibility of favorable rate adjust- 
ments via these types of carriers. 

5. The availability of adequate passenger 
transportation services and facilities for em- 


ployes of the plants, branches or warehouses, 
where required. 

6. The relative rates—present or reason- 
ably expectable—on. inbound raw materials 
and supplies and outbound finished products 
via different types of carrier services. 

7. The adequate lay-out of industrial track 
facilities, dock and wharf facilities, interior 
roadways, and internal materials handling fa- 
cilities. 

8. Arrangements for railroad track connec- 
tions. 

9. Arrangements for adequate street or 
highway approaches. 

10. Arrangements for the inclusion of the 
plants, branches or warehouses in switching, 
lighterage or floatage or store-door collection 
and delivery limits. 

11. Many other arrangements of varied na- 
ture all of which can be better negotiated 
prior to than subsequent to the establishment 
of the industrial facilities. 


New Products 


In like manner, the traffic department, 
if consulted before new products are 
put on the market, may be able to ar- 
range for the proper description of the 
articles in freight classifications and 
tariffs before the articles are advertised 
and marketed. When this is done, the 
manufacturers and distributors are not 
embarassed by having the goods adver- 
tised in the trade and marketed under 
names or descriptions which may preju- 
dice the opportunity of the traffic depart- 
ment to have the articles properly classi- 
fied and rated on an equitable basis in 
comparison with articles to which they 
are analogous. 

Col. Morrow, in the address already 
referred to, recognized this problem and 
had this to say, which evoked sympa- 
thetic response from industrial and com- 
mercial managers who have been placed 
in embarassing positions as a result of 
the failure of other departments of their 
companies to heed the advice he gave: 
“The traffic department should be con- 
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sulted, even in the naming of a product. 
Very often the nomenclature selected 
has an important bearing on the classifi- 
cation of the goods and freight rates to 
be paid. The designation of the product 
to the public must be consistent with 
the description that will be used declar- 
ing the product for transportation by 
regularly established methods. The ship- 
per cannot invoice a commodity in one 
manner and represent it in another 
manner on the bill of lading for the 
purpose of obtaining a lower freight rate. 
There are instances of excessive freight 
charges resulting from failure to con- 
sult with the traffic department on this 
very feature. The procedure just de- 
scribed in connection with the naming of 
products does not, of course, prohibit the 
use of trade names in presenting the 
products to public. .. .” 

These problems are not new—they are 
familiar to every traffic executive, but 
the growing appreciation of the magni- 
tude of the problems and the importance 
of their solution is an encouraging post- 
war prospect in the field of industrial 
traffic management and in the field of 
industry generally. 


Services to Other Departments 


The growing emphasis on the cooper- 
ation of the traffic departments with 
other departments suggests some areas 
of increased service of traffic with the 
purchasing, sales, advertising, account- 
ing, legal and executive management di- 
visions of industry in the post-war period. 

The traffic department may assist and 
counsel the purchasing department by 
discovering or developing rates or routes 
from sources of supply; routing inbound 
shipments of raw materials or supplies 
so as to obtain the benefits of efficient 
and economical rates and routes; in- 
structing suppliers with respect to de- 
scription of goods, packaging or loading 
of the articles, and the routes to be 
used; preparing and collecting loss, 
damage and delay claims; tracing lost 
shipments; expediting urgently needed 
shipments; controlling inbound move- 
ments to prevent congestion and em- 
bargoes or shortages; informing buyers 
of impending changes in rates; and con- 
centrating small inbound shipments into 
larger lots in order to obtain the ad- 
vantages of lower carload or truckload 
rates. 

Sales Department 


The traffic department may assist the 
sales department in marketing more 
goods in a wider range of markets at 
reduced cost by obtaining through nego- 
tiation equitable and favorable freight 
rates; developing new and better routes 
to markets and customers; selecting 
types of transportatioz: services best 
suited to the marketing of the goods; 
devising improved methods of handling 
goods, more adequate and economical 
containers in which to ship the articles; 
consolidating small lot shipments for the 
same marketing areas into larger unit 
Shipments at lower large-lot rates; ar- 
ranging for the proper classification and 
tariff description and rating of the goods; 
expediting delivery of goods to custom- 
ers; tracing lost shipments for them; 
arranging itineraries, making passenger 
service reservations, preparing rate and 
route guides and other information for 
salesmen; arranging for transportation 
service schedules needed by the industry 
and informing sales managers of these 
services, and assisting customers in 
every way possible to see that they get 
adequate transportation service as well 
as the goods they purchase. Special 


train, vessel or motor vehicle services 
may be arranged when required and 
justified. 

Traffic departments can straighten the 
efforts of the sales departments by as- 
sisting customers in obtaining the best 
possible transportation costs at the low- 
est rates consistent with the service re- 
quired, just as they can assist the pur- 
chasing department in cooperating with 
suppliers in connection with inbound ma- 
terials and supplies. Very often the traf- 
fic departments of buyers and sellers 
can be mutually helpful in working out 
transportation service and rate arrange- 
ments, in which both are interested, bet- 
ter than either can do these things indi- 
vidually. 

Advertising and Accounting 


The advertising department may be 
aided by the traffic department in work- 
ing out advertising campaigns based 
upon the proper description of the goods 
for transportation purposes and in sug- 
gesting supplemental advertising to be 
used on containers when this is desir- 
able. Rate adjustments may be sought 
where necessary and desirable in order 
that the advertising may be concentrated 
in markets which can be reached advan- 
tageously from a transportation service 
and rates standpoint. The traffic depart- 
ment may assist in timing the delivery 
of advertising materials; arranging for 
display materials with the goods or sep- 
arately as desirable; distributing sam- 
ples, and in distributing catalogues and 
other advertising matter. This task is a 
major traffic operation in the case of 
the distribution of catalogues of such 
companies as mail order houses, where 
the movement of many carloads of cata- 
logues for delivery at the proper time 
at each destination is involved. 

The traffic department may be of serv- 
ice to the accounting and financial de- 
partments of industries by furnishing 
transportation cost data and informa- 
tion with respect to rate changes; calcu- 
lating freight allowances for billing or 
invoice purposes; supplying information 
for the auditing of travel expense ac- 
counts; preparing of bills of lading and 
shipping documents; supplying informa- 
tion with respect to the collection and 
payment of transportation charges; ne- 
gotiating demurrage average agreements 
and weight agreements; auditing bills 
for freight and storage charges; prepar- 
ing and collecting claims for loss, dam- 
age, delay and overcharge; advising with 
respect to payment of claims for under- 
charge; arranging for the insurance of 
goods in transit or in storage; and han- 
dling rejected or unclaimed freight in 
which the company 1s interested. 

For the law department, the traffic 
department may assist in the considera- 
tion of legislation affecting the transpor- 
tation interests of the industry or of in- 
dustry generally; in finding solution of 
problems concerning the rights and 
duties of the industries as shippers or 
consignees; in determining questions of 
fact and law concerning the liability of 
carriers or warehousemen for the 
companies’ goods in their custody; in 
working out satisfactory bills of lading, 
warehouse receipts and other transpor- 
tation documents, and in collaborating 
with the law staff in complaints and in- 
vestigations before the Interstate Com- 
merce Commission and other state and 
federal regulatory tribunals and in liti- 
gation in the courts. 


Aid to Management 


For management and for the indus- 
tries generally, traffic departments may 
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serve to keep management informed as 
to the present condition and future pros- 
pects of transportation development and 
the significance of these conditions; in 
assisting in working out the transporta- 
tion aspects of industrial policy; in keep- 
ing the industry in a strong competitive 
position with respect to transportation 
services and rates; by adjusting traffic 
and other considerations so that the 
benefits derived from one source are not 
lost in another; in arranging for passen- 
ger accommodations and routes so as to 
get executives and employees where 
they wish to go when they wish to be 
there; and in arranging for the trans- 
portation of the household furniture in 
intercity removals. 

In short, the traffic departments in 
industry, during the war and after, may 
be expected to be relied on to an in- 
creasing extent for the arrangement for 
adequate transportation services of all . 
kinds, by public or common or contract 
carrier, or by privately owned and oper- 
ated facilities—at just and reasonable 
and relatively fair competitive rates or 
costs. 


Problems to Come 


No one, except perhaps some radio 
commentators, would venture to suggest 
even the outlines of post-war traffic 
problems that will confront industries 
and their traffic executives. Among the 
questions that will probably challenge 
the best efforts of industrial and traffic 
officers and regulatory agencies are: 


1. The relative adjustment of class rates, 
exceptions to the classification and commodity 
rates in the various traffic subdivisions of the 
United States. 

2. The desirability of a uniform freight 
classification for railroad, for motor and for 
domestic water transportation—or for all of 
these types of carriers combined. 

3. The extension or contraction of the use 
of mileage or distance or group rates in 
freight rate making. 

4. The desirability of varying rates on 
higher and lower carload minimum weights in 
order to recognize the increased efficiency in 
carloading and use and to achieve the maxi- 
mum ratio of revenue loadings to gross 
weight hauled. 

5. The development of improved methods 
of materials handling in order to reduce the 
costs of materials handling for shippers, con- 
signees, carriers and warehousemen. 

6. The development of better integration of 
the services of carriers of various types 
through the extension of desirable through 
services and joint rates. 

7. The improved analysis and use of trans- 
portation costs. 

8. The better and the more equitable ad- 
justment of rates for long-haul and shorter- 
haul services. 

9. The improved adjustment of transporta- 
tion services with the production of raw mate- 
rials, manufacturing, distribution and con- 
sumption as component parts of an inter- 
connected chain of production, distribution 
and consumption. 

10. The better adjustment of transportation 
rates with business and price cyclical fluctua- 
tions, so as to avoid the necessity of rate in- 
creases in times of depression and reduced 
traffic and revenues. 

11. The better development of the use of. 
transportation facilities in the services in 
which they have a comparatively greater ef- 
ficiency in comparison with other carriers, 
and possibly by carriers engaged in multiple 
types of transport service. 

12. The development of greater efficiency 
in transportation by more discriminating and 
less wasteful routing of traffic by voluntary 
action of shippers and consignees, without im- 
pairing the right of shippers and consignees 
reasonably to exercise their right of routing. 


Perhaps this dozen of problems is suf- 
ficient to indicate the magnitude of the 
questions which will challenge the abil- 
ity and cooperation of traffic executives 
in “the days to come.” 
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Oo. D. T. CONSERVATION ORDERS, ETC. 

The Office of Defense Transportation has issued special 
order O. D. T. E-15, providing for expediting collection and 
delivery of line-haul shipments in the Waco, Tex., area. 

Orders providing for coordinated operations of carriers in 
the area indicated have been issued as follows: O. D. T. B-60, 
Providence, R. I., and Taunton, Mass.; O. D. T. 3, Rev. 635, 
Kansas City, Mo., and Great Bend, Kan.; O. D. T. 3, Rev. 640, 
North Carolina; O. D. T. 3, Rev. 641, Florida; O. D. T. 3, 
Rev. 642, Florida; O. D. T. 3, Rev. 643, Minnesota and South 
Dakota; O. D. T. 6A-105, Virginia; O. D. T. 6A-111, Painted 
Post and Elmira, N. Y.; O. D. T. 6A-112, Bridgeton and Port 
Elizabeth, N. J.; O. D. T. 3, Rev. 645, Connecticut, Massachu- 
setts, New Jersey, New York, Pennsylvania, and Rhode Island; 
O. D. T. 3, Rev. 646, Minnesota and South Dakota; O. D. T. 3, 
Rev. 647, South Dakota and Sioux City, Ia.; O. D. T. 3, Rev. 
648, Nebraska; O. D. T. 3, Rev. 649, Birmingham, Al.a, and 
Nashville, Tenn.; O. D. T. 3, Rev. 650, Syracuse and Water- 
town, N. Y.; and O. D. T. 3, Rev. 651, Minneapolis-St. Paul, 
Minn., and Oelwein, Ia. 

The O. D. T. has issued additional orders as follows: 
O. D. T. 3, Rev. 652, Alabama and Georgia; O. D. T. 3, Rev. 
653, eastern states; O. D. T. 3, Rev. 658, Alabama; O. D. T. 3, 
Rev. 663, South Carolina and North Carolina; O. D. T. 3, Rev. 
664, Raton, N. M., and Denver, Colo.; and O. D. T. 3, Rev. 677, 
Boston, Mass., and Providence, R. I. 


oO. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has returned to O. D. T. field officials for further consideration, 
an application of L. H. Elwell, dba Elwell Barber Supply, 
Anderson, S. C., for additional allotments of truck mileage and 
motor fuel. The application had been denied by field officials 
and submitted to the director on appeal in No. 116. Director 
Johnson; in No. 117, affirmed the action of O. D. T. field offi- 
cials in disapproving the application of Terry C. Gray and 
Gilbert Edwards, dba Independent Cab Co., Gary, Ind., for a 
special permit to inaugurate taxicab service in Gary. 


TRAVEL CURTAILMENT 


Because of the increasing heavy demands being placed on 
rail and rubber borne transportation, Director Johnson, of the 
Office of Defense Transportation, asked managers of state, re- 
gional and county fairs not to make elaborate advance prep- 
arations for such events this coming summer and fall. He said 
that “those who do so are proceeding at their own risk,” and 
added that many of the problems facing the nation’s trans- 
portation services were becoming so acute that it might be 
necessary to restrict the holding of fairs in order to further 
reduce the travel load. In such an event, he pointed out, fair 
managers would find that money spent on advance preparations 
would be money wasted. 

“The nation’s locomotive and railroad cars are being taxed 
to the utmost to maintain military and essential civilian trans- 
portation,” he said. “Shortages of manpower and equipment 
make it impossible to place any additional traffic load on the 
railroads. 


“Furthermore, the burden of wartime freight and passenger 
traffic will not diminish appreciably after the collapse of 
Germany. In some parts of the country it will be heavier and 
will present many difficult routing and turn-around problems.” 

Director Johnson said that passenger car travel must be 
held to a minimum for a long time to come. Although there 
might be a little more gasoline available after VE-Day, there 
would be fewer tires and batteries than at any time since the 
war began. New passenger cars, he pointed out, would not 
be available in any normal numbers until at least a year or 
more after the fall of Germany. 

“In the meantime,” he said, “passenger car owners must 
look upon their automobiles as part of the nation’s common 
transportation plant. Pleasure transportation cannot be trans- 
ferred from public carriers to the family car. These cars have 
an essential wartime transportation job to do for a long time 
to come.” 


PEACE CONFERENCE TRAVEL 


The Office of Defense Transportation said it was issuing 
a request that travelers who were not officially designated to 
attend the United Nations Conference at San Francisco, refrain 
from travel to San Francisco in the early days of the conference. 
It was explained that all available train, pullman and hotel 
space would be needed by the accredited delegates and others 
authorized to attend the conference. 


FIBER CONTAINERS 
“Solid or corrugated fiber containers reformed, reshaped, 
repaired or reconditioned without the addition of new container- 
board are not subject to the restrictions of Limitation Order 
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L-317,” the War Production Board said in issuing Interpretatior 


5 to this order. Continuing, it said: 


This interpretation was issued because there was some question as 
to whether reconditioned containers would come under the definitior 
of new solid fiber (.045 or heavier) shipping containers, stated in para 
graph (b)(i) of Order L-317. 

The containers in question are those that a packer himself has 
previously used or has obtained from someone else who has previously 
used them for packing, storage, or shipping; they are containers thai 
would not have been suitable for immediate reuse without some sligh! 
alteration and repair. They may have been cut down and the side: 
and ends taped together. They may have been repaired by taping th« 
damaged parts. Sometimes used liners in previously used containers 
are reformed and reshaped in this manner to make usable cases. 

Since they are made wholly of used containerboard, with neithe: 
new or reprocessed board added, they are not regarded as ‘‘new,’’ and 
are not subject to the restrictions of L-317. 


W. P. B. PAPERBOARD DEPUTY 


W. Irving Osborne, Jr., of Chicago, president of the Na- 
tional Paperboard Association, the Hummel and Downing Co., 
of Milwaukee, Wis., and the Cornell Wood Products Co., of 
Chicago, has been named deputy director of the paperboard 
division of the War Production Board, Benton R. Cancell, di- 
rector of W. P. B.’s Forest Products Bureau, has announced. 
Mr. Osborne will be chief assistant to Ralph A. Powers, di- 
rector of the division. 


METAL STRAPPING 


The War Production Board has announced that metal strap- 
ping may no longer be obtained under blanket maintenance, 
repairs and operating supplies ratings. It explained that metal 
strapping had been added to List B of Priorities Regulation 3. 
If a rating is needed to obtain specified quantity of any List B 
product, application must be made on Form WBP-541 or other 
form designated for that particular item or for use by particular 
— according to the board (see Traffic World, April 14, 
p. 983). 


O. P. A. BOX MATERIAL REGULATIONS 


Lewis S. Beale, secretary of the Wirebound Box Manufac- 
turers Association, reporting to the board of directors at a 
meeting in Chicago on April 20, said that of 86 small veneer 
mills included in a survey and producing box veneer in 1942, 
only 25 were ‘now supplying box manufacturers. These 25 
plants, be said, in order to continue, were forced to take ad- 
vantage of a “quirk” in regulations of the Office of Price Ad- 
ministration under which the same material qualified under 
another name for a higher price under a price regulation de- 
signed primarily for other purposes. 


This “legal subterfuge,” he said, became available in June, 
1944, when O. P. A. issued its price regulation for commercial 
veneer, No. 3 core stock grade, permitting a price of $90, while 
the box grade under another regulation was ceilinged at $62 
per thousand feet. He said there was no practical difference 
in the grade and that, technically, the lower-priced grade had 
the higher quality requirements. 

Had this pricing ‘‘out” been available earlier, he said, the 
production of the closed mills might have been maintained, but 
that, since 1942, when box veneer price regulation was initiated, 
these small mills had gradually closed or diverted their pro- 
duction to other items. In nine plants, leased or purchased by 
box manufacturers Mr. Beale said the cost of producing box 
veneer was as high or higher than the price that would have 
enabled the independent owners to keep them in operation. 
O. P. A. had told the industry it was not concerned with produc- 
tion, he said, and that “purely from the standpoint of price 
regulation, promises of studies, surveys, consideration, etc., have 
been made with results representing lack of action more than 
actual denial of a price adjustment for which the need is so 
well proved.” 


TRANSPORTATION CORPS PAINTINGS 


“Without detracting from the supreme achievements of 
the combat forces, it is clear that without transportation there 
could have been no invasion—or victory,” is the closing sentence 
of the introduction to a brochure containing a series of paint- 
ings of the Transportation Corps of the army in the battle of 
Europe. The scenes were painted by Sgt. David Lax, and the 
introduction was written by Sgt. Richard A. Ruppert. The text 
of the introduction, and the captions accompanying the repro- 
ductions of the paintings, are in French and English. 

A covering letter from the Office of the Chief of Transpor- 
tation, Communications Zone, ETOUSA, says the collection 
of paintings will shortly be available in its entirety for exhibi- 
tion in the United States. 
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Hancock Truck Line Case 


The Supreme Court of the United States in an opinion de- 
livered April 23 by Justice Roberts said it could not pass on 
a holding of the Commission limiting the right of Hancock 
Truck Lines, Inc., to carriage of goods consigned by freight 
forwarders because of circumstances revealed by the record. 

The decision was handed down in No. 448, United States 
of America and Interstate Commerce Commission, appellants, 
vs. Hancock Truck Lines, Inc., and No. 449, Regular Common 
Carriers Conference, appellant, vs. Hancock Truck Lines, Inc. 
The court reversed the judgment of the United States District 
Court for the Southern District of Indiana granting a perma- 
nent injunction against the Commission’s order on the ground 
the lower court had committed reversible error. 

Justice Roberts explained that the Commission had made 
an order awarding a certificate to Hancock as a common car- 
rier but for less than all the routes embraced in the application 
and restricting the carrier’s operations to traffic moving on the 
bills of lading of freight forwarders. 

The carrier asked the Commission for reconsideration as 
to routes permitted but waived objection to the restriction of 
its traffic to service of freight forwarders, said Justice Roberts. 
The Commission denied the petition. 


The carrier, according to the decision, then, however, not- 
withstanding the position taken by it before the Commission 
in its petition for reconsideration, brought suit to set aside and 
enjoin only so much of the Commission’s order as restricted its 
operations to traffic moving on bills of lading of freight for- 
warders. 


“A district court of three judges heard the case, and issued 
a permanent injunction as prayed,” said Justice Roberts. “One 
of these judges allowed an appeal to this court on a petition 
filed by the appellants more than thirty, but less than sixty 
days after the entry of the decree. The appellant in No. 449 
intervened before the Commission in opposition to the appellee’s 
application, and was permitted to intervene as a defendant in 
the court below. No circumstance differentiates its status from 
that of the appellants in No. 448, and what is said concerning 
that case may be taken as applicable to No. 449. 


“The appellee (the carrier) moved to dismiss on the ground 
that the appeal was not timely taken and was improperly al- 
lowed by a single judge. We postponed the question of our 
jurisdiction to the hearing on the merits. After argument and 
upon consideration we find ourselves in the anomalous position 
that whereas we hold that we have jurisdiction, we cannot pass 
upon the substantive question of the statutory power of the 
Commission which is the ground of appeal.” 


The court, after ruling against appellee on the questions 
raised by it, said: 


~ 


The court below held that the Commission erred in granting appel- 
lee a certificate as a common carrier and limiting its right thereunder 
to carriage of goods consigned by freight forwarders. This is the hold- 
ing the appellants challenge. We are of opinion that the record pre- 
cludes consideration and decision of the question. 


As has been stated, the appellee in its petition for reconsideration 
by the Commission, expressly waived objection to that portion of the 
order which limited operations to traffic moving on bills of, lading to 
freight forwarders. The Commission’s answer to the complaint in the 
district court recited the filing of that petition and alleged that in it 
“the plaintiff limited its objections to said report and order, to the 
Commission’s prescription of the routes over which operating authority 
was granted therein, expressly waived objection to, and did not chal- 
lenge or complain against the restriction of the transportation author- 
ized to commodities consigned by freight forwarders and gave up all 
claim to the right to transport general commodities not so consigned.’’ 
To this answer the appellee filed a reply consisting of one paragraph 
in which it denied the allegation above quoted, without explanation or 
elaboration. 


The Commission and the United States filed in the court below a 
request for findings of fact which included a requested finding reciting 
the filing of the petition for reconsideration, and stated the ‘‘sole error 
alleged against the Commission was that it granted authority for oper- 
ation only as to a portion of the routes and between some of the points 
and places specified in the application. In said petition the plaintiff 
further stated that it did not challenge nor complain against the restric- 
tion of the service authorized to the transportation of commodities 
which are moving on bills of lading of freight forwarders.’’ The court 
made no such finding. 

The only assignment of error which may be said to attack the fail- 
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ure so to find is one couched in general terms. It is: ‘‘The District 
Court erred ... 4. In refusing to adopt the findings of fact and con- 
clusions of law submitted by the defendants.’’ 

Putting to one side the question whether such an assignment is too 
general and broad to support a challenge to the court’s failure to find 
as requested, and despite the fact that, neither on brief nor in oral 
argument, did the appellants’ counsel press for reversal on that ground, 
we think the district court committed reversible error, of which we 
must take note, in passing on the merits of the case made by the 
appellee. 

It was manifestly improper to reverse the Commission’s order in 
respect of a provision therein as to which the suitor had advised that 
body it no longer objected but acquiesced. The record disclosed this 
situation, the defensive pleading relied upon it, and the court was 
asked to dismiss because of it. The complaint should have been dis- 
missed. The judgment is reversed. 

Mr. Justice Black concurs in the result. 


GEORGIA RATE COMPLAINT STANDS 


The Supreme Court of the United States, April 23, without 
comment, denied the petition for rehearing filed by railroads 
in the original proceeding, State of Georgia vs. The Pennsy]l- 
vania Railroad Co. et al., in which the court had granted the 
motion of the state of Georgia asking leave to file its amended 
bill of complaint alleging a rate-making conspiracy among the 
defendants in restraint of trade and commerce among the 
states (see Traffic World, April 21, p. 1043). 


TRACK USAGE CASE 


The Supreme Court of the United States in No. 1000, Guy 
A. Thompson, trustee, St. Louis, Brownsville & Mexico Railway 
Co., debtor, et al., petitioner, vs. Texas Mexican Railway Co., 
has granted a petition for a writ of certiorari to the Texas 
Court of Civil Appeals, Fourth Supreme Judicial District. The 
case involves termination of a contract whereby petitioner was 
granted right to operate over part of respondent’s line. 


ALLIED VAN ANTI-TRUST SUIT 


Judge Igoe, of the federal district court at Chicago, has 
entered an order in the suit filed by the anti-trust division of 
the Department of Justice, charging that members of Allied 
Van Lines, Inc., and of National Furniture Warehousemen’s 
Association have, since 1928, engaged in an unlawful combina- 
tion and conspiracy in restraint of trade in the transportation 
of household goods by motor vehicles, continuing the case to 
September 18 “to be set for trial.” 

Counsel for Allied explained that this will give Allied time 
to prosecute its application before the Commission, in MC F2787, 
in which it has asked authority to purchase the operating rights 
of its agents (see elsewhere). 

Director Blanning, of the Commission’s Bureau of Motor 
Carriers, has addressed a letter to counsel for Allied ack- 
nowledging receipt of the application. He said, in part: 

“Although the application purports to cover purchase of 
operating rights of ‘all other agents of Allied Van Lines, Inc.’ 
the only agent named is Evanston Fireproof Warehouse, Inc. 
Accordingly, the document has been filed as an application for 
authority to purchase operating rights of the latter only. If it 
is desired subsequently to enlarge the scope of the application 
to cover additional carriers it will be necessary that appropriate 
amendment or amendments be filed specifically identifying other 
carriers concerned.” 

Counsel for Allied at Chicago said, April 24, that amend- 
ments to the application had been filed, naming 290 Allied mem- 
bers, and that amendments covering additional names would be 
filed very soon. 


















ROCK ISLAND REORGANIZATION 


Parties to the proceeding for the reorganization of the Chi- 
cago Rock Island & Pacific Railway met with Judge Igoe of 
the federal district court of Chicago in his chambers April 25. 
No disclosure was made of the nature of the conversation. It 
was said that there was nothing in the nature of a “formal 
conference,” but that certain of the interested parties from 
New York had taken the opportunity afforded by their presence 
in Chicago to call on Judge Igoe, who has under consideration 
confirmation of the plan of reorganization approved by the 
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£ ip vil I 935 saw the beginning of Zephyr service between Chicago and St. Paul- 
Minneapolis—the first high-speed, streamlined train service between those terminals. So en- 
thusiastic was the public’s acceptance that, less than two months later, both of the 3-car 
Zephyrs were put on a daily round-trip schedule. In December, 1936, larger and more 


luxurious 7-car Zephyrs replaced the original Twins. In September, 1937, an eighth car 
was added to each Zephyr. 


A p ril+1 945 finds the Twin Zephyrs serving wartime America with the consistency 
which typifies Burlington’s entire fleet of 14 diesel-powered, stainless steel Zephyrs. 
The speed* which permits daily round-trips between Chicago and the Twin Cities virtually 
gives the Twin Zephyrs four-train passenger-carrying efficiency. 


*The Twin Zephyr which leaves Chicago each morning averages more than 68 miles an hour. 
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Commission. It is understood that the conversation looked to 
an early completion of the reorganization. 


INDICTMENT ON FALSE BILLING 


A federal grand jury at Los Angeles, Calif., has voted an 
indictment in ten counts against Billy Wilson, dba California 
Craft Studios, -of Glendale, Calif., manufacturer of novelty 
beads of various colors, made from macaroni and shipped in 
glass jars, charging him with false billing of certain shipments, 
in violation of section 10 of the interstate commerce act, accord- 
ing to information received by the Commission and recorded 
in a memorandum by Secretary Bartel. The shipments forming 
the basis of the indictment, according to the memorandum, 
were described in shipping orders as “macaroni in glass jars.” 
The matter was investigated by the Commission’s Bureau of 
Inquiry. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Western New York district, at Buffalo. Crawford Furni- 
ture Manufacturing Corporation, engaged in the manufacture 
and sale of new furniture at Jamestown, N. Y., was fined $500 
following entry of its plea of guilty to an information charging 
it with violations of part II of the interstate commerce act. The 
fine was paid. The defendant furniture company was charged 
with aiding and abetting Alfred Joseph Oliver, a Jamestown 
motor carrier, in operating as a common carrier of property 
in interstate commerce, for compensation, without a certificate 
having been issued by the Commission authorizing the particu- 
lar operations described in the information. Previously, in the 
same court, the defendant Alfred Joseph Oliver was fined a 
total of $500 following entry of his plea of guilty to an infor- 
mation charging him with engaging in such operations. Of this 
fine $250 was required to be paid and the remaining $250 was 
suspended for probationary period of one year. 

Southern Ohio district, eastern division. Loran Leroy Er- 
skine, dba L. L. Erskine, of Cambridge, O., was fined and 
required to pay $450 following his plea of guilty to an informa- 
tion charging him with operating as a motor common carrier 
of property in interstate commerce, for compensation, without 
a certificate having been issued to him by the Commission 
authorizing the particular operations described in the informa- 
tion and without having on file with the Commission and with- 
out having published any rate or charge applicable to such 
transportation; with extending credit for the payment of 
freight charges for periods in excess of the period permitted 
by the Commission’s order; with failing to issue freight and 
expense bills; with collecting for the transportation of property 
compensation greater than was specified in his tariffs, and with 
failing to have in his files medical certificates attesting to the 
physical fitness of new drivers. 

Municipal court, District of Columbia. Crawford & Thomas, 
Inc., paid a fine of $225 following trial and conviction by the 
court without a jury on an information charging the defendant 
with engaging in the business of a motor contract carrier of 
property in interstate commerce, for compensation, without a 
permit having been issued to it by the Commission authorizing 
the particular transportation described in the information, with- 
out having on file with the Commission minimum ‘charges for 
such transportation and without an individual contract and 
agreement in writing providing for such transportation, and 
with failing to require the keeping of drivers’ logs. 

Eastern Wisconsin district, at Milwaukee. National Van 
Lines, a co-partnership, composed of Abraham Mechanic and 
Lillian Mechanic, of Milwaukee, was fined $300 following entry 
of its plea of guilty to an information charging it with violation 
of part II of the interstate commerce act. The fine was required 
to be paid. The defendant partnership was charged with oper- 
ating as a common carrier of property by motor vehicle in 
interstate commerce, for compensation, without there having 
been issued to it by the Commission a certificate authorizing 
the particular operations that were described in the information, 
and with transporting property without having filed and pub- 
lished any rate or charge applicable to such transportation. 


McNear on Rail Performance 


“Featherbed” rules forced on the railroads by the brother- 
hoods, and failure to eliminate those rules, as recommended 
by a special senatorial sub-committee headed by the then 
Senator Truman in November, 1942, resulted in less efficient 
wartime operation of the railroads, said George P. McNear, Jr., 
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president, Toledo, Peoria & Western Railroad, in a speecl 
before the Detroit Traffic Club, April 24. 

Had the recommendation of the sub-committee been fol- 
lowed, he said, “it seems fair to say that the railroads woulc 
have had no shortage of manpower; they would have beer 
able to do all the jobs that were needed, as they were needed: 
they would have moved their trains faster; and, in consequence, 
more war freight would have arrived where it was needed, 
more quickly; and precious lives would have been saved.” 

Mr. McNear also flayed the government, and particularly, 
the Department of Justice, for the seizure and alleged waste- 
ful methods of operating his railroad since March, 1942, on 
the part of the Office of Defense Transportation under a presi- 
dential order, and, in the case of the Department of Justice, 
for its failure to prosecute a national representative of the 
Brotherhood of Railroad Trainmen and two brotherhood mem- 
bers in Peoria who, he said, had been found guilty by a federai 
jury of conspiring to dynamite one of the railroad’s largest and 
most important bridges. 

Referring to the matter of wartime freight carried by the 
railroads, he said the increased volume, as expressed in ton 
miles, was “truly astonishing.” However, he continued, when 
the volume was expressed in cars of freight loaded, there was 
an actual decrease, compared with earlier years of good volume. 
This, he said, indicated that “in the excitement of the game, 


someone has changed the method keeping the score.” He con- 
tinued: 


If we compare 1944 with 1929, both being years of large volume, 
we can see what a difference it makes in the way the score is kept. Net 
ton miles in 1944 were 785 billion, compared with 490 billion in 1929, 
an increase of 60 per cent. On the other hand, car loadings, as re- 
ported by the Association of American Railroads, were 43 million in 
1944, compared with 53 million in 1929, a decrease of 18 per cent. Thus 
the two methods of scoring show a 60 per cent increase in ton miles, 
and an 18 per cent decrease in carloadings. 

Here is the explanation: In 1944 about 7 per cent more tonnage 
was originated, and it was hauled about 162 miles further, an increase 
of 51 per cent in the haul. That made the 60 per cent increase in ton 
miles. But the 7 per cent greater tonnage was loaded about 22 per 
cent more heavily in larger cars, with the result that 18 per cent fewer 
cars were loaded and handled at the origin and destination points. 

Cars loaded per week furnish a good index of freight volume and 
performance. For each car so counted, there are included the various 
items of: switching the empty car over a variety of tracks for loading, 
hauling it to the classification yard and getting it under way from the 
original point, performing the main line haul, and then switching it 
to an industry track for unloading, and starting the empty for home 
or for another load at some other place. 

It hardly seems fair to give so much emphasis, as is now being 
done, to the one item of additional main line haul. Hauling a car a 
little further, once it is switched and loaded, is not much of a job. 
Since the additional haul accounts for most of the 60 per cent increase 
in ton miles; and since car loadings are now 18 per cent less than they 
were in 1929, is it not fair to ask whether the total railroad plant really 
is doing more of a freight job today than it did in 1929?’’ 


Applying to the national transportation the 30 per cent 
“wasted manpower” Mr. McNear claims is shown by reports 
of the federal manager for the T. P. & W., he asked whether, 
had that ‘‘wasted manpower” been eliminated, there would not 
have been available many more men than were needed. He 
then compared the average freight train speeds of 1929, 13.2 
miles an hour, 1940, 16.7, and 15.7 for 1944, a war year. With 
the longer main line hauls, he said, 15.7 miles an hour did not 
appear to be a proper average wartime speed performance, 
and said, “again, is it not fair to ask whether the elimination of 
the unnecessary stops and delays, now caused by the feather- 
bed rules, would have resulted in materially higher average 
freight train speeds?” 

As long as “our boys and girls remain overseas,” said Mr. 
McNear at the conclusion of his speech, there was a great obli- 
gation for everyone at home to do the fastest and most effective 
job possible. The fulfillment of that obligation, he said, would 
cause many an anxious mother to be spared “the gold star that, 
now, is destined for her,” and concluded: 

“The officers of our government have an opportunity to 
reconsider this great obligation. They must decide which it 
shall be: featherbedding and more gold stars; or fast, efficient 
production and the safe return of more of our loved ones.” 

In tracing the history of the labor troubles that led to the 
seizure of the T. P. & W. by the government, Mr. McNear said 
the suit that the railroad had been forced to institute because 
the Department of Justice had failed to prosecute the case 
involving the attempt to dynamite a bridge used by the com- 
pany, showed that $2,000 had been telegraphed by the secretary 
and treasurer of the Grand Lodge of the Brotherhood of Loco- 
motive Firemen and Enginemen, at Cleveland, to a national 
representative at Peoria, and the delivery of more than half of 
that money at a tavern “to the man who was to blow up the 
bridge.” Mr. McNear added: 

“Was not the simultaneous transmission from Cleveland, 
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of the joint request to the President of the United States (to 
take over the railroad), and the $2,000 to Peoria, something 
more than an unusual coincidence ?” 

Mr. McNear detailed the events leading up to the seizure 
of the railroad, and said that “there was no necessity for the 
seizure. It was a misuse of power.” The violence had ceased 
by March 20, 1942, he said, and the railroad had reported that 
fact, as well as the reestablishment of fast schedules, to the 
President 24 hours. before he signed the seizure order. The 
refusal of the railroad to arbitrate under the railway labor act, 
he said, could have been “determined by the courts.” 

Relating the dismissal of the indictments returned by the 
federal grand jury by the Department of Justice, in spite of the 
plea of guilty entered by the general chairman of the Brother- 
hood of Railroad Trainmen, Delmar G. Newdigate, that Mr. 
McNear said had been made, and the court’s statement that it 
was powerless to force the department to proceed with the trial 
or to prevent the dismissal of the indictment of the general 
chairman, Mr. McNear said: 

“Obviously, this was intended to be an escape for the 
brotherhoods. A proper prosecution of the dynamiting case by 
the FBI and the Department of Justice certainly would have 
run down that trail to Cleveland, Ohio—to see just who it was 
who ordered the Treasurer of the Grand Lodge of the Brother- 
hood of Locomotive Firemen and Enginemen to telegraph the 
$2,000 to Peoria.” 


Proposed Legislation 


Senator McCarran, of Nevada, has introduced S. 923, a bill 
to create a Natural Resources Board, composed of the Secretary 
of the Interior, the Secretary of War, the Secretary of Agricul- 
ture, the Secretary of Commerce, and seven individuals to be 
appointed by the President and confirmed by the Senate. The 
bill provides that it shall be the duty of the board to conduct 
studies and surveys for the purpose of obtaining data and in- 
formation regarding the natural resources of the United States, 
and to formulate and recommend plans for the conservation, 
development and utilization of such natural resources. The bill 
has been referred to the Senate committee on public lands and 
surveys. 

Representative Shafer, of Michigan, has introduced H. R. 
3026, a bill to provide for crediting active service in the armed 
forces of the Dominion of Canada as a military service for 
purposes of the railroad retirement act of 1937, as amended. 

Representative Horan, of Washington, has introduced H. R. 
2923, a bill to establish a Columbia Valley Cooperative Author- 
ity for the purpose of, among other things, to improve and safe- 
guard navigation. 

Representative Celler, of New York, has introduced H. R. 
2983, and Representative Hagen, of Minnesota, H. R. 3001, bills 
to repeal the $5 motor vehicle use tax. 

The Celler auto tax repeal bill would apply only to pri- 
vate passenger automobiles in the period July 1 to Decem- 
ber 31, 1945. 

Representative Hand, of New Jersey, has introduced H. R. 
3036, a bill to provide for the construction and operation by 
the federal government of a new system of superhighways and 
airports for national defense in time of war, or other emer- 
gencies, and for government and commercial use by automo- 
biles and airplanes in time of peace; to provide for the financ- 
ing of same; to assist in assuring full post-war employment; to 
promote public safety; to stimulate general business through 
out the nation; to earn revenue for the federal government, and 
for the general welfare of all the people. The bill would auth- 
orize issue and sale of ten billion dollars of government bonds 
to meet construction costs. The bill provides for payment of 
tolls by the public. 

Representative Sabath, of Illinois, has introduced H. R. 
3041, a bill granting to the state of Illinois, all right, title, 
and interest of the United States of America, in and to the 
land comprising the right-of-way of the Illinois and Michigan 
Canal, as the same was routed and constructed through the 
public lands of the United States in the state of Illinois, and in 
and to the ninety feet of land on each side of said canal for 
the entire length thereof. 


Rate Bureau Regulation 


The Commission’s legislative committee, headed by Com- 
missioner Splawn, in a report to Chairman Lea, of the House 
‘ommittee on interstate and foreign commerce, concerning the 
Bulwinkle bill, H. R. 2536, providing for exemption of agree- 
ments between common carriers subject to the interstate com- 
merce act from application of the anti-trust laws after approval 
of such agreements by the Commission (see Traffic World, 
March 10, p. 568), has stated that it favors “the general plan 
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of the bill” but has offered several suggestions for “improve- 
ment” of the bill. 


The legislative committee of the Commission referred in 
its report on the bill to the recommendation it had made in 
its last annual report that the interstate commerce act be 
amended so as to provide adequate regulation of two or more 
common carriers or freight forwarders subject to the act, 
when they agreed on and acted jointly through a bureau, con- 
ference or association in establishing rates, fares, charges, etc., 
subject to the provisions of the act. It added that H. R. 2536 
appeared to have been drafted for the purpose of meeting the 
need pointed out in the Commission’s annual report and was 
similar in that respect to H. R. 2720, introduced by Representa- 
tive Bulwinkle, of North Carolina, in the 78th Congress, but 
that the two measures differed fundamentally from each other. 

Outlining the amendments it proposed for improvement of 
the bill, the legislative committee said: 


In paragraph (1) the term ‘“‘carrier’’ is defined as ‘‘any common 
earrier subject to part I, II, or III, or any freight forwarder subject 
to part IV, of this act.’’ We suggest adding the words ‘‘or contract’’ 
after the word ‘‘common’’ in line 6. While ordinarily common carriers 
more frequently have occasion to enter into agreements than contract 
carriers, the latter (in the case of both motor and water transportation) 
maintain organizations for the consideration of common problems, and 
we believe that for this purpose they should have the protection which 
such a measure would give them. 


Standard for 1. C. C. Guidance 


Under paragraph (2) the requisite finding of the Commission would 
be that ‘‘by reason of furtherance of the national transportation policy 
declared in this Act, the relief provided in paragraph (3) should apply 
with respect to the making and carrying out of such agreement.’’ We 
believe that this statement of the standard set up for the Commission’s 
guidance is too indefinite. As a substitute, we suggest the following, 
which follows the phraseology of certain other sections of the act of 
a kindred nature: 

“The object of the agreement is appropriate for the proper per- 
formance by the carriers of service to the public and consistent with 
the public interest and the national transportation policy declared in 
this act, and that the agreement will not unduly restrain competition.”’ 

By the sentence beginning in line 23 of page 2, it would be pro- 
vided that ‘‘no order shall be entered under this section except after 
notice and opportunity for hearing...’’ In terms this requirement 
would apply both to orders of approval and orders of termination. 
The context, however, indicates that perhaps orders of termination 
were principally in mind here. In our opinion, the requirement should 
be limited to orders of termination. If it is made applicable to orders 
of approval, there would be doubt as to who should be notified and have 
an opportunity for hearing except possibly the general public. Such a 
requirement would be unnecessarily burdensome, we believe, and it 
should be sufficient with reference to orders of approval to authorize 
the Commission to set the application for hearing only when a 
hearing may be deemed necessary. 

The foregoing suggestions and a few others of a minor nature 
are embodied in the following redraft of paragraph (2) for such use 
as it may serve: 

*“(2) Any carrier, party to an agreement (other than for a pooling, 
division, consolidation, merger, purchase, lease, acquisition, or other 
transaction to which section 5 is applicable) between or among any 
two or more carriers may, under such rules and regulations as the 
Commission may prescribe, apply to the Commission for approval of 
the agreement, and the Commission shall by order approve any such 
agreement if it finds that the object of the agreement is appropriate 
for the proper performance by the carriers of service to the public 
and consistent with the public interest and the national transportation 
policy declared in this act, and that the agreement will not unduly 
restrain competition; otherwise the application shall be denied. The 
approval of the Commission may be subject to such terms and condi- 
tions as shall be found by the Commission to be just and reasonable 
in the premises. If the Commission shall consider it necessary in order 
to determine whether the findings specified above may properly be 
made, it shall set the application for public hearing. The Commission 
shall by order terminate its approval of any such agreement previ- 
ously approved by it, or modify any terms and conditions upon which 
such approval was granted, if it considers such action necessary to 
conform to the standards set forth in this paragraph. No such order 
of termination shall be entered except after notice and opportunity 
for hearing, and the effective date of any order of termination shall 
be postponed for such period as the Commission determines to be 
reasonably necessary to avoid undue hardship. The Commission shall 
not approve any agreement which establishes a procedure for the deter- 
mination of any matter through joint consideration unless under the 
agreement reasonable opportunity, in the light of the matter involved, 
to act contrary to the determination arrived at through such procedure 
is afforded to each party to the agreement which did not concur in 
such determination.’’ 

Rate Bureau Reports 


Although this bill is no doubt intended to provide a measure of 
regulation for rate bureaus and other organizations maintained by 
carriers or associations thereof, these are not specifically referred to 
in the bill, which omits two other features which have generally been 
considered important in connection with this subject, namely the power 
of the Commission to require reports from such bodies and to inspect 
their records and accounts. Concerning this matter, we made the 


following legislative recommendation in our last annual report: 

“4, We recommend that the various provisions of the act, authoriz- 
ing the Commission to require reports from earriers, and others and 
to inspect and copy accounts, books, records, et cetera (sections 20, 220, 
313, and 412), be amended so as to be applicable to associations or 
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organizations maintained by or in the interest of any group of carriers 
or freight forwarders subject to the act.’ 

The amendments above recommended would effectively complement 
the one proposed in H. R. 2536, and if these were to be made, we 
believe that our power to regulate the rate bureaus would be adequate. 


With the modifications of H. R. 2536 herein suggested, we recom- 
mend that this bill pass. 


Forwarder-Motor Rate Bills 


Bills to extend for one year from May 16, 1945, the for- 
warder-motor joint rates which otherwise would be terminated 
on May 16, were introduced April 25 by Chairman Lea, of 
the House committee on interstate and foreign commerce, and 
by Chairman Wheeler, of the Senate committee on interstate 
and foreign commerce. They are H. R. 3038 and S. 926. The 
extension would be accomplished merely by substituting “forty- 
eight months” for ‘thirty-six months” in section 409 of the in- 
terstate commerce act. 

Chairman Lea said April 26 he hoped that the extension 
bill would be reported to the House without hearings as there 
was not time to dispose of H. R. 2764, amending section 409 
of the act so as to permit continuation of forwarder-motor joint 
rates until the Commission prescribes rates as provided in the 
bill, before May 16 (see Traffic World, April 21, p. 1047). H. R. 
2764 and S. 797, its companion bill in the Senate, because of 
the controversy that has arisen with respect to their provisions, 
could not, it is believed, be disposed of by May 16, the expira- 
tion date of the rates in issue. 

The National Industrial Traffic League is on record as 
opposed to any further extension of the forwarder-motor rates, 
it is pointed out by E. F. Lacey, executive secretary. 

G. A. Olson, executive secretary of The Shipper Consoli- 
dators Institute, the views of which opposing H. R. 2764 and 
S. 797, were set forth in the Traffic World of April 21, said 
in Washington, April 26, that his organization would oppose 
enactment of the bills proposing extension of the forwarder- 
motor rates for one year. He also charged that H. R. 2764 and 
S. 797 had for their sole purpose the indefinite extension of 
“the condemned rate preferences which forwarders have for 
so long continued to obtain from motor carriers.” 


“Although universally held to be shippers—and not car- 
riers—forwarders have been able by one pretext or another 
to continue for nine years these discriminatory, unpublished 
rate advantages over other shippers,” said he. 


Mr. Olson said that on June 12, 1944, the Commission, in 
the Transamerican Freight Lines proceeding (I. & S. M-2180), 
discussed at length the nature of forwarder use of motor car- 
rier facilities, and decided that assembling rates under section 
408 of Part IV of the interstate commerce act were properly 
applicable to shippers other than forwarders who use such 
motor carrier facilities “under similar circumstances,” and 
added: 


In its decision, the Commission declared, unequivocably, on the 
basis of a carefully developed record, that the conditions of carriage 
were in fact similar, and the Commission formally held that the pur- 
pose of Congress in enacting section 408 was unmistakably to permit 
assembling and distribution rates to apply in such circumstances both 
to forwarder shipments and to those of such other shippers. 

We cannot but conclude that a suggestion reported to have been 
made to Congress a few days ago by five commissioners to limit the 
enjoyment of assembling and distribution rates under section 408 ex- 
clusively to forwarders was unintentionally released without full con- 
sideration of this carefully reasoned decision (in which four of the 
same five commissioners concurred). For some unexplained reason, 
this new suggestion to amend section 408 does not even mention this 
important decision, but instead it seems to have been based entirely 
upon a letter of the Commission's legislative committee dated almost a 
year earlier. 


The decision in the Transamerican case is the law today, and the 
shippers of the country for whose benefit section 408 was written will 
not silently accept an attempt to create new discriminations and prefer- 
ences by leaving them and their interests out of consideration. 

We shall oppose any attempt further to extend the condemned 
‘‘joint rates’’ which by section 409 were given a limited reprieve until 
May 16 of this year. We shall likewise oppose any new system of so- 
called ‘‘agreement rates’’ for forwarders only, as provided in the pend- 
ing Lea and Wheeler bills. And, finally, we shall oppose with all pos- 
sible energy any attempt from any source to deprive us of the right to 
enjoy non-preferential and non-discriminatory assembling and distribu- 
tion rates under section 408, in the manner and to the extent which the 
Interstate Commerce Commission has formally declared in the Trans- 
american case to be proper, lawful and appropriate. 

During the past two years such non-discriminatory assembling 
rates have been published by a number of important motor carriers, 
and all of the shipper consolidators, including the Pacific Coast Whole- 
salers Association, of which I am the general manager, now enjoy the 
use of such rates from hundreds of points to Chicago and other freight 
consolidating centers. In my opinion, the alleged ‘‘reluctance’’ of motor 
earriers to establish assembling and distribution rates under section 
408 is the result of forwarder influence and pressure rather than any 
real objection by the truck lines themselves, 

Every shipper who is interested in having just, reasonable and 
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non-discriminatory truck rates should realize that his position and his 
basic right to such rates are now being seriously jeopardized by the 
situation now rapidly developing before Congress. 


The house Interstate Commerce Committee, April 27, 
ordered favorably reported H. R. 3038 extending the forwarder 
motor rates, with an amendment changing the period of exten- 
sion from 12 to 9 months. 


PUBLIC RELATIONS NEEDS 


Kinsey N. Merritt, general manager of public relations for 
Railway Express Agency, told a meeting of the National Asso- 
ciation of Public Relations Counsel at the Lexington Hotel, New 
York City, April 19, that ‘unless some concerns in this country 
get their relations straightened out pretty quickly, they are 
liable to find, after the war, that they have no public to have 
relations with.” The public, he said, was nearly “fed up” with 
indifference, inconveniences and discourtesies. He said that, 
once the pressure of the war emergency was relaxed, people 
would give vent to their suppressed indignation and resentment 
and “seek retribution of the businesses which tolerated this 
wanton disregard of their interests and goodwill.” 





Rail Employe Benefit Bill 


Defense of his estimate that the average future pay roll 
of the railroad industry over a considerable period of time in 
the future would be as high as $3.5 billion annually and his 
recommendation that a 1.5 per cent tax increase be made to 
support the railroad retirement system was made by Murray 
W. Latimer, chairman of the Railroad Retirement Board, in 
rebuttal testimony before the House committee on interstate 
and foreign commerce in the hearings on H. R. 1362, the bill 
amending the railroad retirement and unemployment insur- 
ance acts to provide a higher rate of taxation for the retire- 
ment system and increase retirement and unemployment insur- 
ance benefits. Other criticism of his original testimony on the 
bill also was answered by Chairman Latimer. 

“It has been stated here that I am not an expert on rail- 
road pay rolls, or more specifically on the railroad industry,” 
said he, adding that that was perfectly true. 

“But the question of what the future of the railroad pay 
rolls will be is not primarily a question for experts in railroads 
or in railroad pay rolls; it is basically a question of whether 
in the postwar period this country will or will not maintain 
successfully the policy of full employment,” said he. “Now 
I am not an expert on the future of the American economy, 
but I have tried to keep up with, pretty much, everything that 
has been written on the problems of full employment. My views 
are a reflection of what I believe to be the views of most per- 
sons in the field of economics today. Certainly they reflect the 
views of the great majority of economists in the service of 
the federal government. They also, quite certainly, do not 
reflect the views of those economists who practice their pro- 
fession in the area south of Canal Street on the Island of 
Manhattan.” 


National Income Estimates 


“If we successfully adopt a policy of full employment we 
will have 55,000,000 or more persons employed in productive 
activity; if we have 55,000,000 or more persons employed in 
productive activity, we will have a national income, at prices 
not above the 1943 level, of upward of $120 billions; and if we 
have a level of national income of $120 billions we will have 
a railroad pay roll averaging $3.5 billions,” said he. “If we 
achieve the President’s (Roosevelt) goal of 60,000,000 jobs, we 
will have a railroad pay roll considerably in excess of $3.5 
billion. If, therefore, you believe that we will maintain a 
substantially full level of employment, I think I can assert 
without any doublt whatever that a necessary corollary of your 
opinion is that railroad pay rolls in the industry will be $3.5 
billion annually.” 

On this general thesis, continued Chairman Latimer, he 
said he wanted no better authority than Dr. Julius H. Par- 
melee, director of the Bureau of Railway Economics, who had 
testified in opposition to some of Chairman Latimer’s state- 
ments. He quoted from a statement made by Dr. Parmelee 
in Ex Parte 148 in October, 1944, in which the latter said that 
in the three or four years immediately succeeding the recon- 
version period, “which is here designated as the postwar period, 
the national income of the United States will be in the neigh- 
borhood of 120 billion dollars per year.” Though he said that, 
to his knowledge, Dr. Parmelee had never made an estimate 
of the postwar pay roll on the railroads, but that he had made 
operating expense estimates which he said supported his con- 
clusions about pay roll. 

If the national income were $120 billion a year or better, 
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said he, “I think I am on safe ground in predicting a railroad 
pay roll of $3.5 billion or better.” 


“Dr. Parmelee has a lot of very honorable company,” said 
Chairman Latimer. “I think he reflects, just as my own esti- 


mates reflect, a very sizeable body of economic opinion in this 
country.” 


Tax Increase Estimate 


Chairman Latimer quoted a number of statements from 
various sources in support of his statement, and then remarked: 


To summarize this whole discussion of future railroad pay rolls, 
I may say that I am justified, after seeing how the railroad officials and 
those who follow the railroad industry very closely feel, in predicting 
that the relationships between the railroad business and the general 
economic activity which have held in the past will continue, without 
too much change, in the future; that is to say, that the railroad industry 
will hold up well in the face of competition. 

I think I have said enough to indicate quite clearly that Dr. Parme- 
lee and many other serious and responsible economists are thinking in 
terms of postwar national incomes which will be comparable with the 
incomes for the war years. I am happy to be among the group which 
does seriously believe that postwar incomes of $120 billion and better 
will be realized. I heard the Dean of Graduate School of Business Ad- 
ministration at Harvard say, last year, that in his judgment there was 
no longer any question of full employment; rather the question was 
who will give the full employment and how is to to be attained. When 
he spoke of full employment, he was not talking about the raking of 
leaves or boon-doggling but about genuine employment. I share that 
view; and because I share that view I confidently predict a future rail- 
road pay roll of $3.5 billion and more. . 

I am inclined to attach great importance to the fact that by the 
end of the war people of this country will be in the possession of sav- 
ings and liquid reserves of probably $100. billion. These savings and 
reserves will, in my judgment, be sufficient to provide an impetus which 
will carry the economy over the reconversion period and sustain it for 
a considerable period. So much for the estimate of a postwar pay roll 
of $3.5 billion and the correlative estimate of 1.5 per cent of the cost of 
the deficiency. I have heard nothing in these hearings which would lead 
me to change my opinion. . 

Under conditions of relatively full employment there would be a 
tendency for the postponement of the retirement age. Second—and ex- 
perience to date has borne out this surmise—disability rates would 
decrease. Third, the rate of withdrawal, especially among the short- 
service men, would rise. Each of these changes in the basic factors of 
the second valuation would result in a decrease in costs. It would there- 
fore follow that a $3.5 billion pay roll would make the proposed increase 
of 1144 per cent in taxes for present benefits too high. 


It was explained that Mr. Latimer’s estimate of a 1.5 per 
cent tax increase covered only the estimated deficit in cost of 
the present retirement system and not the increased benefits 
proposed by the bill. The bill proposes a total tax increase of 
5 per cent, to be borne equally by the railroads and their 
employes. Mr. Latimer’s estimate of a 1.5 per cent tax to 
cover the present deficit would be included in the total 5 per 
cent tax. He defended his estimate of 1.5 per cent but, as in- 
dicated, said that under conditions as he stated, even a tax 


increase of 1.5 per cent to meet present costs would be too 
much. ; 


Expansion of Coverage and Benefits 


Chairman Latimer said there had been a great deal of dis- 
cussion about the railroad expansion of coverage that would 
result from enactment of H. R. 1362. He said he held to his 
original position that the effect of H. R. 1362 would be to expand 
coverage in two fields and two fields only: freight-forwarding 
companies and railroad-owned subsidiaries engaged in trucking. 
He said he took issue with the statement that this expansion of 
coverage would result in increases in cost as he believed that 
the additional taxes collected on account of the increase in 
coverage would meet the additional benefits. 


As to the criticism that the railroad retirement act pro- 
vided benefits ‘‘which are so high as to constitute railroad work- 
ers a ‘preferred’ class,’ Chairman Latimer said it was true that 
railroad workers received, on the whole, more in retirement 
benefits than did workers whose only old-age insurance protec- 
tion was that provided by Title II of the social security act. 

“But there are many millions of workers who have old-age 
and survivors insurance protection in addition to that afforded 
by the social security act,” said he. “Great numbers of workers 
will receive, in the aggregate, retirement incomes, and their 
survivors will get death benefits, larger in relation to pay and 
service than those proposed in H. R. 1362. 


‘It will be said that these retirement and survivor benefits, 
insofar as they are additional to social security, are voluntary. 
\nd this is true, though for many workers contributions are a 
condition of employment which makes their contributing, in 
normal times, not precisely voluntary. But the difference, in 
end result, is specious. The fact is, no matter how it may be 


glossed over, that many workers are relatively better off, so 
far as old-age and survivor benefits for equal pay and service 
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are concerned, than are railroad workers. And, I might add, 
they pay no more for the protection.” 


R. R. Earning Power and Pay Roll Taxes 


In comment on railroad earning power and pay roll taxes, 
Chairman Latimer, in part, said: 


In some of the testimony, it has apparently been intended to convey 
the impression that railroad earning power has been declining, and 
that a chief reason for that decline in earning power has been taxes. 
Railroad earning power has certainly not been declining. On the 
contrary, it has been larger in the last few years than ever before in 
history. Net income, it is true, was not as high in 1944 as in 1942 and 
in 1943, but this is !argely attributable to the tax needs arising out of 
war financing, not to a decline in earning power. I may say that the 
figures used in this section are those for the Class I line-haul railways. 

In 1944 the net railway operating income, before federal income 
taxes or with federal income taxes added back in, which I submit to 
be the basic measure of railroad earning power, was $2,410 million, 
224.8 per cent above 1940. This figure was somewhat lower than that 
for 1943, which was 263.2 per cent above 1940. But, other than for 1943, 
it was about 80 per cent higher than in any other year on record. That 
is hardly a sign of any significant decline in earning power. It is of 
some interest to note that between 1940 and 1944,-total operating 
expenses increased by 103 per cent. Pay roll taxes rose a little less 
steeply—98 per cent. That is, pay roll taxes went up more slowly than 
operating expenses. Taxes other than income or payroll increased by 
only 41 per cent; but income taxes increased by over 2000 per cent. 

I should like also to call the attention of the committee to the 
very substantial increase in the charges for depreciation and amortiza- 
tion. In 1944 these charges were 150 per cent larger than in 1940, that 
is they went up more rapidly than did operating expenses. A consider- 
able part of this increase was due to the fact that the railroads have 
availed themselves of the privileges afforded by section 124 of the 
Internal Revenue Code, which permits amortizing over a period of 60 
months the cost of ‘‘emergency facilities acquired in the interest of 
national defense.’’... 

The actual charges in 1944 by Class I line-haul railroads was, ac- 
cording to the latest I. C. C. figures which have been available to me, 
$191 million. Certainly the excess amortization for the year 1944 alone 
was $150 million, and, on that basis, the net railway operating income 
was correspondingly understated. The defense amortization on Class I 
railroads through December 31, 1944, was more than $440 million. I 
might add that the total of depreciation and amortization charges for 
1942, 1943, and 1944 totalled $1,313 million. 


Total Labor Bill 


With reference to the ability of the railroads to stand any addi- 
tional pay-roll taxes, it is of some interest to look at the relation between 
the total labor bill and the operating revenues of the railroads; I take 
for this purpose Class I railroads. Back in 1930 the railroad labor costs 
absorbed 48c out of each dollar of operating revenue. It had been 46c 
in 1929, and rose to 56c in 1931. The figure was 45c in 1933, and rose to 
50c by 1938, and had declined to 48c in 1940. In 1942, 1943, and 1944, the 
figures were 42c, 41c, and 43c, respectively. The figures from 1936 on 
include the pay-roll taxes which began in that year. 

Let us suppose that the additional taxes proposed in H. R. 1362 had 
been in effect beginning in 1942. The labor cost would have been in- 
creased by one cent per dollar of operating revenue, and the labor cost 
per dollar of operating revenue would still have been lower than in any 
year since 1929, and, although I have not gone back further, I am sure 
lower than in any other year in railroad history. We get pretty much 
the same results if, instead of comparing wages and pay-roll taxes with 
operating revenue, we compare the labor cost with the net operating 
income before federal taxes. If the proposed tax rates had been in effect 
in 1942, 1943, and 1944, the wage and pay-roll tax cost per dollar of 
net railroad operating income before income taxes would have been very 
much lower than in any other year in history. For example, the labor 
cost per dollar of net railroad operating income before federal taxes in 
1929 was $2.16, in 1932 $4.47, in 1933 $3.84, dropping as low as $2.66 in 
1936, rising again to a high of $4.59 in 1938. The figures for 1942, 1943 
and 1944 were $1.38, $1.38, and $1.69, respectively. These latter. figures 
would be increased by exactly 4c had the new pay-roll taxes been in 
effect. 


Santa Fe and Reading 


Mr. Fred G. Gurley, the president of the Santa Fe, testified that 
if the pay-roll taxes had been in effect in 1944, the Santa Fe pay-roll 
taxes would have been increased by $4,767,000. Mr. Gurley, probably 
inadvertently I think, left the impression that the net income of the 
Santa Fe would have been reduced by a like amount. Now, the net 
income of the Santa Fe in 1944 was, on the basis of the monthly state- 
ments to the I. C. C. $54,542,635. On the basis of the same statements, 
the net income before income and excess profits taxes was $187,831,201; 
in other words, the net after taxes was 29.04 per cent of the net before 
taxes. Applying this ratio to the additional pay-roll taxes indicates 
that the net income would be reduced by only $1,384,000, or 2.5 per cent. 
That is to say, the profits of the Santa Fe in 1944 would have been re- 
duced by 2.5 per cent by reason of the additional taxes; the actual 
figure would have been probably somewhat less than 2.5 per cent, since 
the excess profits tax is a progressive one and the calculation which I 
have made assumes that the average tax rate would apply to the last 
increment of profit, whereas, as a matter of fact, a higher rate would 
be applicable. My information does not indicate the exact rate. 

Mr. Gurley indicated, I think, that the fact that the net income of 
the Santa Fe was lower in 1944 than in 1943 indicated a decline in earn- 
ing power because of higher expenses. It may interest the Committee 
to know that the net income before income taxes from the Santa Fe 
was $10,300,000 higher in 1944 than in 1943, and over $58,600,000 higher 
in 1944 than in 1942. I was also interested in noticing that, although 
net income after all taxes was $2,900,000 lower in 1944 than in 1943, the 
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charges for the amortization of defense projects which, according to 
the I. C. C. ... is almost five times larger than the true depreciation 
charge, increased by a little more than $3,800,000... . 

Mr. Revelle W. Brown, the president of the Reading, estimated that 
the pay-roll taxes provided by H. R. 1362 would have cost the Reading 
$1,221,000 had they been applicable in 1944. Using the same process just 
described for the Santa Fe, I estimate that the increase in taxes would 
have reduced the net income of the Reading by $456,000 in 1944, or 6.1 
per cent. 


Hearings End 


Hearings on the bill were concluded April 26 after Lester 
Schoene, counsel for the railroad employes, and George Har- 
rison, president of the Brotherhood of Railway Clerks, had 
testified. Mr. Schoene devoted his time to answering con- 
tentions of opposing witnesses, while Mr. Harrison directed 
his remarks principally to the point that employes of freight 
forwarding companies should be included in the proposed 
legislation as provided by the bill, as well as other persons 
employed by contractors and warehouses doing railroad work. 
Mr. Harrison said his organization represented 9,500 of the 
11,400 forwarder employes and that the three big forwarders, 
Universal, National and Acme did 90 per cent of the forward- 
ing business of the country. The New York Central controlled 
the Universal and the Erie, Nickel Plate and C. & O. the 
National, said he. He saw no reason why the employes of 
the forwarders should not be covered by the act. Asked about 
drawing a line between the forwarders and the trucking in- 
dustry, Mr. Harrison agreed that such a line had to be drawn. 
He said he was not advocating application of the act to the 
trucking industry. The point was brought up by Representa- 
tive Brown, of Ohio, who developed that the forwarders used 
truck carriers as well as railroads. 


Box Car Shortage Inquiry 


On resumption of hearings by the Senate interstate com- 
merce committee in its investigation of shortages of box cars 
for movement of grain and grain products to and from elevators 
and mills in the western grain-producing states (see Traffic 
World, April 21), Senator McMahon, of Connecticut, remarked 
that he wanted the hearing record to show that 2,400 freight 
cars had been sent on April 19 from. eastern railroads to the 
western grain-carrying lines. This remark touched off a de- 
bate as to the adequacy or inadequacy of the efforts on the part 
of the Commission, the Office of Defense Transportation and 
the Association of American Railroads to provide freight cars 
for the western grain areas. 

Senator Reed, of Kansas, asserted that there had come 
from the A. A. R. and Director Johnson, of the O. D. T., “as 
much information about this (grain car situation) as it is pos- 
sible to imagine.” Senator McMahon regarded that as an un- 
fair statement, asserting that he had known Director Johnson 
and President Pelley of the A. A. R. “for years” and would 
not question their integrity or the earnestness of their attempts 
to perform their duties efficiently. 

Senator Johnston, of South Carolina, suggested that the 
object of the hearings was ‘“‘to get relief, rather than to try 
somebody.” Senator Reed declared that, for years, no section 
of the country had been “so outrageously treated” by the 
A. A. R. as his section. Senator McMahon said it appeared 
that there were two reasons for the hearing; the first, to “try” 
the I. C. C., the A. A. R. and the O. D. T.; the second, to try 
to obtain relief. He wanted to know which of these matters 
came first. Senator Reed indicated that they could be dealt 
with concurrently, and added that 25 years ago he had found 
the box car situation similar to the present situation, with an 
excess supply of such cars in the east and a shortage in the 
west. He said the Commission had been complacent about the 
western car shortages. 


Miller on “Complacency” 


Commissioner Miller, of the Commission, arose to raise 
objection to that statement, and referred to a letter Senator 
Reed had written in which the senator said, according to Com- 
missioner Miller, not that the Commission was complacent, 
but that it “did not understand” the situation. Senator Reed 
indicated he might amend the charge of complacency, but said 
he would still stand on his statement that the I. C. C. did not 
understand. He said he had been the best friend that the 
Commission had had in Congress. 

“T acknowledge that,’”’ said Commissioner Miller, “but just 
don’t accuse us of being complacent.” 

Senator Reed referred to a conference of representatives 
of western grain interests, held in Kansas City, Mo., on March 
22, in which, he said, there were ‘25 men who know more 
about transportation than Colonel Johnson.” He cited state- 


ments made by Director Johnson in a letter to E. R. Jessen, 
president of the Boaord of Trade of Kansas City, to the effect, 
he said, that the Kansas City conferees were unmindful of 
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national transportation needs related to the war and that Mr. 
Jessen was “presumptuous.” Senator McMahon said he would 
not have signed such a letter as Director Johnson sent to Mi. 
Jessen, but that, in view of the pressures that government 
agency administrators encountered and the problems they had 
to meet, he could understand the shortness of tempers of 
such administrators and so could understand how Director 
Johnson felt when he sent the letter in question to Mr. Jessen. 
Senator Reed read into the hearing record an editorial frora 
the Kansas City Star of April 5, entitled ‘“Who’s Presump- 
tuous?” censuring Director Johnson. He added that if “those 
people” had not resented Director Johnson’s letter, the investi- 
gation now being conducted by the Senate committee mighi 
have been avoided. 


He related that he and a group of six other senators hai 
called on J. A. Krug, chairman of the War Production Board, 
to plead for increased production of farm machinery for the 
western grain states, and that Director Johnson, advised that 
this conference of senators with Chairman Krug was to be 
held, had asked Senator Reed to present to Chairman Krug, 
also, a plea for increased production of freight cars. Senator 
Reed said he had submitted such a request to Chairman Krug. 

“What you have said shows a willingness of Colonel Johnson 
to cooperate,” said Senator McMahon. 


L. C. L. Embargo Suggested 


He suggested that imposition of a nationwide embargo on 
less-than-carload freight for a period of one week might make 
available a sufficient supply of box cars for the western grain 
movement and provided the relief needed. Senator Reed 
thought that an “experiment” of limiting loading of less-car- 
load shipments to three days a week should be tried. He 
directed to Chairman Kendall, of the A. A. R. car service 
division, a request for a table showing the loading by eastern 
railroads of different commodities in box cars. Ralph Clark, 
in charge of the box car section of the car service division, 
said that any such information could not be obtained for a 
recent month, but would be three or four months old. 


_C. H. Buford, vice president in charge of operations and 
maintenance of the A. A. R., interjected that “no man living” 
could definitely identify military freight, and said that on the 
west coast about 500 cars a day that would ultimately be used 
by the army moved on commercial bills of lading, while in 
Maine, when potatoes were shipped out, it was not known 
whether or not they would be purchased by the army. 


Senator Capehart, of Indiana, said his opinion was that box 
cars in the east had been carrying ‘‘a lot of knicknacks that they 
have been filling the department stores with, the drug stores 
and all these other stores,” because, he said, the records showed 
that department stores and retail merchants were doing a great- 
er volume of business than ever before. Until the committee 
knew the percentage of war materials that the cars that were 
“tied up” in the east were carrying, as against the percentage 
of civilian merchandise, it could not arrive at “any decent de- 
cision,” he said. 

Exports of Rolling Stock 


Chairman Wheeler said the committee would like to know 
how many box cars and locomotives had been shipped to South 
America, and whether they had been sold or “given on Lend- 
Lease.” Director Johnson said he would endeavor to obtain that 
information, and added that he had opposed every exportation 
of railroad equipment. Senator Wheeler said that “a lot of 
these departments, if they want to cover up what they are do- 
ing, say that it’s a military secret.” He averred that those who 
wanted to find out what was going on ought to read British 
newspapers. Walter R. Scott, secretary of the Board of Trade 
of Kansas City, said there were “trade reports” that the Amer- 
ican Car Foundry had an order for 1,500 hundred-ton box cars 
for Mexico. Director Johnson said that he and other O. D. T. 
officials had spent half an hour with the War Production Board 
April 18, presenting a plea that the W. P. B. give priorities for 
“steel for America first,” and that “they promised to do that.” 
Senator Wherry, of Nebraska, suggested that information be 
obtained from the Foreign Economic Administration as to 
whether freight cars were being sold to countries in South 
America or any other country. 

J. W. Holloway, executive secretary of the Kansas-Missouri 
River Mills, Kansas City, Mo., said that he had been advised by 
the A. A. R. that from February 19 to April 6, inclusive, an aver- 
age of 1,108 box cars a day had been delivered at Chicago, 
Peoria, St. Louis and Memphis for use by the western roads, 
but, he said, “it would take 19,177 additional cars to bring the 
deliveries up to the quota” of 1,525 cars a day to be delivered 
from the eastern lines to the west under a program of the 
A. A. R. effected February 19. He said that the total number 
of cars required as of January 1, 1945, to move grain from the 
farms and grain products from the mills in Kansas, Nebraska, 
Colorado, Missouri, Oklahoma and Texas was 337,129; that only 
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179,366 cars had been loaded to March 31, and that 157,763 
cars Were needed to complete the movement. 

The only possible source of box car supply for the west, he 
said, was where the eastern lines had an excess of box cars on 
their lines. 

“Our efforts have been exhausted with the carriers, the 
Office of Defense Transportation and the Interstate Commerce 
Commission,” he said. “We now earnestly appeal to you to 
urge your good offices in our behalf.” 


Cars for Minnesota Potatoes 


Senator Shipstead, of Minnesota, has inserted in the Con- 
gressional Record the text of a resolution adopted by the Minne- 
sota senate, requesting an investigation by Congress of the han- 
dling by the O. D. T. of the transportation of potatoes from the 
Red River Valley area of Minnesota in 1944 and 1945. Pre- 
ambles of the resolution contained the assertions, among others, 
that many refrigerator cars were needed in the Red River Val- 
ley in January and February each year to move potatoes to 
market; that in 1944 “very few” such cars were furnished and 
that the O. D. T., instead, sent open gondola cars into that area 
to transport the potatoes; that potatoes loaded into such cars 
became covered with snow and many of them froze and were 
spoiled; that many of the cars made available this year came in 
March, “when they should have been supplied during January 
and February to avoid loss and spoilage;” that failure of the 
O. D. T. to give adequate consideration to the problem of moving 
the potatoes from the Red River Valley area “for two years 
in succession” indicated “inefficiency and mismanagement on the 
part of this governmental agency,” and that the potato growing 
farmers of this area were greatly worried for fear that a similar 
situation might develop when the time came to move the crop 
produced in 1945. 


Grain Car Service Order 


In an effort to relieve the critical grain box car shortage 
by obtaining and building up the car supply in grain-producing 
areas, the Commission, division 3, has issued service order No. 
304, effective from 12:01 a. m., May 1, until 11:59 p. m., July 31, 
establishing a permit system for carload grain shipments. 

The Commission said that Director Johnson, of the Office 
of Defense Transportation, in a letter to the Commission, said: 

“It is both desirable and necessary that some system of 
embargo, subject to permits, be established at once on ship- 
ments of grain to increase the supply of box cars for loading 
such grain.” ; 

Under the service order, no carrier shall accept for trans- 
portation at, or transport from, any station in an origin terri- 
tory, a box carload shipment of grain consigned or reconsigned 
to any station in the corresponding destination territory, unless 
and until the consignor or the consignor’s agent surrenders a 
permit issued by the appropriate permit agent appointed by the 
Commission. ; 

Railroads were directed to keep the permit agents informed 
daily of the number of empty cars available for grain loading 
in the respective origin territories. The number of permits 
issued, said the Commission, would be governed by the car sup- 
ply available and the permit agents would inform the carriers 
where grain was located that was ready for shipment under 
permit. ale 

The general grain agent appointed by the Commission, 
might, on such notice as could be given, said the Commission, 
waive the requirements with respect to permits from or to any 
area and on any grain, and he might also restore the permit 
requirements at his discretion. The Commission said that other 
directions to the general grain agent would be issued as the 
need arose by Director Clinger, of the Commission’s Bureau of 
Service. 

It was said at the Commission’s offices that a broad defini- 
tion had been given to the term “application” as used in the 
order. That term, said the order, meant an application for a 
permit made to the permit agent by a consignor, consignee or 
agent of such consignor or consignee. 

As its general grain agent in charge of grain transportation 
for the purpose of the order, the Commission appointed F. S. 
Keiser, of Chicago, who maintains an office at room 1955, 209 
South Wells St. The Commission also appointed the following 
permit agents to accept applications and issue permits under 
Mr. Keiser’s direction: A. T. Sindel, 1070 Board of Trade Build- 
ing, Kansas City, Mo., southwest permit area; J. H. Fisher, 
room 1955, 209 South Wells St., Chicago, Ill., central permit 
area; and E. J. Grimes, or R. C. Woodworth, alternate agent, 
Northwest Grain Storage Committee, Commerce Station, Min- 
neapolis 15, Minn., northwest permit area. 

The service order designated the permit areas as follows: 

Southwest Permit Area (Permit Agent Sindel) 

Origin: All stations in the states of Nebraska, Missouri, Kansas, 
Wyoming, Colorado, Oklahoma, New Mexico, and Texas, also Council 
Bluffs, Sioux City, Iowa, East St. Louis, and Granite City, Il. 
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Destination: All stations east of the west bank of Lake Michigan, 
east of the Chicago switching district and the Illinois-Indiana state 
line thence stations on and east of the Ohio-Mississippi rivers to New 
Orleans, La., except New Orleans for export. 


Central Permit Area (Permit Agent Fisher) 
Origin: All stations in the states of Iowa, Illinois (including the 
entire Chicago switching district), and Wisconsin, except Superior, 


East End, and Itasca, Wis., Council Bluffs, Sioux City, Iowa, East St. 
Louis and Granite City, Ill. 


Destination: All stations east of the west bank of Lake Michigan, 
east of the Chicago switching district and the Illinois-Indiana state line 
thence stations on and east of the Ohio-Mississippi rivers to New 
Orleans, La., except New Orleans for export. 


Northwest Permit Area (Permit Agent Grimes or Alternate Woodworth) 
Origin: All stations in the states of Minnesota, North and South 
Dakota, Montana, also Superior, East End, and Itasca, Wis. 
A 
Destination: All stations east of the west bank of Lake Michigan, 
east of the Chicago switching district and the Illinois-Indiana state 
line thence stations on and east of the Ohio-Mississippi rivers to New 
Orleans, La., except New Orleans for export. 
B 
Grand Forks, N. D., and all stations in the states of Minnesota, 
Wisconsin, Iowa, Missouri, and Illinois, also all points in the Chicago 
switching district, Omaha, South Omaha, Nebraska City, Neb., and 
Kansas City, Atchison, and Leavenworth, Kan. 


CLOSED CAR LOADING PAMPHLET 


Following the recommendation made by the executive com- 
mittee of the Mid-West Shippers’ Advisory Board at its recent 
meeting in Chicago, the operating-transportation division of the 
Association of American Railroads is distributing among mem- 
ber roads a pamphlet, No. 38, “Methods for Loading, Bracing 
and Blocking Carload Shipments of Unsaturated Roofing Felt 
and Pulpboard Paper in Rolls in Closed Cars.” An accompany- 
ing circular sets forth the prices at which additional copies 
may be obtained from L. R. Knott, executive vice-chairman of 
the division, 59 E. Van Buren St., Chicago 5, Ill. 





STEEL SHIPPING DRUMS 


Packers are permitted to carry over into the second quarter 
of this year any unused portion of their first-quarter quota of 
new steel shipping drums,’ War Production Board officials 
pointed out at a meeting of the Steel Shipping Container Indus- 
try Advisory Committee. Packers’ quotas of drums in the sec- 
ond quarter also were provided in an amendment to Limitation 
Order L-197, issued March 31, said W. P. B., adding: 


In response to an inquiry by a committee member, W. P. B. officials 
pointed out that quotas under the order merely limit the quantity of 
new drums a packer may use to the tonnage included within this quota. 
There is no assurance that the quantity of new drums will be available 
from any particular manufacturer. Direct military orders placed with 
the drum producers must be given preference. The volume of such 
orders has increased materially and is absorbing the greater part of 
some manufacturers’ entire production. New drum users experiencing 
difficulty in obtaining drums from their regular sources at the time 
required were urged by W. P. B. officials to contact other suppliers 
until their usual supplier is again in a position to fill their needs. 

The situation concerning the supply of box cars for shipping steel 
containers is still serious, industry members said, although it has 
shown some improvement in recent weeks. Shortages of box cars have 
compelled some metal container manufacturers to slow down production, 
they told W. P. B. officials. Some committee members mentioned their 
difficulties in obtaining cars suitable for transporting metal barrels. 

The availability of steel is the principal limiting factor in the steel 
drum and pail production program, committee members agreed. 


SATURDAY UNLOADING HOLIDAY 


In illustration of what he said the railroads were confronted 
with in refusal of receivers of freight to accept deliveries on 
Saturday, W. C. Kendall, chairman of the car service division 
of the Association of American Railroads, made public a report 
he had received from J. F. Duesenberry, A. A. R. district man- 
ager at Pittsburgh, Pa., stating that in Pittsburgh there were 
330 L. C. L. receivers who restricted the delivery of freight. 
Most of the restrictions were on Saturday, said he, adding that 
a number would not accept freight at all on Saturdays, others 
not before 10 a. m., others not after 12 noon, some not after 
2 p. m., ete. 

This, said Mr. Duesenberry, revealed “the finicky ideas of 
some receivers in the Pittsburgh area as to when their freight 
should be delivered and the restrictions placed by these firms.” 

Refusal of receivers to accept deliveries on Saturday was 
one of the subjects discussed at the meeting of eastern railroad 
transportation officers at New York (see Traffic World, April 
21). Saturday unloading of freight would aid greatly in meet- 
ing the wartime transportation demands, A. A. R. officials said. 


Oo. P. A. WASTEPAPER ORDER 
Five modifications of the new invoicing and manifest re- 
quirements that became effective April 21 on all shipments of 
commercially packed wastepaper were announced April 23 by 
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enw of Price Administration (see Traffic World, April 21, 
p. ; 

The modifications, effective April 23, and which were rec- 
ommended by the wastepaper industry, follow: 


1. The total weight of each grade and the weight of each bale 
need not be stated on invoices and manifests when there are no weigh- 
ing facilities available to the commercial packer, or where the commer- 


cial packer is not engaged in the business of buying wastepaper for 
resale. 


2. A broker need not state on his invoice the street address of the 
original shipper. However, a broker is required to note such street 
address on the copy of the invoice retained by him. 

3. Where sellers are prohibited by railroad companies or govern- 
mental authorities, generally for security reasons, from entering upon 
the property for the loading of wastepaper into railroad cars, no mani- 
fest need be posted in such cars. 

4. Where a seller changes the shipment so that the original mani- 
fest is no longer fully applicable, a new manifest must be prepared 
by such seller. 

5. It is made clear that the manifest must be prepared by the first 
seller making delivery not only from a warehouse or packing plant, but 
also from other points of accumulation. 

(Amendment No. 12 to Maximum Price Regulation No. 30—Waste- 
paper—effective April 23, 1945.) 


Freight Rates and “Reconversion” 


Opinions of railroad executives as to the relationship of 
freight rates to post-war utilization of government-owned in- 
dustrial plants and facilities built for production of war ma- 
terials are quoted in a progress report on war plants disposal 
(Senate report No. 199), submitted to the Senate by Senator 
O’Mahoney, of Wyoming, on behalf of the war contracts sub- 
committee of the Senate military affairs committee and the 
Senate’s special committee on post-war economic policy and 
planning. 

Senator O’Mahoney said the report was “merely an account 
of the steps which have been taken to date to gather information 
for the Congress on the problem of war plants disposal.’ The 
report contained the statement that letters had been addressed 
to executives of about 50 railroads, inviting them to advise the 
committees of their views as to the relationship that existed 
between railroad rates and the post-war utilization of govern- 
ment-owned steel plants. 

“It was felt,’ continued the report, “that the decision of 
the United States Supreme Court in the Georgia railroad rate 
case, allowing the state of Georgia to present to that tribunal 
a petition to enjoin an alleged rate-fixing combination, might 
make it desirable for the committee to consider the relationship 
between transportation and the best utilization for the civilian 
economy of government-owned plants. It is recognized that 
these plants, not the steel plants alone, but all of the plants, 
may have to be closed to the great detriment of the national 
economy unless markets are found for their products. It was 
felt that no group of executives would be more interested in 
studying the possibilities of expanding civilian markets and 
civilian products than the railroads, and that no industry would 
be more likely to benefit more than the railroads if a wise 
and successful program of plant disposal is developed. . . . Not 
all replies have been received, but the cooperation indicated, 
both by letter and orally, has been excellent.” 

Most of the replies from the railroad executives, according 
to the report, pointed to the complexity of the railroad rate 
structure and suggested that the over-all problem confronting 
the subcommittees with respect to rail rates was such that the 
situation could be dealt with best as and when definite, specific 
information was available as to the purposes: for which the 
individual plants and facilities were to be used, together with 
information about the general areas in which raw materials 
would originate and the destination territories of the manufac- 
tured products. 

Statement by Jeffers 


The report cited a statement by William Jeffers, president 
of the Union Pacific, including the following: 


If a plant should pass to private operation then the freight rates 
can be negotiated but not as a condition precedent to sale or disposal 
of such plant. If the rates in effect are not deemed to be proper and 
negotiations fail, then the subject should properly be referred to the 
Interstate Commerce Commission for adjudication. Otherwise other 
private interests engaged in competitive efforts would be at a decided 
disadvantage, which I am sure would create widespread public resent- 
ment. 


After noting that the railroads generally had stated that 
their ability to continue to prosper was based on their ability 
to establish new industries and to help existing industries to 
maintain a profitable business, the report referred to state- 
ments by the railroad executives that if a buyer or lessee of 
a government plant proposed to manufacture a product never 





TRAFFIC WORLD 


REGULATION OF COMMON CARRIERS 


(District Court, D. Minnesota, Fourth Division.) Where 
connecting railroads were operated by separate corporations 
and were treated as separate roads for all other purposes in 
1914, when Minnesota Railroad and Warehouse Commission 
promulgated joint rate order, such fact indicated that joint rate 
order, which did not specifically exempt such railroads, was 
intended to apply to them. Minn. St. 1941, Secs. 216.54, 218.46. 

That Minnesota Railroad and Warehouse Commission in- 
stituted proceedings against connecting railroads to show cause 
why they should not be considered as one line for rate-making 
purposes, though no order was ever entered therein, was per- 
suasive that commission had previously determined that joint 
rate order applied, since otherwise it would have been the 
duty of commission being aware that such roads were applying 
joint rate order,:to proceed to compel obedience to single-line 
order. Minn. St. 1941, Secs. 215.54, 218.19, 218.46. 

Under Minnesota statute providing that statutory remedies 
relating to Railroad and Warehouse Commission and to common 
carriers shall not abridge common law remedies, fact that ship- 
per claiming that defendant railroad had erroneously collected 
joint line rates over a connecting railroad had no statutory 
remedy before the commission for the overcharge did not 
authorize shipper to review commission’s determination estab- 
lishing joint line rates in a common-law action against defend- 
ant carrier for collecting excessive rates. Minn. St. 1941, Secs. 
216.24, 216.54, 218.46. 


Where Minnesota Railroad and Warehouse Commission ex- 
ercised its jurisdiction when question was squarely presented 
to it and determined that a joint rate order applied over con- 
necting railroads and there was no appeal from its orders, or 
any subsequent petition to review commission’s finding, and 
shippers and railroads alike assumed that joint rates applied 
for over 25 years, a federal District Court was without jurisdic- 
tion to review commission’s decision, or to determine whether 
defendant railroad and connecting railroad were a single line 
for rate-making purposes. Minn. St. 1941, Secs. 216.24, 216.54, 
218.46. (Watab Paper Co. vs. Northern Pac. Ry. Co., 58 Fed. 
Supp. 923.) 








before shipped from that point, rates would have to be worked 
out with the industry and with connecting lines to territories 
to which the industry desired to ship, and that the rates 
must be properly related to those enjoyed by established com- 
petitors. 

From the Central of New Jersey, the committees said, 
came the advice that steel plants in existence in this country 
before the war were built up primarily with relation to the 
then-existing levels of transportation costs, and that relative 
changes in the delicately adjusted pattern of those costs should 
be undertaken with utmost caution. The report observed that 
the Denver & Rio Grande Western pointed to construction of 
war plants in their present locations as a matter governed 
by strategic rather than economic and commercial reasons and 
that this railroad believed that, until it had been determined 
whether or not the present dislocation of normal traffic flow 
would continue after the war, it would be difficult and im- 
practicable to indicate rates that would be equally satisfactory 
to the shipper and the carrier. 


“Pennsy” Fears Rate “Freeze” 


The Pennsylvania Railroad Co., according to the report, 
expressed grave concern over the Supreme Court’s decision in 
the Georgia rate complaint case, anticipated serious confusion 
in view of the uncertainty it felt had resulted from that deci- 
sion, and feared that out of the “welter of that confusion” 
there might come “some government-ordained rate structure, 
which . . . would freeze freight rates on a mileage basis.” 

The report referred to statements on behalf of the Louis- 
ville & Nashville that it would be hurtful to industry and the 








April 


nation 
their 1 
ment | 
materi 


contin 
certaiz 
or mig 
was sl 
that tl 
not be 


Indi 


A 
at ind 
westel 
confer 
comm: 
the C 
hearin 
May §& 
Lacey 

M 
corpo} 
ciples 
result: 
under: 
publis 
ing ra 
on E> 
subjec 
mende 
gested 
chang 
and v 

i 
mittee 
did n 
gener. 
prese! 
ice, Si 


passa 
freigh 
and u 
annué 
office: 
to joi 
object 
tion « 
jectiv 


FE 
sion 
indus 
Comr 

«6 


said 
rates 
towal 
“s 
to th 
ultim 
roads 
powe 
from 
the r 
undo 
to co 


that ° 
for tk 

7 
devel 
watel 
gatio 
large 
two 1 

0 
roads 
railro 








ictory 


eport, 
ion in 
fusion 

deci- 
ision” 
cture, 
” 


Louis- 
id the 








April 28, 1945 


national economy to expect or require the railroads to adjust 
their rates for the purpose of maintaining artificially govern- 
ment plants that were not soundly located with respect to raw 
materials and markets for finished products. 

It said the Missouri Pacific believed there was no issue 
as to relationship of rail rates and utilization of government- 
owned plants that could not be satisfactorily resolved in con- 
ference and negotiation between the railroads and the owners 
of the erstwhile government plant. As to steel rates, the report 
continued, the Missouri Pacific stated that steel was sold on 
ertain base-point prices, that the freight rate involved might 
or might not be the rate from the point from which the steel 
was shipped, and that, therefore, in some cases it was likely 
that the measure of the rate itself, whether high or low, might 
not be of any great importance. 


Industry Terminal Tariff 


A proposed general rail tariff to govern terminal services 
at industries, prepared by the chief traffic officers of eastern, 
western and certain southern railroads, following a series of 
conferences with the National Industrial Traffic League’s special 
committee on Ex Parte 104, Part II, and with division 3 of 
the Commission, will be docketed by the carriers for public 
hearings the first of which will be held in New York City 
May 8, members of the League have been informed by E. F. 
Lacey, executive secretary. 

Mr. Lacey said the traffic officers had endeavored to in- 
corporate in the proposed tariff the general statement of prin- 
ciples approved by the League—the statement representing the 
results of a joint “endeavor to reach common ground and an 
understanding concerning matters of spotting services under 
published freight rates, which would preserve the long stand- 
ing railroad practices.” He said the League’s special committee 
on Ex Parte 104, Part II, had approved the proposed tariff 
subject to interpretations on it by the carriers, and had recom- 
mended approval by the executive committee which, with sug- 
gested changes, approved the proposed tariff. The recommended 
changes had largely been accepted by the carriers’ committee 
and were incorporated in the proposed tariff, said he. 

The chief traffic officers had assured the League’s com- 
mittee that the tariff, though making some changes as to detail, 
did not propose or contemplate any fundamental change of 
general practice with respect to terminal services or to replace 
present tariffs governing certain features of transporation serv- 
ice, said he. 

The League, Mr. Lacey pointed out, originally favored the 
passage of legislation to make it clear that the published 
freight rate included terminal services of placing cars at loading 
and unloading points on industrial sidings, but that at the last 
annual meeting of the League, the League had authorized the 
officers and the Ex Parte 104 special committee to endeavor 
to join the rail carriers on a set of principles having the same 
objective. He said the executive committee approved publica- 


tion of the proposed tariff as intended to carry out the ob- 
jective of the League. 


Railroads Make Plea 


Railroad traffic officers have informally submitted to divi- 
sion 3 of the Commission a memorandum dealing with the 
industry terminal problem that has arisen as the result of 
Commission action in Ex Parte 104. 

“The life-blood of the railroads is their freight traffic,” 
said the rail statement. “It has been large volume at low 
rates that has enabled the railroads to make their contribution 
toward the development of the country. 

“As industry developed, sidings were required, plants grew 
to the point where they required more than one siding, and 
ultimately to the point where they require either industrial rail- 
roads or the equivalent in the assignment of either railroad 
power or the use of privately owned power, with allowances 
from the railroads. From these large industrial developments 
the railroads have received their most profitable business and 
undoubtedly will receive their most profitable business in years 
to come. 

“Under the circumstances, it is of the utmost importance 
that the railroads continue to provide the best possible service 
{or these industries that are the best customers of the railroads.” 

The traffic officers said that, some years ago, before the 
development of the present efficient operation of trucks and 
water lines the Commission had determined to make an investi- 
gation of the methods under which the railroads served the 


large plants throughout the country, apparently having had 
two main points in mind: 3 


One, that if they could reduce the service rendered by the rall- 
roads they would thereby substantially increase the net earnings of the 
railroads; and two, that there was a certain amount of discrimination, 
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resulting from service rendered by the railroads to the larger plants 
as compared with the service rendered to the smaller plants. 


Saying that industry had been forced to handle the move- 
ment of its commodities within the plant as well as the trans- 
portation outside of the plant by whatever means produced the 
lowest cost of handling the tonnage from the point where the 
tonnage was produced in the plant to the point where it was 
consumed by the consignee in his plant, the rail officers pointed 
out that the result was that cost studies were constantly being 
carried on to find out where savings could be made. 


Truck Competition 


“The very nature of the railroad operation is that the cars 
must run over permanent trackage located at specific points in 
the plant and such tracks must be built at the time the plant is 
laid out,” they added. “To meet the competition of other forms 
of transportation that can move readily to any point within 
the plant, it is obvious that the railroads must perform trans- 
portation for large volume at low cost. Only through that 
method can they meet competition in the future. The railroads 
must continue to give their customers a complete transportation 
service from the loading point within the plant of the shipper to 
the unloading point within the plant of the consignee without 
extra charges.” 

The railroads, facing formidable postwar truck competition 
in the services under consideration, as they said, viewed with 
great alarm the activities of the Commission toward restricting 
their ability to serve their best customers and thereby adding 
to the railroads’ difficulties in their attempts to persuade in- 
dustry to continue to lay out their plants for railroad service 
rather than truck service. Continuing, the railroads said: 


It can be easily demonstrated that the cost per car to serve the 
larger industries is far less than the cost per car to serve the smaller 
industries and that, therefore, out of the through rate there is more 
revenue left for the road haul movement on traffic moving to and from 
the large industries than there is on the traffic moving to and from 
the smaller industries. From every point of view the terminal operation 
performed for the large plant is less costly per unit than for the small 
plant, or for the team track delivery in the congested areas in the 
cities. where land values are very high. 

If the railroads lose the opportunity of serving their customers by 
giving them a complete transportation service, there is no question but 
what they will lose very valuable traffic and that through the present 
efforts of the Interstate Commerce Commission the railroads will be 
deprived of far more traffic, and consequently far more revenue, than 
could ever be saved through the restriction or elimination of the switch- 
ing service now rendered to the larger industries. Also, it is entirely 
clear that there can be no discrimination between industries if they are 
all accorded substantially the same type of service, that is, spotting 
at a convenient place for loading and unloading. 

Therefore, an analysis of the situation under present-day conditions 
clearly indicates that the Commission’s original viewpoint as to the 
savings and discrimination was based upon inadequate information and 
that, under present day conditions, if the practices of the railroads are 
carried out on an efficient and economical basis, the railroads are han- 
dling the traffic at the lowest possible cost to themselves and to the in- 
dustries without any discrimination. 


FREIGHT CAR REPORT 

In the week ended April 14, U. S. railroads reported a 
daily average surplus of 13,457 freight cars and a daily aver- 
age surplus of 15,778 freight cars, according to the car service 
division of the Association of American Railroads. 

The surplus figure comprised 2,373 plain box cars, 64 auto 
box cars, 152 flat cars, 2,821 gondolas, 2,217 hopper cars and 
5,830 cars of miscellaneous types. Comprising the average daily 
shortage figure for that week were the following: Plain box, 
14,692; auto box, 658; flat, 58; gondolas, 50; miscellaneous, 50. 

U. S. railroads had an average daily surplus of 15,325 
freight cars and an average daily shortage of 15,120 freight cars 
in the week ended April 21, the A. A. R. car service division 
reported. It said the surplus figure consisted of the following: 
Plain box, 2,084; auto box, 107; flat, 169; gondolas, 2,417; hop- 
pers, 1,967, and miscellaneous, 8,581. Comprising the shortage 
were: Plain box, 14,603; auto box, 435; flat, 10; gondolas, 8; 
hoppers, 10, and miscellaneous, 54. 


REVENUE TRAFFIC STATISTICS 


Ton-miles of revenue freight handled by Class I steam 
railroads, exclusive of switching and terminal companies, to- 
taled 56,845,141,000 in January, 1945, as compared with 60,- 
487,994,000 in January, 1944, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
of revenue traffic statistics of those roads. statement M-220. 

Revenue tons carried in January, 1945, amounted to 226,- 
689,924, as against 234,916,897 in January last year. Freight 
revenue totaled $559,125,016 in January, 1945, as compared with 
$548,655,188 in January, 1944. 

Revenue passengers carried totaled 74,994,768 and passen- 
ger revenue amounted to $139,247,095 in January, 1945, as 
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against 72,212,582 revenue passengers and revenues of $140,- 
126,097 in January, 1944. 

Freight traffic averages for January, 1945, compared with 
January, 1944, respectively, were reported as follows: 

Miles a revenue ton a road, 232.8 and 250.0; revenue a 
ton-mile, 1.008 cents, and 0.928 cents; and revenue a ton a road, 
$2.35 and $2.32. 


EPLOSIVES BUREAU REPORT 


Chief Inspector H. A. Campbell, of the Bureau of Ex- 
plosives of the Association of American Railroads, has sub- 
mitted a report of the operations of the bureau in the United 
States and Canada in 1944 to C. H. Buford, vice-president, 
operations and maintenance department, A. A. R. The report 
shows that there were seven accidents, six in the transporta- 
tion of military explosives, and one in the transportation of 
trick matches. No persons were killed. Injuries were sustained 
by one person and the property loss chargeable to the acci- 
dents was $175,440. 

There were no explosions, deaths, or injuries in the rail 
transportation of commercial explosives in 1944, according. to 
the report, which notes that the transportation of military 
explosives greatly increased over 1943, and that the tonnage 
of commercial explosives was approximately the same in 1944 
as in 1943. 

The report says the transportation of “other dangerous 
articles’ had greatly increased and that these materials were 
the cause of 990 accidents and were responsible for two fatali- 
ties, 40 injuries, and a property loss of $568,283. 


Freight Commodity Statistics 


Class I steam railways originated a total of 133,355,677 
tons of revenue freight in carloads and terminated a total of 
120,348,067 tons of such freight in October, 1944, according to 
a compilation (statement No. M-550) issued by the Commis- 
sion’s Bureau of Transport Economics and Statistics, showing 
in addition to the total tons of revenue freight originated and 
terminated in carloads, the corresponding tonnage figures ac- 
cording to geographic areas. Forwarder traffic handled in 
October by all the Class I steam roads, according to the state- 
ment, consisted of 283,734 tons originated and 282,752 tons 
terminated. 

By groups of commodities, tonnages originated and ter- 
minated, respectively, in October, 1944, were reported as fol- 
lows: 


Products of agriculture, 14,949,132 and 15,699,201; animals and 
products, 2,446,539 and 2,540,322; products of mines, 71,310,433 and 
56,433,637; products of forests, 6,836,053 and 7,073,032; manufactures 
and miscellaneous, 34,992,606 and 35,545,687. 


With respect to the totals on “products of mines,” the 
statement showed that data on such shipments of copper ore 
and concentrtes, lead ore and concentrates and zinc ore and 
concentrates had been omitted “in order to avoid revealing in- 
formation concerning certain strategic and critical materials, 
pursuant to order of the Commission, dated April 27, 1942,” 
but that such data were included in the grand totals for all 
railroads and groups of commodities. Likewise, the bureau 
said, data on shipments of crude rubber in the “products of 











Revenue Freight Loading 

Revenue freight loading the week ended April 21 totaled 
864,063 cars, according to the Association of American Rail- 
roads. This was 17,672 cars or 2.1 per cent above the preceding 
week, 25,326 cars or 3 per cent above the corresponding week 


last year, and 69,900 cars or 8.8 per cent above the correspond- 
ing week of 1943. 
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forests” category were not included in the total for that com- 
modity group, and data on several items, including “alcoho, 
denatured or wood,” sulphuric acid, and ‘explosives, N. O. S.” 
were not shown in the tabulation of items comprising the manu- 
factures and miscellaneous commodity group. 


TAXES AND TRANSPORTATION 

The tax on amounts paid for transportation of property 
yielded $19,607,137.35 in March, while the tax on amounts paid 
for transportation of persons yielded $20,512,615.43 in March, 
according to the Bureau of Internal Revenue. In March, 1944, 
the tax collections were $17,201,943.74 on property and $11,218, - 
712.08 on persons. 

The use tax on motor vehicles yielded $129,406.36 in March 
as against $87,581.69 in March, 1944. 

The tax on transportation of oil by pipeline yielded $1,444,- 
661.32 in March as against $1,483,119.29 in March, 1944. 

The federal gasoline tax yielded $34,898,193.42 in March 
as against $25,643,262.39 in March, 1944. 





Truck Freight Loading 


Freight transported by motor carriers in March in- 
creased in volume 14.4 per cent above their February total 
and was 5.5 above the corresponding figure for March, 1944, 
according to statistics compiled by the department of research 
of the American Trucking Associations, Inc. The A. T. A. said 
that comparable reports received by it from 247 carriers in 42 
states showed that those carriers transported an aggregate of 
2,141,412 tons in March, as against 1,871,948 tons in February 
and 2,030,531 tons in March, 1944. Continuing, it said: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 205.16 in March. 

Approximately 78 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
increased 14.5 per cent above February and was 6.2 per cent above 
March of 1944. 

Transportation of petroleum products, accounting for about 14 per 
cent of the total tonnage reported, showed an increase of 13.6 per cent 
above February but was 1.4 per cent below March of last year. 

Carriers of iron and steel products hauled about 4 per cent of the 
total tonnage. Their traffic volume was 8.9 per cent above February 
and 20.9 per cent above March of 1944. 

About 4 per cent of the total tonnage reported consisted of miscel- 
laneous commodities, including tobacco, milk, textile products, coke, 
bricks, building materials, cement and household goods. Tonnage in 
this class increased 21.1 per cent above February and was 5.5 per cent 
above March of 1944. 

The March tonnage of carriers reporting from the eastern district 
represented an increase of 14.6 per cent above February and was 7.9 
per cent above March of last year. 

Carriers in the southern region reported an increase of 10.6 per 
cent above February but showed a decrease of 0.8 per cent below 
March, 1944. Tonnage reported from the western district revealed an 
increase of 15.3 per cent above February and of 2.4 per cent above 
March of 1944. 


TRUCK PURCHASE FINANCING 

Financing of purchases of trucks in the postwar period on 
easier terms than have been available in the past was discussed 
by members of the postwar finance planning committee of the 
American Trucking Associations and representatives of finan- 
cial institutions at a meeting in New York City last week.. The 
A. 'T. A. group was headed by Ted V. Rodgers, A. T. A. pres- 
ident. In the discussion the view was developed that interest 
rates ranging from 3 to 4 per cent on loans for three or four 
years and possibly longer in some instances might be made 
available. No commitments on the part of the spokesmen for 
the financial institutions were made, of course, it was explained, 
but A. T. A. officials said they were pleased with the trend of 
the discussion of the problem of truck equipment financing in 





Revenue Freight Car Loading—Week Ended Saturday, April 21 
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the postwar period. The A. T. A. committee is to pursue the 
subject further al other meetings. 


Southern Motor Rate Increase 


_ The standing rate committee of the Southern Motor Car- 
riers Rate Conference informed shippers by letter, April 25, 
that it had been decided to publish emergency charges of “three 
cents on less-truckload or any quantity and one cent volume 
on intraterritorial traffic; and five cents on less-truckload or 
any quantity and two cents volume on interterritorial traffic,” 
publication to be made subject to an expiration date of March 
31, 1946, after notice to the conference membership. 

At the same time the committee told shippers that, as those 
shippers attending a joint meeting April 24 had been told, a 
proposal to increase all less-truckload or any quantity rates now 
less than 45 cents a hundred pounds by 10 cents a hundred 
pounds, or an amount necessary to observe a maximum in- 
creased rate of 45 cents a hundred pounds, would be re-sub- 
mitted to the general rate committee for further consideration, 
with the recommendation that no publication be made until 
after the effective date of the emergency charge. Shippers were 
informed that the general rate committee would meet May 30 
and that they would be welcome at that meeting. 

In a discussion of three suggested increases, the committee 
included in its letter an analysis of data furnished by 55 car- 
riers to show the percentage increases that would result under 
each of the suggestions, and observed that the proposals adopted 
resulted in an increase of 3.79 on intraterritorial traffic and 
3.65 on interterritorial traffic. It said tests had been made by 
some of the carriers present at the April 24 meeting as to their 
operations and that “it developed that the increased revenue, 
while, of course, helpful would not result in an operating ratio 
that would be satisfactory,” under the other two proposals on 
interterritorial traffic. 

“While we realize that there will be some objections from 
some of the shippers as to the action taken, we hope that each 
of you will realize the position in which the southern carriers 
find themselves and, if possible, go along with the proposal as 
adopted,” said the committee. 


CENTRAL STATES MOTOR RATE INCREASE 


The central rate committee of the Central States Motor 
Freight Bureau, Inc., April 24, announced that it would file 
tariff supplements with the Commission carrying emergency 
rate increases, with an expiration date of not more than one 
year hence, of 2% cents a hundred pounds on less-truckload 
traffic, and one cent a hundred pounds on truckload traffic. The 
action was taken after a shipper committee, headed by W. H. 
Ott, traffic manager, Kraft Cheese Co., had indicated it would 
not oppose that action. The increases, according to the Bureau, 
will be filed on statutory notice. 

The shipper committee had met April 23 to discuss the 
nature of increases necessary to give the carriers operating 
ratio relief. It was estimated that the increases the shipper 
committee as a group was willing to support, leaving to indi- 
vidual shippers the right to oppose them, would result in an 
operating ratio for the carriers of 94.5. In arriving at the deci- 
sion not to oppose, the shipper committee expressed a willing- 
ness to accept the group figures on traffic and operating costs 
as submitted by the carriers rather than to make a study of the 
figures for individual carriers. 

After discussion of proposals of eastern-central motor car- 
riers to increase rates 3 cents a hundred pounds on less-truck- 
load, and one cent a hundred pounds on truckload traffic, J. A. 
Jacobson, of the Chamber of Commerce, Cleveland, and Grant 
Arnold, of the Detroit Board of Commerce, agreed to appear 
April 30 before the committee for the eastern-central carrier 
group to voice the opinion that the increases should be no more 
than those adopted by the central states carriers. 


Private Carrier Savings 


Although hauling greater tonnage than ever before, pri- 
vate motor carriers were operating throughout the nation at 
mileage savings of nearly one-third over 1941, the highway 
transport department of the Office of Defense Transportation 
said in a summary of private motor carrier operations for 1944. 

“The overall reduction was accomplished through conser- 
vation efforts of the carriers themselves, through collective 
joint action arrangements, and through the conservation re- 
quirements of O. D. T. General Order No. 17 which effected a 
25 per cent reduction of 1941 mileage,” it said. ‘Deliveries, in- 
cluding wholesale and retail deliveries, were also reduced by 
the provisions of this order. 

“Exclusive of farm. vehicles and tank trucks, approximately 
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2,393,000 motor trucks and tractors are being operated by pri- 
vate carriers. In 1941 these motor trucks and tractors were 
operated approximately 34,000,000,000 miles. As of Aug. 31, 
1944, they were certified to operate about 22,500,000,000 miles, 
a reduction of more than 11,500,000,000 miles.” 

“In achieving these marked savings, great credit must go 
to the carriers who voluntarily took steps to maintain their 
operations within the limits of O. D. T. orders,” said Director 
Johnson. “The carriers represent practically every private in- 
dustry using motor trucks in the conduct of their business. 

“The joint action plans adopted are in effect in every state 
in the Union and concern carriers operating within cities, coun- 
ties, and sometimes in whole states. In spite of continued 
shortages in manpower, equipment, parts and tires, the car- 
rier industry has maintained adequate transportation service. 
Only in surprisingly few cases have there been instances of 
inability to render satisfactory service. However, the present 
shortage of tires, particularly for heavy trucks, will present 
added difficulties during the summer months.” 

Joint action arrangements fall into two broad types: (1) 
Standardization of delivery methods and practices—finding new 
ways of cutting corners, of paring down needless operations, 
and (2) Reciprocal delivery service, embodying such arrange- 
ments as alernate daily or route deliveries. Private carriers 
engaged in wholesale and retail deliveries of milk and related 
dairy products, processed foods, laundry and dry cleaning and 
solid fuel have found the first type adaptable to their opera- 
tions, while private carriers distributing newspapers and fruits 
and vegetables have used the second type. 

“The savings accomplished through the 1,201 joint action 
plans thus far adopted amount to approximately 130,919,000 
truck miles annually, with additional savings in manpower, 
tires and equipment,” said the department. 


Tire Production Schedule 


A revised second quarter tire production schedule calls for 
manufacture 5,775,307 truck and bus tires as against the sched- 
ule of 5,085,604 tires announced in March, W. J. Sears, deputy 
director of the Rubber Bureau of the War Production Board, 
has announced. The total includes tires for military and civilian 
use. It had been possible to revise the schedule upward, it 
was stated, because it was expected that additional amounts of 
critical components, particularly carbon black, would be avail- 
able to the rubber manufacturing industry. The bureau again 
urged conservation of tires. 

Names of several technical experts in rubber production 
who have been “loaned by the rubber industry” to assist the 
work of the War Production Board’s rubber bureau have been 
announced by the W. P. B. 

According to the announcement, Ralph F. Wolf, chief chem- 
ist of the Polson Rubber Co., Garrettsville, O., is working with 
the bureau’s tire and tube division on scheduling of tube pro- 
duction; Frank Kovacs, of Akron, O., former director of de- 
velopment for the Seiberling Rubber Co., will assist the bureau’s 
technical operations staff in matters of rubber compounding 
and tire design; C. Robert Case, resident engineer in Washing- 
ton for the Goodyear Tire & Rubber Co., since 1942, also will 
work with the bureau’s technical operations staff; Gilbert K. 
Trimble, vice president of the Midwest Rubber Reclaiming Co., 
of East St. Louis, Ill., heretofore a consultant to the assistant 
director for technical operations, will give full time to increas- 
ing production of reclaim rubber, and Roy Faylor, of the Good- 
year Tire & Rubber Co. at Akron, will act as consultant to the 
program and statistics division of the bureau. The W. P. B. 
announced that Frank P. Downey, Jr., of the American Machine 
& Foundry Co., Brooklyn, N. Y., had become the bureau’s 
special director of rubber programs and would work on over-all 
administrative and personnel problems. 

When specific assignments were completed, men now on 
loan from industry would be released, so as to assist their com- 


panies in the production of tires, tubes and other rubber prod- 
ucts, the W. P. B. said. 


SURPLUS AUTOMOTIVE VEHICLE DISPOSAL 


The Surplus Property Board has announced that, effective 
May 1, the Department of Commerce, instead of the Treasury 
Department, will handle disposal of surplus automotive vehicles 
and equipment. 


D. P. C. MOTOR COMMITMENTS 
The Reconstruction Finance Corporation has announced 
that Defense Plant Corporation, a subsidiary of R. F. C. has 


authorized the following commitment in connection with the 
war effort: 


Execution of a contract, at the request of the Office of Defense 
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Transportation, with Carolina Motor Express Lines, Inc., Indianapolis, 
Ind., providing truck transportation facilities, at a cost of approximately 
$70,000, for operation in the states of Indiana, Illinois, Ohio, West Vir- 
ginia, Virginia, North and South Carolina and Georgia. Carolina Motor 
Express Lines, Inc., will operate these facilities, for the transportation 
of military supplies, title remaining in Defense Plant Corporation. 


NEW YORK COMMISSION CERTIFICATES 


The Public Service Commission of the state of New York 
has issued a warning to motor carriers of property operating 
under certificates granted by it that they must not discontinue 
or curtail service to shippers without authority from the com- 
mission. It said it had received complaints in recent months 
that some motor carriers among the 2,575 granted certificates 
had abandoned service in whole or in part, and reminded the 
carriers that the authority granted them imposed an obligation 
as well as conferred a right to serve the public, “and that it 
may not lightly be cast aside.” The letter embodying the warn- 
ing expressed recognition of the difficulties arising out of the 
war effort. 


U. S. RUBBER SAFETY RECORD 


United States Rubber Company plants operated more than 
150,000,000 man-hours in 1944 with an overall average of 6.14 
lost-time accidents per million man-hours worked, according to 
an announcement made by Herbert E. Smith, president. The 
best safety record, he said, was made at the Des Moines ord- 
nance plant where less than one lost-time accident had occurred 
per million man-hours worked. 


PICKUP TRUCK IN PRODUCTION 

The Dodge Division of the Chrysler Corporation announces 
that a one-half ton utility truck, the first of its kind since pro- 
duction stopped in February, 1942, is rolling off assembly lines 
as a part of the War Production Board allocation for necessary 
vehicles for the first half of 1945 to keep up home-front serv- 
ices. The announcement says buyers will have to obtain pri- 
orities. 


FORD PARTS DEPOT IN SEATTLE 
The Ford Motor Co. has purchased a 12-acre plot of land 
in Seattle, Wash., and has in preparation plans for the con- 
struction of an $800,000 parts depot here. The company says 
the Seattle depot is one of several to be constructed in various 
sections of the country as part of a $150,000,000 post-war ex- 
pansion program. 


GUARD FOR LIFT TRUCK OPERATORS 


The Towmotor Corporation, Cleveland, has developed over- 
head guards to fit all of the company’s lift truck models, in an 
effort to provide protection for operators in cases where they 
might be endangered by falling objects. The guards are con- 
structed of steel tubing, come in two standard sizes, and are 
easily installed, according to the company, a wrench being the 
only tool required. It says no cutting or drilling on the truck 
frame is necessary and that ten or fifteen minutes will suffice 
for installation of the guards by means of bolts and clamps. 





UNITED NATIONS’ TRANSPORT NEEDS 


Acute transportation shortages confront the United Nations 
in war devastated areas, according to a statement issued by 
the Combined Production and Resources Board. Such shortages 
will be felt by civilians in the United States, according to the 
board. 

“Transportation difficulties in Europe are now affecting 
food and material deliveries, as well as the adjustment of dis- 
placed populations,” said the board. “The quickest way to get 
transportation resumed is through use of motor trucks. Only 
about one-third of the pre-war trucks of Europe are today 
serviceable. The trucks at present programmed from the United 
States, Britain and Canada will probably fail to meet needs, 
but all are striving to make larger provision. An end of the 
war in Europe might release a substantial number of military 
trucks, and this, if it occurs, may materially help the situation.” 


EXPRESS SERVICE TO WORLD CONFERENCE 


Railway Express Agency has made plans for special ex- 
press service on all shipments to and from the United Nations 
world security conference at San Francisco. An express office 
has been established in the building where the sessions will be 
held, and William A. Lewis heads a staff of assistants to handle 
rail and air express shipments. The office will be open during 
conference hours each day and night 
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Air Traffic and Revenues 


The Civil Aeronautics Board has announced that mail 
pound-miles flown by the 18 domestic airlines in February in- 
creased 44.42 per cent and express pound-miles increased 72.52 
per cent over the corresponding month in 1944, and that revenue 
miles increased 54.39 per cent. The number of revenue passen- 
ger-miles increased 54.56 per cent, compared with February a 
year ago, the board said. 

The airlines flew 86.53 per cent of their scheduled mileage 
in February. Of the 18.71 average available seats a mile, about 
83.44 per cent were occupied by revenue passengers, as com- 
pared with 18.32 average available seats of which 86.27 per 
cent were occupied by revenue passengers for the same month 
last year. 

The average airplane load on the commercial airlines in 
February was 15.61 passengers, 719.7 pounds of mail, and 274.1 
pounds of express, as compared with 15.80 passengers, 770.1 
pounds of mail, and 245.5 pounds of express a year ago, accord- 
ing to the board. 

The major figures for February and for the twelve months 
ended with February were: 


12 12 
Months Ended Months Ended 
Feb. 1945 Feb. 28, 1945 Feb. 28,1945 
Revenue Miles Flown.... 13,327,121 153,110,454 107,971,449 
Revenue Passenger Miles. 192,713,560 2,384,415,125 1,689,839,747 
Mail Pound Miles........ 9,589,366,478 107,378,047,893 76,230,967 ,236 


Express Pound Miles..... 3,651,302,641 
Revenue Passenger Load 
factor (per cent of seats 
Se | a 


37,604,710,921 31,739,521,803 


83.44 88.63 89.00 


Net operating revenue in December of the 18 domestic air 
carriers, including All American Aviation, Inc., and Hawaiian 
Airlines, the C. A. B. announced, reached a total of $1,476,844, 
representing an increase of $2,315,133 over their net operating 
revenue for December, 1943. For the year ended December 31, 
1944, th net operating revenue of all the domestic airlines was 
—— as against $27,375,580 for the calendar year 1943, 
it said. 

Revenue miles flown in 1944, including 13,941,246 in Decem- 
ber, totaled 143,651,689, as against 105,193,330 in the preceding 
year, of which 9,291,256 miles were flown in December, 1943, 
according to the C. A. B. report. 

The board showed that operating revenues for December, 
1944, totaled $14,972,132, as against $10,287,065 for December, 
1943, while operating expenses for December, 1944, totaled 
$13,495,288, as against $11,125,354 in the last month of 1943. The 
revenue figures included the following: Passenger, $10,504,753 
in 1944 and $7,117,406 in 1943; mail, $3,415,973 in 1944 and 
$2,470,140 in 1943; express and freight, $814,312 in 1944 and 
pogo in 1943, and “all other,’ $237,094 in 1944 and $166,689 
in 3 

For the year 1944, the operating revenue totaled $160,175,- 
042 and operating expenses totaled $124,260,818, as against cor- 
responding totals of $122,885,552 and 094,347,972 for 1943. Com- 
ponents of the operating revenue figures were shown as follows: 


1944 1943 
Seis J ote w aw wlad Miltonk 59 A A ea mans $115,782,567 $87,287,163 
SE errr ny eee ere eR eee eT ee 33,314,755 24,210,184 
ME: URN TN io i5 oo 6.6.05: 44-05800 10 Gian 0d sre 8,216,218 8,565,951 
NIN ye ses Bd ott ra ciae laretie ters MUA TRIa ch ns Rae ane 2,861,502 3,022,254 


Air Certificate Applications 


Several proposals of domestic air carriers to expand their 
networks of routes are included among new certificate applica- 
tions filed with the Civil Aeronautics Board. These applications 
include five by Transcontinental & Western Air, Inc., five by 
Pennsylvania-Central Airlines Corporation, one by United Air 
Lines, one by Delta Air Corporation proposing extension of its 
service northward to New York City, one by Northeast Airlines 
proposing service to New Orleans from its present southern 
terminus at New York City, and one by Colonial Airlines pro- 
posing operations from Boston, Mass., to New Orleans. 

The new applications filed at the C. A. B. follow: 


No. 1835, Northern Airways, Fairbanks, Alaska; scheduled trans- 
portation of property and mail by use of an automatic air mail pickup 
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device over four circle routes out of Fairbanks and on a route between 
Fairbanks and Bethel, Alaska, and scheduled transportation of persons, 
property and mail between Fairbanks and Barrow, Alaska, and Fair- 
banks and Hogatza, Alaska. 

No. 1836, Northern Airways; scheduled transportation of persons, 
property and mail between Fairbanks, Alaska, and Whitehorse, Canada. 

No. 1837, John P. Carey, New York City; scheduled transportation 
of persons, property and mail between LaGuardia Field, Idlewild Air- 
port, Floyd Bennett Field and Rye Airport, N. Y., and Newark Airport 
and Bendix Field, N. J. Applicant says he is president of the Grand 
Central Cadillac Renting Corporation, New York City. 

No. 1838, John P. Carey; «on-scheduled transportation of persons, 
property and mail between airports in an area within 75 miles of 
LaGuardia Field, New York City. 

No. 1840, Transcontinental & Western Air, Inc., Kansas City, Mo.; 
amendment of certificate for route No. 44 (between Kansas City and 
Newark-New York City via Chicago and between Kansas City and Pitts- 
burgh, Pa.) so as to extend that route from Chicago to Los Angeles, 
Calif., via Denver, Colo., and via Phoenix, Ariz. 

No. 1841, Transcontinental & Western Air, Inc.; amendment of 
certificate for route 2 (between Newark-New York City and Los Angeles 
via, among other points, Indianapolis and St. Louis), so as to add 
Denver as an intermediate point. 

No. 1842, United Air Lines, Inc., Chicago, Ill.; extension of route 1 
(between New York City and San Francisco via Chicago) so as to 
include Sioux City, Ia., as intermediate point. 

No. 1843, Transcontinental & Western Air, Inc.; amendment of cer- 
tificate for route No. 67 (between Pittsburgh and Boston) so as to 
include as intermediate points Scranton-Wilkes Barre, Pa., New Haven, 
Conn., Providence, R. I., and Worcester, Mass. 

No. 1844, Transcontinental & Western Air, Inc.; extension of route 
No. 58 (between St. Louis and Detroit) beyond Detroit to Newark-New 
York City via Buffalo and Binghamton, N. Y., and beyond Detroit to 
Boston via Buffalo, Binghamton and Albany, N. Y., and via Buffalo, 
Rochester, Syracuse, Utica, and Albany, N. Y. 

No. “1845, Transcontinental & Western Air, Inc.; amend certificate 
for route No. 61 (between Dayton, O., and Washington, D. C.) so as 
to include Pittsburgh, Pa., as intermediate point. 

No. 1846, Northeast Airlines, Inc.; scheduled transportation of 
persons, property and mail between New York-Newark and New Orleans, 
La., via Philadelphia, Pa., Baltimore, Md., Washington, D. C., Rich- 
mond, Va., Winston-Salem and Charlotte, N. C., Greenville, S. C., 
Atlanta, Ga., and Montgomery, Ala. 

No. 1848, Pennsylvania-Central Airlines Corporation, Washington, 
D. C.; extension of route 55 (between New York City and Birmingham, 
Ala.) from Birmingham to New Orleans via Mobile, Ala. 

No. 1849, Pennsylvania-Central Airlines; amendment of certificate 
for route 55 to permit inclusion of Philadelphia as intermediate point. 

No. 1850, Pennsylvania-Central Airlines; scheduled transportation 
of persons, property and mail between Washington, D. C., and Newark- 
New York City via Baltimore, Md., Wilmington, Del., and Philadelphia. 

No. 1851, Pennsylvania-Central Airlines; amendment of certificate 
for route 34 (between Washington, D. C., and Buffalo, N. Y.) so as to 
include Philadelphia as an intermediate point. 

No. 1852, Pennsylvania-Central Airlines; scheduled transportation of 
persons, property and mail between Buffalo and Newark-New York via 
Rochester, Binghamton and Scranton-Wilkes Barre. 

No. 1853, Delta Air Corporation, Atlanta, Ga.; extension of route 
24 (between Charleston, S. C., and Savannah, Ga., on the east, and 
Fort worth and Dallas, Tex., on the west) from the intermediate 
point Meridian, Miss., to New Orleans; from the intermediate point 
Atlanta to New York City via specified points, including Washington, 
D. C., and from Birmingham to Asheville, N. C., via Chattanooga, Tenn. 

No. 1857, Colonial Airlines, Inc., New York City; scheduled trans- 
portation of persons, property and mail between Boston and/or Bedford, 
Mass., and New Orleans, La., via specified intermediate points, includ- 
ing New York City, Baltimore and Washington. 


Patterson on Airline Expansion 


W. A. Patterson, president of United Air Lines, addressed 
the third session of the Chicago Forum on Aviation, conducted 
by the Chicago Association of Commerce and the University of 
Chicago, in the LaSalle Hotel, April 24. He spoke on “Pros- 
pective Expansion of Airline Routes and Services in the United 
States,” discussing trunk lines, local and feeder lines, non- 
scheduled or irregular route services, and air cargo operations. 

As to passenger service on trunk-line routes, he said the 
developments to be expected were the addition of points to 
existing routes; the integration and modification of existing 
systems to permit flexibility in service; more direct competition 
between trunk airlines as a result of the entry of various air- 
lines into major traffic gateways; the merger of existing domes- 
tie systems; increased schedule frequency; services of different 
classes leading to different charges for the different types of 
service; and dispensing with reservations especially for shorter 
irips. ' 

He expressed the opinion that enthusiasm for local and 
feeder line routes and services was based largely on lack of 
knowledge of problems to be encountered and of the type of 
market to be served, observing that applicants to the Civil Avia- 
tion Board for certificates for such service had made it plain 
by the factual data submitted that a substantial portion of their 
operating costs would have to be met by subsidies in the form 
of a high mail pay. He said the market represented by the small 
city was predominantly a short-haul market. He said develop- 
ments that could be foreseen in the next five years in equip- 
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ment and fares made premature route expansion for local and 
feeder service to smaller cities and towns, as well as the estab- 
lishment of additional airlines for that purpose at the present 
time. 

In the course of discussing non-scheduled operations, Mr. 
Patterson said if the declared national air transportation policy 
was to be executed, it was necessary that appropriate regula- 


_ tion be extended to presently unregulated carriers. 


In treating of air cargo, he said if all intercity first class 
mail moving between points over 400 miles apart were to go by 
air, it would be equivalent to 75 per cent of all non-local first 
class mail and that the ton-mile volume could ultimately be ex- 
pected to be six and one-half times the volume commonly 
known as air mail in the normal prewar years. 


“Air parcel post is non-existent at the present time, except 
as small packages are sometimes sent at the regular air mail 
rate,” he said. “The air potentialities in this field are the sub- 
ject of current investigation but no conclusive findings have as 
yet been made. There is a bill now pending in Congress which 
would create such a service. That the potential is large can 
be seen from the fact that in 1940 the volume of surface parcel 
post was ten times that of surface first class mail. If air parcel 
post rates to the public can be set at levels that will attract to 
the air one-half of the surface parcel post volume moving over 
400 miles, then the airlines will have a total mail volume nearly 
five times that already suggested if only all first class mail 
were to be airborne. Such an air parcel post volume would re- 
quire a schedule and service pattern of its own, flown by about 
125 aircraft.” 


His company’s studies indicated that the most likely field 
from which the transport of general merchandise could be di- 
verted to the air was that now moving by first class railway 
express, he said, and that if rates could be set low enough to 
capture one-half of that market, a fleet of something under 200 
all cargo planes were indicated, operating over a route and 
service pattern superimposed to a large extent on that provided 
for the passenger service. He described experiments made by 
his company in flying perishable freight over the week-ends 
from California to markets in the east. He said when those 
fruits and vegetables were placed on sale in retail stores along- 
side of competitive railborne products, the former would sell 
for a premium sufficient to cover air transport rates of 15 cents 
to 20 cents per ton-mile. He said it was not yet certain what 
effect high original quality, attractive packaging, advertising 
and novelty influenced these purchases, and pointed to difficul- 
ties encountered when weather and operational difficulties de- 
layed such shipments by air, and suggested, a little later, that 
this might be a field for the contract operator. 


Monro on Aviation Needs 


Air transport service was growing so rapidly that the 
Washington National Airport, placed in use only three years 
ago, already had become inadequate as to many of its facili- 
ties, and LaGuardia Field at New York City had become obso- 
lete because it could not be expanded, said C. Bedell Monro, 
president of Pennsylvania-Central Airlines Corporation, of 
Washington, D. C., in an address April 24 at a luncheon of the 
Advertising Club of Washington, in which the club observed 


the eighteenth anniversary of the establishment of Pennsyl- 
vania Central. 


Mr. Monro said he was astounded by the rapidity and 
extent of the growth of air transport service and by the changes 
that were taking place each year in development of aviation. 
He said that 20 years ago all the domestic airlines carried a 
total of only 2,800 passengers; that in 1927 they carried a 
total of 8,600 passengers, and that in four days of April this 
year, Pennsylvania-Central alone carried more passengers than 
the entire air carrier industry transported in 1927. He said 
P.-C. A. expected to carry over 700,000 passengers this year. 

In March, 1945, he said, there were over 13,000 landings at 
the Washington airport—one every 3% minutes. Intensive 
advertising and promotion had been an important reason for 
airline growth, he said. He added that airlines were fortunate 
to have grown up under the guidance of protective legislation. 
In a discussion of ‘‘the need for constant reappraisal in avia- 
tion,” he said that, since LaGuardia Field had become obso- 
lete, New York City was building its new Idlewild airport with 
thought for the future. This airport would cover six square 
miles and would accommodate 360 movements an hour, he 
added. 

Mr. Monro said that there was a present need for improve- 
ment of air traffic control systems; that traffic at airports was 
sometimes so heavy that planes awaiting their turn to land 
faced delays of such length that they had to proceed to an- 
other airport where the traffic was not so heavy, before their 
gasoline reserve was consumed, and that many cancellations 
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of flights were due to traffic congestion and “the obsolete 
system of landings.” 

He commanded the Civil Aeronautics Board and other 
government agencies involved for their work in obtaining re- 
turn of planes to the airlines, and said that there were now 
more airplane seats available than were available in “the 1941 
peak” of air passenger business. 

Describing aviation legislation as an “air umbrella” for 
the air transport industry, he said it was vital that no legis- 
lation be enacted that would stultify aviation development, and 
that such stultification would result if the states enacted laws 
that would mean duplication, within the states, of the activi- 
ties of the C. A. B. Railroads had been active in promotion 
of such state legislation, he said. He expressed opposition to 
creation of a monopoly in air transport service and said that the 
terms “chosen instruments” and “community company” had 
been adopted by proponents of such monopoly to get away 
from the stigma of the word “monopoly.” He added that if 
such a “topheavy giant’ were created by Congress and this 
action proved to be a mistake, the corrective process would be 
interminable if not impossible. 


Referring to airport construction plans, he said that the 
possibility of wasting national, state and municipal government 
funds by unwise planning of airports was ‘“‘super-colossal.” 

Pennsylvania-Central Airlines has announced re-election of 
Mr. Monro as president, election of Raymond G. Lochiel as 
vice president, a position he will hold in addition to the office 
of treasurer, and re-election of the following other officers: 
J. H. Carmichael, J. J. O’Donovan and Robert J. Wilson, vice 
presidents, and Hayes Dever, secretary. 


Aviation Industry Reconversion 


Aircraft manufacturers, members of the Aeronautical 
Chamber of Commerce of America, Inc., meeting in Washington 
this week to consider postwar conversion of the aviation in- 
dustry to peace-time production, asserted they did not want 
a subsidy to maintain operations. All that was needed, they 
said, was a clear definition by Congress and the administration 
of postwar aviation policies and forthright action to put those 
policies into effect. 


“The industry is ready to begin producing new transport 
and personal aircraft at the earliest possible moment con- 
sistent with the national interest,’ said Donald W. Douglas, 
president of Douglas Aircraft Co., and chairman of the’ board 
of governors of the aeronautical chamber. “Wartime innova- 
tions and improvements developed in turning out the all-time 
record production of war planes can be incorporated in new 
postwar models to provide Americans with safer, faster and 
more economical air transportation.” 


However, before the industry could go ahead with its 
postwar plans, it must have the answer to the questions that 
would determine what facilities it would have for postwar 
production and when these facilities will be available, said 
Mr. Douglas, adding: 


The answers involve finding a solution to such basic national prob- 
lems as: (1) What shall be the strength and structure of our peacetime 
air forces? (2) What steps will be taken by the government to insure a 
continuation of present technical development in aircraft? (3) What do 
Congress and the armed services plan to do to insure America a strong 
aircraft industry? (4) What facilities will the government require as a 
stand-by reserve? 

Other problems call for early action by Congress and government 
agencies. For example, surpluses of war-weary and obsolete aircraft 
airplane engines and components, continue to pile up month by month. 
Much larger accumulations are certain with the end of the war in Eu- 
rope. Yet, no concrete plans for disposing of these aircraft surpluses 
have been devised. 

With the end of the war in Europe in sight, prompt authorization 
for the production of experimental models of transport and personal 
aircraft is essential if production of civilian craft is to go ahead after 
V-E Day. Clearly, such authorization need not interfere with the war 
production program in view of cut-backs already taking effect. 

Action on other basic national problems likewise is urgent. A great 
volume of testimony has been presented before the Senate commerce 
committee in behalf of the pending national airport plan. Action to 
initiate the proposed network of airports and airparks is essential to a 
healthy growth of postwar air transport and personal flying as well. 
Construction of these landing facilities will provide a large volume of 
employment. 


SURPLUS PLANE ALLOCATIONS 


The Surplus Property Board has announced allocation of 
additional surplus transport planes to domestic and foreign 
airlines, bringing the total of surplus transports so far allocated 
to 199, of which, according to the board, domestic applicants 
have received 122 and foreign applicants 77. The new alloca- 
tion, it said, included six planes to domestic and four to foreign 
applicants, but, it added, eight of these represented transports 
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rejected for various reasons by applicants to whom they had 
previously been allocated. 

Allocated to domestic applicants, the board announced, 
were two Douglas (DC-3 type) planes, one to American Air- 
lines, Inc., and one to Pennsylvania-Central Airlines Corpora- 
tion, and four Lockheed (Lodestar type) planes, of which one 
went to the Kollsman Instrument Division of Square D Co., 
one to Page Airways, one to Skyways International Trading & 
Transport Co., and one to Trans-Marine Airlines, Inc. Three 
Douglas (DC-3 type) planes were allocated to the civil avia- 
tion agency (Secretariado Aviacion® Civil) of the Portuguese 
government, and one Lodestar type plane was allocated to the 
ministry of war and navy of Venezuela. 

Five smaller transport planes, not included in the figures 
as to total number of transports allocated, also have been 
allocated, according to the board. It identified these planes 
and their recipients as follows: AT-7 (Beech) to McCullough 
Tool Co.; AT-11 (Beech) to Specialties, Inc.; UC-64 (Norduyn) 
to All American Aviation, Inc.; Lockheed Electra Aircraft, one 
to Essair, Inc., and one to Noble Drilling Co. 


AIRLINE POSTWAR FINANCING 


Three banks and an insurance company have undertaken a 
continuing study of the problems of financing the airlines in 
the postwar period, and in a pamphlet, “Airline Finance,” being 
made available to “qualified persons in this field,” predict that 
by 1950 the airlines will fly an estimated eight billion passenger 
miles, and that they will need $500,000,000 to meet this pre- 
dicted operation, and an additional $250,000,000 to finance 
equipment for international services. 

The pamphlet is devoted entirely to the air transport in- 
dustry from the point of view of the medium-term lender mak- 
ing loans secured by flying equipment, and discusses equipment 
trusts, conditional sale contracts, and chattel mortgages as 
financing interests. 

The study was made jointly by Bankers Trust Co.; Mutual 
Life Insurance Co. of New York; Chase National Bank; and the 
New York Trust Co., and was conducted under the supervision 
of Gordon D. Brown, a consultant on aviation. 


AIRLINE CONTROL APPLICATION 

The Otto Aviation Corporation, of Newark, N. J., has asked 
the Civil Aeronautics Board, in an application assigned docket 
No. 1839, to approve proposed control by the corporation of 
aeronautical activities contemplated in another application filed 
by it and now pending before the board. The applicant says 
it manufactures airplane accessories and conducts certain 
charter and fixed-base air service operations. 


K. L. M. FOREIGN AIR PERMIT 


The Civil Aeronautics Board, by an order (serial No. 3612), 
has extended for a further period of three months from April 30 
the temporary foreign air carrier permit held by the Royal 
Dutch Air Lines (K. L. M.) with respect to air service in the 
Caribbean area, between Miami, Fla., and Curacao. 


NEW YORK-SEATTLE AIR SERVICE 


Authority to institute air transport service on a route to 
be known as route No. 69, between Minneapolis-St. Paul, Minn., 
and New York City, via Milwaukee, Wis., and Detroit, Mich., 
has been granted to Northwest Airlines, Inc., by the Civil 
Aeronautics Board, by an order (serial No. 3607) in “Docket 
No. 629 et al., Chicago-Milwaukee-New York Service,” a pro- 
ceeding in which Northwest Airlines obtained authority to ex- 
tend its service eastward from its Seattle-Twin Cities route to 
Detroit and New York (see Traffic World, Dec. 23, 1944, 
p. 1640). The board said it appeared that the national defense 
no longer required that inauguration of the additional service 
authorized in Docket No. 629 et al. be delayed. 


MILITARY PILOTS AND C. A. A. 


Administrator T. P. Wright, of the Civil Aeronautics Ad- 
ministration, announced on April 23 that more than 25,000 
military pilots still in military service had obtained civilian 
pilot certificates in ‘the past five months,” pursuant to C. A. A. 
regulations revised last November to permit such pilots to 
obtain civilian certificates. He said C. A. A. flight inspectors 
had spent as much time as possible at military air fields, in- 
structing and examining military pilots, because they new that 
“as soon as military pilots are released in large numbers the 
task will be unmanageable.” 


PAN AMERICAN APPOINTMENTS 
The appointment of a group of new station managers, in 
connection with a flight schedule of 14 round trips weekly be- 
tween Seattle and Fairbanks, Alaska, has been announced by 
Pan American World Airways as follows: Kenneth Alexander 
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at Juneau; Marion Deutsch and his assistant, William McRob- 
erts, at Fairbanks; Joseph Morrison at Whitehorse; Robert 
Thorp at Port Hardy; John E. Frost at Annette; Clyde Smith 
at Nome; and Clark Bassett at Seattle. The company said the 
last of its Douglas fleet to be converted made its inaugural 
trip north in the week of April 9. 


NEW CARGO PLANE FOR ARMY 


A cargo plane with a freight-carrying compartment of 
2,312 cubic feet, is now in production for the army at the plant 
of the Fairchild Aircraft Division of Fairchild Engine & Air- 
plane Corporation, at Hagerstown, Md. With its level floor 
four feet above ground—about the same height as that of a 
standard truckhead—the cargo compartment has straight sides 
and a flat ceiling. Doors at the rear of the fuselage permit 
loading of heavy freight, and a door at the forward end of one 
side of the fuselage permits the loading of small cargo. 


LOCOMOTIVES FLOWN TO BURMA 


Eighteen locomotives, built in 92 days, have been flown 
to Burma in the first air-locomotive flight in history to help 
counter the British Army’s supply problem there, the War De- 
partment has announced. 

General Brehon Somervell, commanding general, Army 
Service Forces, received a wire on January 8, 1945, from the 
U. S. commanding general, Burma-India Theater, asking that 
delivery of 18 five-ton, gas, meter gauge locomotives, already 
approved through Lend-Lease, be expedited because ‘advances 
in North Burma require expansion of transportation equip- 
ment.” Continuing, the department said: 


That same day, action on the urgent request began through the 
International Division, A. S. F. The Fate-Root-Heath Company, Ply- 
mouth, Ohio, was alerted by telephone on the rush order even though 
the contracts had not yet been placed. Written confirmation followed. 

In mid-February officers of the A. S. F. conferred direct with the 
plant management at Plymouth, worked out a packaging list and cabled 
the Burma-India Theater to arrange air priority. 

Impetus was added when the Air Transport Command told A. S. F. 
the last locomotive would have to be in Miami, Florida, ready to be 
flown, by April 17. A. S. F. officers, including Transportation Corps 
rail experts, hastened to the Plymouth plant. To expedite assembly, 
they hauled the 18 fans for the locomotives from Indianapolis, Indiana, 
to Plymouth, Ohio, by car. A trucking company hauled mufflers from 
Chicago to the plant and A. S. F. in all obtained 35 AAA priorities or 
directives to rush all the parts needed from various cities. These in- 
cluded engines, fans, mufflers and gears. 

Assemblage of the first three locomotives began on March 27. The 
engines were put together, tested, and knocked down for shipment 
within two days. Then the three, weighing 12,000 pounds each com- 
plete with crates and accessries, were rushed by the Transportation 
Corps’ Traffic Control Division, to Miami, Florida. They were loaded 
into two transport planes and sent half-way around the world to their 
destination. For the entire shipment of 18 locomotives, 27 planes were 
used. 


AIRPLANE SPEED 


Published statements that the federal National Advisory 
Committee for Aeronautics is experimenting in its wind tunnels 
with jet-propelled planes that will fly up to 2,000 miles an 
hour “were not authorized by the N. A. C. A. and are erroneous 
and misleading,” said John F. Victory, secretary of the N. A. 
C. A., and added: 


Mr. Walter Hoving, president of Lord and Taylor Department Store 
in New York, at the eighth annual American Design Award Luncheon 
at the Waldorf-Astoria Hotel on April 19, said, before a distinguished 
audience, including leaders in many scientific fields: 

“In its wind tunnels the National Advisory Committee for Aero- 
nautics is presently investigating jet-propelled planes which will fly 
up to 2,000 miles per hour. Just think, in such a plane you could leave 
New York at lunchtime, have lunch in San Francisco, and be back in 
New York for an early afternoon appointment.’’ 


Mr. Victory added that it was unfortunate that “in times 
when so much real advancement is being made in aviation the 
public should be confused by extravagant and misleading 
claims.” He said that a misunderstanding might have arisen 
from the fact that the N. A. C. A. was designing supersonic 
wind tunnels to learn more about the natural laws that governed 
air flow over wings at speeds up to 2,000 miles an hour. He 
emphasized, however, that areonautical science had not yet 
achieved speed in level flight of as much as 600 miles an hour 
and that there were problems of great difficulty to be solved 
‘hrough fundamental research before airplanes could achieve 
“peed in the region of the velocity of sound—about 750 miles 
an hour at sea level. That was because the character of the 
air flow over the wing, in obedience to natural law, changed 
abruptly at that speed and caused an important loss of lift and 
serious increase in drag, said he. 

















Valley Authority Opposition 


The National Rivers and Harbors Congress and twenty 
other organizations interested in river projects have joined 
in expressing to Congress their opposition to creation of re- 
gional or valley authorities. 

In a joint letter address to United States senators and con- 
gressmen, these organizations asserted that proposals to estab- 
lish such authorities raised the question whether the states 
should continue as “vital agencies of government in this 
republic.” They contended that the proposed valley authority 
measures, “supported by powerful interests,” would oust the 
army engineers and other existing agencies from jurisdiction 
over river basin developments in favor of inexperienced, po- 
litically appointed amateurs in the form of federal authorities 
or corporations. 

Signers of the letter, in addition to William H. Webb, 
executive vice president, were executive officers of the following 
organizations: Water Conservation Conference, Continuing 
Committee; National Reclamation Association; Mississippi Val- 
ley Association; Atlantic Deeper Waterways Association; Missis- 
sippi Valley Flood Control Association; Arkansas Basin Flood 
Control Association; Ohio Valley Conservation and Food Control 
Congress; Ohio Valley Improvement Association; Eastern States 
Conservation Conference; Interstate Commission on the Dela- 
ware River Basin; Intracoastal Canal Association of Louisiana 
and Texas; Florida Waterway Congress; Texas Water Con- 
servation Association; Department of Public Works, State of 
Louisiana; Trinity Improvement Association; California Water 
Council; American Waterways Operators, Inc.; Tri-State Au- 
thority; Upper Mississippi Waterways Association, and Inter- 
state Commission on the Potomac River Basin. 


U. S. Lines’ Ship Purchase 


The Maritime Commission has approved the purchase of 
19 cargo vessels of its C-2 type by the United States Lines Co., 
of New York. The 459-foot, 15-1/2-knot ships will be built at 
the Wilmington yard of the North Carolina Shipbuilding Co. 

“All of these vessels are of the Maritime Commission’s long- 
range construction program, and a construction-differential al- 
lowance is approved in accordance with provisions of the mer- 
chant marine act of 1936,” said the commission, adding: 


The original application of the United States Lines Co. was for 
construction aid on ten C-2 types. Since then the War Shipping Admin- 
istration has requisitioned for title nine cargo ships owned by the United 
States Lines Co. Accordingly, nine additional C-2’s have been added 
to the purchase program of the company. 

In the commission’s authorization covering the 19 new hulls, five 
vessels will be assigned to the company’s Liverpool-Oriole Line serv- 
ices, five to the American Hampton Roads-Yankee Line and American 
France Line services, and nine to the American Pioneer Line services. 

The construction parity payment, to offset higher U. S. labor and 
material costs, is estimated to average $1,400,000 per vessel. Total cost 
of construction of the vessels will be approximately $53,350,000 exclusive 
of national defense features. 

The United States Lines Co., no longer owns any of the passenger 
liners that were operated on its Hamburg and London services. Accord- 
ingly, the applicant is now fulfilling only its replacement obligations 
with respect to cargo service and the 19 ships now being built will be 
used for this purpose. 

The nine ships requisitioned for title by W. S. A. were the Amer- 
ican Manufacturer, American Builder, American Press, American Packer, 
Sea Witch, Lightning, Surprise, Shooting Star and Sea Serpent. 

Four of these vessels were fully refrigerated to meet the needs of 
the military forces, and others have been converted into troopships. 
The requisition of the vessels will avoid the necessity of restoring them 
to their original condition as ordinary cargo vessels. 


ST. LAWRENCE WATERWAY 


The recently established New York State Conference in 
Opposition to the St. Lawrence Project decided at a meeting, 
April 24, to take steps at once to increase activity throughout 
the state in opposition to the St. Lawrence seaway and power 
project. The Conference had been informed by Representative 
May of Kentucky that the project would have strong support 
in Congress. 

The Conference is headed by Carroll C. Huntress, vice- 
president, Republic Coal & Coke Co. Vice-chairmen are Chauncy 
M. Hamlin, chairman, Niagara Frontier Planning Board, and 
Joseph P. Ryan, president, International Longshoremen’s Asso- 
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ciation. J. Frank Bufford, president, New York State Water- 
ways Association, and Vice-president of Moran Towing & Trans- 
portation Co., is secretary of the Conference; Norman F. 
Patton, secretary of the Anthracite Institute, is treasurer. The 
New York City district is headed by C. H. Callaghan, manager, 
Maritime Association of the Port of New York. J. W. Danahar, 
executive director of the West Side Association of Commerce 
is vice-chairman, and J. Cole Greenway, regional director of the 
Association of American Railroads, is secretary. 

“In my opinion no greater bunch of economic fallacy has 
ever been tied together with binder twine,” said Representative 
Pittenger, of Minnesota, advocate of adoption of the St. Law- 
rence project, in commenting on the statement opposing the 
project issued by The Commerce and Industry Association of 
New York, in extension of remarks in the Congressional Record 
of April 23. 

Mr. Pittenger referred to support of former Governor 
Herbert H. Lehman, Lt. Gov. Charles Poletti, and the power 
authority of the state of New York for the project. 


M. C. TANKER CONTRACTS CUT 

The Maritime Commission has announced cancellation of 
contracts for construction of 30 out of a total of 126 tankers 
currently scheduled for completion. 

The commission said its action was taken at the direction 

of the Office of War Mobilization cancelling a part of the 
program awarded in January. 
; “No cancellation is anticipated in existing contracts cover- 
ing dry cargo vessels, and production of all types of merchant 
ships is expected to amount to approximately 12,000,000 dead- 
weight tons this calendar year,” the commission stated. 


STEEL FOR RIVER VESSELS 


The Office of Defense Transportation has announced that 
the War Production Board has allocated 5,500 tons of carbon 
steel for waterways transportation purposes in addition to 
14,077 tons previously assigned for the second quarter of 1945. 
The steel is to be used in building barges and towboats for 
private carrier use on the inland waterways. 

“The new allotment was made on the condition that the 
orders be placed with mills equipped to make carbon steel 
plates,” said Lawrence C. Turner, director of O. D. T.’s water- 
ways transport department. “Although much steel is still 
needed, O. D. T. is able to use this 5,500 tons to take care of a 
good portion of the most urgent barge and towboat demands. 

“The W. P. B. steel division is cooperating with O. D. T. 
to locate mill space, so that orders can be placed successfully.” 


M. C. SURPLUS PROPERTY SALES 

The Maritime Commission has announced that it has re- 
ported to the Surplus Property Board recovery of 84 per cent 
of cost in the sale of surplus maritime material (including boil- 
ers, Marine engines, small craft, winches, and other ships equip- 
ment) in March. It said the total returns to the government 
from such sales in March were $844,308, and that the costs of 
this material to the government as reported to the commission 
by the agencies declaring it surplus totaled $1,006,226. 


W. S. A. UNIFORM DOCK RECEIPT 
The War Shipping Administration in G. O. 48, Part 303— 
Contracts for Carriage on Vessels Owned or Chartered by the 
War Shipping Administration, has required, on and after 
May 15, all W. S. A. steamship agents to issue uniform dock 
receipts in the form prescribed in the regulation, to evidence 
delivery of cargo to piers, docks, wharves, or other places for 
loading and transportation on vessels operated by or for the 
account of the War Shipping Administration and containing the 
uniform terms and conditions under which such cargo is re- 

ceived and handled before loading on such vessels. 


FOREIGN TRADE STATISTICS 

Secretary Wallace, of the Commerce Department, has an- 
nounced revision of security regulations affecting issuance of 
statistics on U. S. export and import trade in the war period. 
He said that under the relaxed security regulations complete 
information on 1942 foreign trade of this country would be 
released May 1 and complete information on the 1943 trade 
would be released July 1. The data for 1942, he said, would 
show for the first time how this country adjusted its imports 
and exports to the first full year of war conditions and would 
include, in addition to total U. S. exports for the year, separate 
tabulations on exports made under the lend-lease program. 














CONTROL OF EXPORTS AND IMPORTS 
The Foreign Economic Administration has issued current 
export bulletin No. 239, covering return of unused allotments 
for basic iron and steel products; amendments of lists of com- 
modities requiring blockade control permits, and corrections 
in comprehensive export schedule No. 17. 
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a nd Dinas ot National Reporter Sn ; 


(Circuit Court of Appeals, Second Circuit.) Where respond- 
ents appealed from decree in admiralty holding vessel liable 
for part of cargo damage, and libelant filed assignments of 
error, both parties in effect appealed. 

In determining whether vessel was liable for water damage 
to cargo on ground of unseaworthiness, the question was 
whether vessel as constructed and carrying the deck cargo she 
actually did carry was reasonably fitted for the particular voy- 
age contemplated. 

That unused conduit pipes protruding above deck had pre- 
viously caused no trouble was relevant but not conclusive on 
issue of seaworthiness of vessel as respects liability for cargo 
damage. 


Where it was apparent that unused conduit pipes protrud- 
ing above deck were likely to be broken off should heavy deck 
cargo break loose in a storm, thereby opening holes more than 
an inch in diameter directly into ’tween-deck, such cargo should 
have been made fast against all but the most unexpected storms, 
and fact that while ship was riding out a gale with wind force 
of less than 50 miles per hour, deck cargo began to break loose 
and plunge about the deck, snapping off conduit pipes, showed 
that requisite care was not exercised, and ship was liable for 
cargo damage due to water shipped through holes thus opened. 

A shipowner seeking to avoid liability as a common carrier 
for cargo damage has the burden of proof to bring the loss 
within an exception. 

Where structure of ship and character of deck cargo re- 
quired that cargo be made fast against all but most unexpected 
and catastrophic storms and cargo began to break loose and 
plunge about deck, opening holes into ’tween-deck before storm 
had attained wind force of 50 miles per hour, it was immaterial 
as respects liability for cargo damage that storm later reached 
catastrophic proportions. 


Where deck cargo broke ijoose and plunged about deck, 
snapping off unused conduit pipes and opening holes into 
*tween-deck while ship was riding out a .gale with wind force 
of less than 50 miles per hour, ship was not seaworthy for 
winter voyage across North Atlantic with deck cargo it carried, 
and water damage to cargo in ’tween-deck and lower hold was 
not due to perils of the sea, but ship was liable therefor. 


Where ship was liable for water shipped through holes 
opened in deck by deck cargo, the fact that such water carried 
zine concentrate stowed in hold to bilges, clogged the rose-box 
and put pumps out of action was not so unexpected a conse- 
quence of original entrance of the water, regardless of whether 
zine concentrate was ill or well stowed, as to warrant limiting 
ship’s liability to cargo damage that would have occurred had 
pumps been working. 

If construction of vessel was not faulty with respect to 
gooseneck vents on bridge deck over storeroom and wooden 
plugs driven into vents were proper, evidence established that 
seas which washed out plugs were too strong to be resisted by 
ordinary means or else plugs were driven home improperly, 
and in either event ship would be excused. 

Ship could not avoid liability for damage to cargo caused 
by water for the entrance of part of which was liable unless 
ship could distinguish between damage caused by such water 
and damage caused by water for the entrance of which ship 
was not liable. 

Ship, though not liable for water entering storeroom during 
a storm, was nevertheless liable for damage to cargo as a result 
of such water leaking into bunker through the cement which 
sealed deck at the wings, in absence of proof of due diligence 
to make sure that such cement was in seaworthy condition. 

Ship was liable for cargo damage done by palm oil which 
expanded when heated preparatory to being discharged, forcing 
oil through gasket at lid of tank on ground that overfilling of 
tank was a fault of improper stowage, in absence of showing 
that officers or crew knew tank was too full and were there- 
fore at fault in heating oil without first removing a part thereof 
which would constitute a fault of management. (Edmond Weil, 
Inc., vs. American West African Line, 147 Fed. Rep. 2d, 363.) 
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MERCHANT SEAMEN REGULATIONS 


Clarifying published reports that men 18 through 26 were 
not eligible for enrollment in the United States Maritime 
Service for training for the merchant marine, the War Shipping 
Administration said that men 17 to 50 were eligible for enroll- 
ment. 

W. S. A. said the following conditions existed: 


(1) Men over 26 are preferred for training. (2) Men 17 through 26 
can be enrolled when sufficient men over 26 do not volunteer to fill 
periodic quotas. (3) There is absolutely no change in the status of 
men under 26 who are already in the United States Maritime Service 
or serving at sea in the Merchant Marine. (4) Men with sea experience, 
any age, are urgently needed. 


MERCHANT MARINE CADET CORPS 


The War Shipping Administration has announced that a 
competitive examination for appointments of cadet-midshipmen 
in the U. S. Merchant Marine Cadet Corps will be conducted 
May 26 by the Civil Service Commission “in conveniently lo- 
cated centers throughout the country,” that other examinations 
will be held July 25, September 29 and November 24, and that 
information about the examinations may be obtained from the 
supervisor, U. S. Merchant Marine Cadet Corps Training Or- 
ganization, W. S. A., National Theater Building, Washington 25, 
mc. 


THIRD INSTITUTE ON FOREIGN TRADE 


The Export Managers Club of St. Louis, Inc., announces 
plans for its third Institute on Foreign Trade, to open Octo- 
ber 22 and to run for eighteen Monday evenings at Saint Louis 
University. For those desiring it, a correspondence course, 
offered at $12.50, consisting of a transcript of the lectures and 
the question and answer period following each session, is 
available. Don O. Pyke, secretary of the export club and sales 
promotion manager, Graham Paper Co., says applications for 
enrollment are being received from all over the United States. 

Rev. John Francis Bannon, S. J., of Saint Louis University, 
will continue as director. Wendell W. Moore, director of for- 
eign sales, A. S. Aloe Co., is business manager; Burt G. Close, 
director of foreign sales, McQuay Norris Manufacturing Co., 
is chairman of the faculty committee; and H. Lyman Smith, 
export manager, Carter Carburetor Co., is chairman of the 
speakers committee. F. Edward O’Neill, president of Fulton 
Iron Works, is chairman of the council. 


SEAFOOD BY AIR EXPRESS 


Fresh seafood and cooked shrimp were accorded a rate of 
six cents a pound by air express from Charleson, S. C., and 
Savannah, Ga., to Atlanta, Ga., beginning April 24, according 
to the air express division of the Railway Express Agency. 
The division says this is a reduction of 4% cents a pound, add- 
ing that a minimum charge of one dollar a shipment will be 
continued. 


SANTA FE CLAIM PREVENTION 


Officials of the Santa Fe discussed plans for a campaign to 
combat increased loss and damage claims in meetings at Albu- 
querque, Needles, Fresno, Los Angeles, Newton, and Kansas 
City, held in March under the chairmanship of O. L. Gray, 
assistant to the vice-president in charge of operations at Chi- 
cago. 

Mr. Gray told officials at each of the meetings that the 
magnitude of the railroad’s claim payments warranted extraor- 
dinary attention and definite action, and cited an increase in 
loss and damage claims from $1,951,317.76 to $2,960,206.46, 1944 
over 1943. First of the ideas advanced to combat loss and dam- 
age claims was education of new employes through meetings, 
motion pictures, speed tests and study of errors and diversion 
failures. Coordination of departments with advisory board pre- 
vention committees, regional freight claim conferences, and 
with traffic and accounting departments was also suggested. 

At the conclusion of each meeting, Mr. Gray said regional 
campaigns to reduce losses would be continued. 





PACKAGING ENGINEERS AND L. C. L. SHIPMENTS 


Better packaging of less-carload shipments, and more effi- 
cient carloading, will be the subject of the evening meeting of 
the Industrial Packaging Engineers Association of America, to 
be held April 30 in Hotel Sherman, Chicago. A. L. Green, spe- 
cial representative of the Association of American Railroads 
will be chairman, and will discuss major causes of loss and 
damage in connection with less-carload shipments. Six men will 
assist Mr. Green in a panel discussion. 

The principles involved in various types of carloading and 
handling varied commodities will be outlined by Rexford Keyes, 
chief, loading specifications’ section, Chicago Ordnance District. 
He will illustrate his remarks with moving pictures and slides, 
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and will be assisted by a panel of four men. R. M. Buffington, 
of = Pennsylvania Railroad, is coming from Philadelphia to 
speak. 





CHICAGO PACKAGING CLUB 


A. L. Green, special representative of the Association of 
American Railroads, spoke to members of the Chicago Packag- 
ing Club at a luncheon meeting in the Builders’ Club, April 23, 
on the causes of loss and damage in rail shipments and how 
those causes may be identified and corrected. Mr. Green said 
that member railroads of the A. A. R. which replied to a ques- 
tionnaire said they had 260 traveling freight inspectors whose 
time was largely devoted to loss and damage claims, and to 
observing both shipper methods and railroad practices. 

The board of governors of the club held a meeting after 
the luncheon to discuss membership problems. 





FURNITURE PACKING CLINICS 

The Southern Furniture Manufacturers’ Association, Na- 
tional Furniture Traffic Conference, Inc., and the Association 
of American Railroads sponsored three better packing meetings 
and packing clinics April 11, 12 and 13, at Martinsville, Va., 
High Point, N. C., and Lenoir, N. C., respectively. Manufac- 
turers accepted an invitation to show their furniture packed for 
shipment, so that both shippers and railroad representatives 
might study and criticize the packages. A number of presidents 
of large furniture manufacturers attended the meeting and 
clinics, says the A. A. R. 


LEATHER GOODS AND PERFECT SHIPPING 


The Luggage and Leather Goods Manufacturers of Amer- 
ica, Inc., of New York, issued a special addition of its news 
bulletin to members, devoted to “Perfect Shipping Month,” 
asking that members remove old markings from packages, and 
eliminate unsafe containers. The bulletin also suggested five 
steps as comprising the proper method of handling claims. 


FORT WAYNE “PERFECT SHIPPING” MEETING 


J. E. Bryan, general chairman, National Management Com- 
mittee, Perfect Shipping Month, 1945, reviewed the principal 
causes of loss and damage to shipments; Paul Vogt, of the 
General Electric Co., presented a display of proper and im- 
proper packaging; and A. L. Green, special representative of 
the Association of American Railroads, showed slides on meth- 
ods for loading trucks and railroad cars, at a “Perfect Ship- 
ping” meeting of the Fort Wayne Chamber of Commerce, April 
17. Ralph Blue, chairman of the transportation committee of 
the Fort Wayne chamber, presided. Mr. Bryan, stressing the 
$60,000,000 in loss and damage claims paid by the railroads 
alone in 1944, said every month should be perfect shipping 
month. 


INTERSTATE COMMERCE CASE STUDIES 


The Associated Traffic Clubs of America has published a 
forty-nine-page syllabus of interstate commerce law, consisting 
of selected cases and questions for study, prepared and edited 
by the committee on education and research, of which G. Lloyd 
Wilson is chairman. Cases are cited under thirty-four heads, 
each group of citations followed by at least ten questions. A 
foreword says the 200 cases selected are adequate to give the 
student a working knowledge of the law of interstate commerce 
as interpreted by the Commission and by the courts, adding 
that “if the principles discussed and applied in these cases are 
studied, the decisions in other cases may be used for the more 
detailed examination of problems in which individual students 
are interested.” 


THE TRAFFIC MAN’S JOB 


The traffic manager controls more than 59 per cent of the 
consumer’s dollar, because that percentage is required for dis- 
tribution, according to J. Leo Cooke, vice-president, Lehigh & 
Lackawanna Warehouses & Transportation Companies. He 
expressed the opinion in a statement about the duties of the 
traffic manager, in which he also advances the thought that, 
after the war, many businesses will operate on an international 
scale, adding that this will mean “enormous changes in our 
business cycle as well as the utilization of many war-born 
methods of distribution.” 

Among the things required of a traffic manager, says Mr. 
Cooke, is a knowledge of the classification of commodities; of 
the rates assessed by various types of carriers; of the point at 
which the best service and rates may be had in connection with 
raw materials and the consequent advantages of plant location. 
He is also required, in consultation with production and sales 
managers, to decide where stocks will be maintained and how 
warehouses and the stop-over privileges offered by railroads 
should be utilized, according to Mr. Cooke. 
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The regular monthly meeting of the Traffic Club of New 
York was designated “Vice-Presidents’ Night.” J. P. Krumech 
and H. L. Lauby conducted the business meeting, which was 
followed by a special entertainment program. The club an- 
nounces its spring reception and dinner dance for May 5 in 
the Grand Ballroom of the Hotel Biltmore, with reception, 
dinner, entertainment and dancing. The entertainment com- 
mittee is composed of: E. A. O’Brien, chairman; V. G. Berdolt; 
H. F. Hoffmaster, Jr.; H. W. MacArthur; J. T. McEntee; P. J. 
O’Connor; and E. D. Snow, Jr. 















































The Junior Traffic Club of St. Louis will hear a debating 
team of the St. Louis University discuss the Dumbarton Oaks 
agreement, will see current war films, and will receive club 


election returns at an evening meeting in the DeSoto Hotel 
on May 2d. 


























Don D. Smith, president Michigan Trucking Association, 
discussed legislative barriers and trucking service, and George 
Vetter, general manager, Universal Carloading & Distributing 
Corporation, discussed assembly and distributing rates, at the 
April 23 forum of the Motor City Traffic Club of Detroit. 



































The newly installed officers of the Fox Valley Traffic 
Club functioned in their respective capacities at the April 27 
meeting of the club. The officers are as follows: President, 
Thorold Guzeman, Austin Western Co., Aurora, Ill.; vice-presi- 
dent, Sherman Hosler, Durabilt Steel Locker Co., Aurora; 
secretary, Ralph Girardet, Stephen Adamson Co., Chicago; and 
treasurer, Edgar “Ole” Hallberg, Chicago & North Western 
Railroad, Chicago. The meeting observed “April Perfect Ship- 
ping Month” by having C. S. Macnair of C. S. Macnair & 
Associates as its guest. 





















































The Traffic Club of Syracuse in cooperation with local 
transportation agencies sponsored a “Perfect Shipping” meet- 
ing April 25 in the ballroom of the Onondaga Hotel. The 
program committee arranged exhibits of Syracuse products 
and the methods of packing for safe transportation, open 
from 2 p. m. of that day. Moving pictures and entertainment 
were featured and refreshments were served following the 
meeting in the evening F. G. Love, superintendent of prop- 
erty protection, New York Central System, New York, N. Y., 
was the speaker of the evening. 
























































The Tri-City Traffic Club had an attendance of 190 at its 
“Perfect Shipping Month” meeting April 19 at the Lend-A- 
Hand Club in Davenport, Ia. F. A. Kilker, freight claim agent 
of the Chicago, Burlington & Quincy Railroad Co., Chicago, 
spoke, as did A E. Kannewurf, traveling loss and damage su- 
pervisor, mid-central department, Railway Express Agency, 
Chicago. The club voted unanimously to inaugurate an edu- 
cational program, and designated H. A. Stephens, an ex-presi- 
dent, and H. E. Sever, as the committee to foster the program. 





















































The Traffic Club of New Orleans held a “gridiron smoker” 
at the Deutsches Haus the evening of April 23, instead of its 
usual luncheon. P. L. Barnes, chairman of the entertainment 
committee, and his committee, worked out the details of the 
affair, at which members were invited to “get the inside dope 
on some of our prominent members.” 


























The Traffic Club of Eastern Connecticut marked its first 
anniversary April 12, and at that meeting elected Wm. R. 
Hastedt, traffic manager, American Thermos Bottle Co, Nor- 
wich, president. Other officers elected were: Vice-president, 
Clyde J. Manniel, manager, Adley Express Co., New London; 
vice-president, W. D. Chadbourne, traveling freight agent, 
CV-CN Railroad, New Haven; secretary, Rex Brown, execu- 
tive vice-president, Norwich Chamber of Commerce; and 
treasurer, Orville W. Sorenson, assistant superintendent, 
American Thermos Bottle Co. The club has 130 members. Its 
retiring president was Edward J. Barrett, district traffic agent, 
New York, New Haven & Hartford Railroad Co., New London. 
The program for the first annual meeting featured “Railroad 
Night” and a showing of rail equipment: models. The regular 
monthly forum dealt with the Commission’s service order 
No. 242-B. Speakers were John Dickson, commercial agent, 
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Railway Express Agency, who spoke about his company, and 
P. E. Benjamin, traffic development agent for the New Haven, 
who spoke on “The Railroads in War and Peace.” 


The Traffic Club of Baltimore will hold a smoker on May 7 
at The Alcazar. 





The Nashville Traffic and Transportation Club installed its 
new officers April 27 at a dinner meeting in the Andrew Jackson 
Hotel April 27. John H. Howard was master of ceremonies. 
The new officers were: President, S. D. Swan, Cotton Belt Rail- 
way; vice-president, H. S. Gerregano, Consolidated Vultee Air- 
craft Corporation; secretary, Finis E. Hilliard, Norfolk & West- 
ern Railway; historian, W. E. Haley, Robert Orr & Co. Mem- 
bers of the board of governors whose term will expire in 1946: 
Thomas B. Pollard, Gray & Dudley Co.; Chas. M. Cox, Louis- 
ville & Nashville Railroad; W. C. McDaniel, Industrial Tractor 
& Equipment Co.; R. Earl Schaub, Super Service Motor Freight 
Co.; and J. C. Connell, Central Van & Storage Co. Members 
whose terms expire in 1947: W. E. Craig, Marshall & Bruce Co., 
and Chas. C. Davis, Jr., Tennessee Central Railway. 





The York (Pa.) Traffic Club has published a new roster 
of members. 


Miss Georgella Hefty, secretary to the Washington repre- 
sentative of American Export Airlines, Inc., is the new presi- 
dent of the Women’s Traffic Club of 
Washington, D. C. Miss Hefty was 
born in McMinnville, Ore., and on 
moving to the state of Washington, 
attended and graduated from Western 
High School. She also attended Wash- 
ington School for Secretaries, Wash- 
ington State College at Pullman, 
Wash., and in 1935 graduated from 
George Washington University. She is 
a member of Kappa Alpha Theta Fra- 
ternity and has been very active in a 
number of women’s clubs in and 
around Washington. Her first position 
after college was research work with 
the subcommittee of the Senate com- 
merce committee on aviation safety. 
In 1940 she became affiliated with 
American Airlines and in 1942 joined 
the staff of American Export Airlines, 
Inc., as passenger control officer in the 
traffic department. In January, 1945, she was transferred to 
the executive department as secretary to the Washington 
representative, which position she now holds. Other newly 
elected officers are: First vice-president, Mrs. Carolyn Hasson, 
travel representative, Baltimore & Ohio Railroad; second vice- 
president, Miss Adele Fenwick, reservation clerk, Government 
Reservation Bureau at Union Station; recording secretary, 
Miss Jane Beam, traffic representative, Pennsylvania Central 
Airlines; corresponding secretary, Mrs. Corinne Feusahrens, 
secretary, Denver & Rio Grande Western Railroad; treasurer, 
Miss Florence Merriam, traffic representative, Rock Island 
Railroad; chairman executive committee, Miss Georgella 
Hefty, secretary to the Washington representative of Ameri- 
can Export Airlines, Inc.; chairman program committee, Mrs. 
Frances Rexin, passenger representative, Union Pacific Rail- 
road; chairman publicity committee, Miss Carlotta Hubeck, 
chief clerk, transportation section, State Department, and 
chairman membership, committee, Mrs. Louise Jones, ticket 
seller, Pennsylvania Railroad. 





The April 26 meeting of the Traffic Club of Minneapolis 
was “Motor Carrier Day,” with Tim Flynn as chairman of the 
committee for the day. The club also announces the annual 
May-day luncheon, May 3, sponsored by the Twin City Wom- 
en’s Traffic Club. 





The Traffic Club of Wilmington, Del., will hear Col. Leslie 
P. Arnold, assistant to the president, Eastern Air Lines, New 
York City, speak on air transportation at its dinner meeting, 
May 2, in the Hob Tea Room. On May i2 the club will hold 
its informal spring dinner dance at the DuPont Country Club. 





The Traffic Club of Philadelphia will hold its spring outing 
at Manufacturers’ Golf and Country Club, Oreland, Pa., May 24. 


At the annual election of officers of the Traffic Club of St. 
Louis, held April 24, the following officers were selected: Pres- 
ident, E. P. Curran, vice-president and treasurer, Con P. Cur- 
ran Printing Co.; first vice-president, Fred J. Fuerst, division 
freight agent, Missouri-Kansas-Texas Lines; second vice-pres- 
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ident, J. E. Hitt, vice-president, Walter Bledsoe & Co.; third 
vice-president, O. A. Vinyard, assistant general freight agent, 
Southern Railway System; secretary-treasurer, L. V. Gudiswitz, 
traffic manager, Graham Paper Co. Members of the board of 
governors: J. H. Williams, St. Louis manager, Decatur Cartage 
Co.; C. J. Dinkelkamp, general agent, St. Louis Southwestern 
’ Railway; C. S. J. Flood, traffic manager, Anheuser-Busch, Inc.; 
C. W. Heidemann, traffic manager, Mangelsdorf & Bros., Inc.; 
and V. R. Rudder, general traffic manager, Lincoln Engineering 
Co. The officers will be inducted into office at the installation 
dinner to be held in the Gold Room of the Jefferson Hotel, 


June 5. The club will hold a golf outing May 8, at the Norwood 
Country Club. 


The Pacific Traffic Association.of San Francisco will hear 
C. E. Johnson, chairman, Western Association of Railway 
Executives, at its dinner meeting in the Gold Ball Room of the 
Palace Hotel, on May 22. The affair will be designated ‘“Rail- 
road Night,” at the 51 railroad general agents of San Francisco 
have been invited to attend in a body. 


MOLLER HEADS W. T. L. RATE COMMITTEE 


W. H. Dana, chairman of the Western Trunk Line Com- 
mittee, April 23, announced the appointment of G. A. Moller as 
chairman of the W. T. L. standing rate committee. He succeeds 
J. B. Coffey, who died March 26. Mr. Moller was assistant gen- 
eral freight agent for the Milwaukee Road when he was ap- 
pointed a member of the standing rate committee in 1940. 

A. S. Larson, formerly assistant to Mr. Coffey, has been 
appointed a member of the standing rate committee. 


BECK RETURNS TO C. S. D. 


W. D. Beck, who retired some months ago as district man- 
ager of the car service division, Association of American Rail- 
roads, at Chicago, has returned to work temporarily as assistant 
to the chairman of the division. His headquarters are at 
Chicago, and his duties include the distribution of box cars 
among Chicago Lines in accordance with orders of the division. 
He will also, when called on, handle specific open-top car 
assignments. L. M. Betts, manager, railroad relations section 
of the division, who was handling these matters at Chicago, 
has returned to his regular duties at Washington, D. C. 





COMMISSIONER AITCHISON AT MIAMI 


Commissioner Aitchison, now on a good-will tour in South 
America, will address representatives of the Florida Railroad 
Commission, and shipper and carrier representatives, at a spe- 
cial luncheon in his honor in the Urmey Hotel, Miami, Fla., 
May 1, according to an announcement by J. F. Sturdivant, 
president of the Greater Miami Traffic Club. 

The luncheon is being sponsored jointly by the Greater 
Miami Chamber of Commerce, Greater Miami Traffic Club and 
the Greater Miami Traffic Association. Mr. Sturdivant will pre- 
side and H. O. Shaw, president of the chamber of commerce 
and the South Atlantic-Florida Ports Conference, and chairman 
of the Greater Miami Traffic Association, will introduce Com- 
missioner Aitchison, who will speak on postwar transportation. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 

Joseph B. Alexander, Chicago, Ill.; Anthony Apicella 
Brooklyn, N. Y.; Ray Glenn Atherton, Washington, D. C.; 
Golden Blount, Little Rock, Ark.; A. Paul Chayet, Brooklyn, 
N. Y.; William F. Clarke, Louisville, Ky.; William H. Coleman, 
Washington, D. C.; Walter T. Cooper, Washington, D. C.; 
Luther Dearborn, Lincoln, Ill.; John Donald Durand, Washing- 
ton, D. C.; William Furlong, Louisville, Ky.; James Walter 
Grady, New Haven, Conn.; Lawrence J. Hammond, Adrian, 
Mich.; Charles Howard Harry, Jr., Washington, D. C.; Peter 
W. Janss, Des Moines, Ia.; Sidney Kocin, New York, N. Y.; 
George Kossoy, New York, N. Y.; Harry Kreiger, Newark, N. J.; 
Edward B. Landis, Springfield, Mass.; Harold J. McNertney, 
Des Moines, Ia.; Thomas L. Morrow, Seattle, Wash.; Ira D. 
Pruitt, Livingston, Ala.; T. Fergus Redmond, New York, N. Y.; 
Warren J. Rees, Anamosa, Ia.; George Talton Ross, Richmond, 
Ky.; Louis Schwartz, Paterson, N. J.; Hugh Columbus Simpson, 
Knoxville, Tenn.; Jack Moncrief Sinclair, Los Angeles, Calif.; 
Carl Solomonson, Rockford, Ill.; Edward W. Sowin, Chicago, 
Ill.; H. Nathan Swaim, Indianapolis, Ind.; Charles Swan, III, 
Elmira, N. Y.; Clifton Samuel Thomson, New York, N. Y.; 
Fred B. Vomacka, North Platte, Neb.; Donald B. West, Min- 
neapolis, Minn.; Hubert T. Willis, Louisville, Ky.; and Joseph 
A. McNamara, Burlington, Vt. 
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The New York chapter of the Delta Nu Alpha Transporta- 
tion Fraternity will hold a forum and discussion of proposals 
of eastern rail carriers to establish alternative minimum weights 
and rates, and of MC C-360, Motor Carrier Minimum Class 
Rate Restrictions. L. E. Liddy, of American Home Products 
Co., and R. W. Bennington, of United States Rubber Co. will 
be introductory speakers for the rail subject; J. F. Rose, of 
Middle Atlantic States Motor Carrier Conference, Inc., and 
J. M. Carter, of General Foods Corporation, will be introductory 
speakers for the motor subject. The meeting will take place on 
the evening of May 2 at the Hotel Governor Clinton. 

The Union Pacific Railroad announces the promotion of 
A. E. Callin from assistant general auditor to senior assistant 
general auditor, succeeding W. S. Ure, resigned. Mr. Callin is 
succeeded by L. D. Brown as assistant general auditor. 

Capt. George F. Nicholson, C. E. C., U. S. N. R., has been 
appointed public works officer and officer in charge of construc- 
tion at the U. S. Navy Yard, Hunters Point, San Francisco, 
Calif., reporting direct to the Bureau of Yards and Docks, 
Washington, D. C. 

The New York, New Haven & Hartford Railroad Co. an- 
nounces the appointment of William J. Fillingim as_ foreign 
traffic manager, heading up a new department. Mr. Fillingim 
will make his headquarters in Boston. 

Ray E. Madden has been appointed district sales and serv- 
ice representative in the Chicago area of the Towmotor Cor- 
poration. 

The Ford Motor Co. announces the transfer of John F. 
Connors, Jr., assistant manager of the Richmond, Va., branch, 
to assistant manager of the Washington, D. C., branch, replac- 
ing Emerson Planck, recently promoted to the managership of 
the Richmond branch. John M. Murphy has been advanced to 
manager of the Denver branch, and George L. Boggs as man- 
ager of the Salt Lake City branch, having been assistant man- 
agers of those branches. 

Mack Trucks, Inc., has announced the appointment of Harry 
Bernard as director of service and service engineering. He will 
make his headquarters in the company’s Long Island City plant. 

John Krings, traffic manager of the Biddle Purchasing Co., 
New York, N. Y., for the past 23 years, and a practitioner before 
the Commission since 1933, has retired. 

Furness, Withy & Co., Ltd., announce the election of 
E. Philip Rees to the board of directors and his appointment 
as representative in Canada, with headquarters in Montreal, to 
succeed the late James W. Nicoll. 


The Pittsburgh region chapter of the Association of I. C. C. 
Practitioners will hold a walking and talking contest at High- 
land on May 11, starting at 2:00 p. m., with dinner to be served 
at 7:00 p. m. Each member may bring two friends. 


Tracy V. Buckwalter, for 25 years chief engineer and vice- 
president of the Timken Roller Bearing Co., has retired under 
the company’s retirement annuity plan. His services will be 
retained in a consulting capacity. He has been with the com- 
pany since 1916, after 16 years with the Pennsylvania Railroad 
Co., and was elected vice-president in 1925. A large part of his 
time since then has been devoted to the development of the 
company’s railroad activities. 

The Chicago & North Western Railway System announces 
the appointment of Edward H. Richards, assistant traffic man- 
ager at Chicago, to freight traffic manager of the Chicago, St. 
Paul, Minneapolis & Omaha Railway Co. at St. Paul. He suc- 
ceeds the late T. J. Kenniff. Mr. Richards entered railway 
service on the Omaha line as an engine wiper in 1915. 

Franklin E. Hufford, of Washington, D. C., has been ap- 

pointed traffic manager of Minnesota & Ontario Paper Co. and 
its subsidiaries, succeeding R. J. Henderson, who will retire 
May 28, after 28 years with the company. 
‘ The Louisville & Nashville Railroad Co. announces the 
election by its board of directors of John E. Tilford as vice- 
president in charge of traffic, succeeding A. R. Smith, retiring 
on account of ill health. The road also announces the appoint- 
ment of John K. Dent as coal traffic manager, and of Ben F. 
Morris as freight traffic manager—rates and charges, both at 
Louisville. 

W. P. Smith and David Greene have been elected vice- 
presidents of Magor Car Export Corporation. 

Arthur Arsham, attorney and instructor of the Academy 
of Advanced Traffic was honored with a testimonial dinner at 
the Downtown Athletic Club, New York, on April 25. The 
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dinner was sponsored by his students of the 1945 class prepared 
to take examination to practice before the Commission. Wil- 
liam Carney spoke on “Experience in Practice before the Inter- 
state Commerce Commission.” William F. Noll was chairman 
of the dinner committee, composed also of Ellis Goode, Floyd 
D. Martin, Leslie Fox and Warren Scott. Students who took 
the examination on April 3 at the Hotel St. George were part 
of the largest group ever to take the examination at one time 
in the New York area. 

The Southern Railway System announces the appointment 
of Hal D. Wainwright as commercial agent, with headquarters 
at Tampa, Fla. 

Don Budge, for the past five years assistant manager of 
the wrapping paper department of Zellerbach Paper Co., San 
Francisco, has been appointed regional distributor for Better 
Packages, Inc., of Shelton, Conn., in the seven western states. 
Mr. Budge will make his headquarters in San Francisco and 
establish service and parts depots there and in Los Angeles. 

N. L. Patterson, who has been superintendent of dining 
service for the Illinois Central Railroad has been promoted to 
general superintendent of the service. He is succeeded as 
superintendent by P. E. Bickenbach, who has been assistant 
superintendent. , 

Kenneth T. Carlsen will become traffic manager at May- 
wood of Consolidated Steel Corporation, Ltd., of Los Angeles, 
May 1, and will be responsible for all traffic activities of the 
corporation, succeeding James H. Hartzog, general traffic man- 
ager, resigned to engage in general traffic service at Houston. 
All Wilmington traffic activities will be in charge of George O. 
Cumberland as assistant traffic manager, reporting to Mr. 
Carlsen. 

Harry L. Ryan has been promoted to the position of traffic 
manager of Ash Grove Lime & Portland Cement Co. of Kansas 
City, Mo. 

H. Gerrish Smith, Roger Williams and Clifford C. Knerr 
were re-elected president, vice-president and secretary-treas- 
urer, respectively, of the Shipbuilders’ Council of America at 
its annual meeting in New York. Directors for three years were 
elected as follows: L. Y. Spear, L. H. Korndorf, H. L. Fergu- 
son, A. B. Homer, G. H. French, and John D. Reilly. Munro 
B. Lanier was elected a director for a two-year term, and the 
following, directors for a one-year term: Alden G. Roach, R. E. 
Banks, H. E. Roseeil, J. A. Moore, Sr., George Howell, and 
C. W. Middleton. 

President F. G. Gurley and other officers of the Atchison, 
Topeka & Santa Fe Railway were re-elected by the board of 
directors at a meeting in Topeka, April 26. Four directors of 
the railroad were re-elected to four year terms: Edward J. 
Engel, Chicago, former president; B. L. Hupp, president, 
Loose-Wiles Biscuit Co., Kansas City, Mo.; J. Luther Cleve- 
land, president, Guaranty Trust Co., New York City; Merle J. 
Trees, vice-president, Chicago Bridge & Iron Co., Chicago. Pur- 
suant to a request from the Office of Defense Transportation, 
the board authorized E. E. McCarty, Coast Lines general man- 
ager, to report for duty with Director Johnson, May 1. Clar- 
ence R. Tucker, assistant general manager, will be acting man- 
ager in Mr. McCarty’s absence. 

Harry R. Hanlin, president, Seaboard Shipping Corpora- 
tion, New York City, died April 23 at his home in New Brighton, 
Staten Island, N. Y. He was 68 years old, and was a member 
of the boards of directors of the Baltimore & Ohio and the 
Southern Pacific. He was the author of “Storage Red Book.” 

The Salt Lake & Utah Railroad Corporation has an- 
nounced the following appointments: Theo Schneider to be 
general manager, with headquarters at Salt Lake City, suc- 
ceeding R. E. Titus, retired; Harold C. Davis, to be traffic 
manager, and Frank Nuslein to be general freight and pas- 
senger agent, also with headquarters at Salt Lake City. 

The board of directors of Federal Motor Truck Co. re- 
elected the following officers of the company at a meeting 
April 24; President, Thomas R. Lippard, vice-president, Ferdi- 
nand L. Ruddon; secretary and treasurer, Chandler A. Rogers; 
assistant secretary, Marvin L. Hudson; auditor, Edmund C. 
Dickerson. 


TANK TRUCKER ORGANIZATION 


The formation of the National Tank Truck Carriers, Inc., 
has been announced by the American Trucking Associations, 
Ine. The tank truckers’ organization, made up of operators in 
45 states and the District of Columbia, will affiliate with the 
A. T. A., and will have its headquarters in Washington. C. E. 
Sergeant, Sergeant Transportation Co., Santa Barbara, Calif., 
is president of the new group. 


RAILROADERS IN WAR 


The Southern Line of Communications, European Theater 
of Operations, United States Army, has published a booklet, 
“American ‘Rails’ in Eight Countries—the Story of 1st Mili- 





tary Railway Service,” detailing the experiences of the railroad 


TRAFFIC WORLD 





organization that served American forces in Africa, Sicily, Italy, 
France, and Germany. This booklet, one of a projected series, 
covers the experience of the unit in Africa, Italy, and southern 
France, and contains a preface by Brigadier General Carl R. 
Gray, Jr., who was executive vice-president of the Chicago, St. 
Paul, Minneapolis & Omaha Railway in civilian life. 


Chicago Perfect Shipping Meeting 


Strong pleas for making April merely the “pep” month in 
a year-’round drive for perfect shipping and the consequent 
lessening of claims for loss and damage were made at a joint 
meeting of the Mid-West Shippers’ Advisory Board and the 
Traffic Club of Chicago, held April 26 in the Sherman Hotel. 


J. E. Bryan, general chairman of the National Management 
Committee, Perfect Shipping Month, 1945, asked that an effort 
be made to reduce the amount paid out on claims to the 
$16,000,000 figure for 1934. Using the title of a popular war 
song as his theme, Mr. Bryan said, “We did it before, we can 
do it again.” Shippers, he said, must bear in mind the poorer 
quality of packaging materials available, and the fact that they 
are using second-hand packages; while carriers, on the other 
hand, must disclose the cause of damage without regard to the 
feelings of any shipper. Receivers of freight ought to call bad 
packing to the attention of-shippers, he said, and suggested the 
organization of loss and damage committees throughout the 
country to function as do the present vigilance committees in 
their task of conserving transportation. 


Lt.-Col. Merritt C. Thiem of the sixth transportation zone, 
speaking in place of Col. Dan A. Hardt, commander of the zone, 
spoke of the efforts of the army to improve packaging methods. 
He said astray freight represented one-third of the claims filed 
by the army transportation authorities, and ascribed this to the 
reuse of old cartons or boxes. He cited a number of examples 
of poor packing, and praised the railroads, the Association of 
American Railroads, and the Bureau of Explosives, for their 
cooperation in attempting to cut down claims. 

T. J. O'Shaughnessy, public relations officer of the Chicago, 
Rock Island & Pacific Railway Co., after touching briefly on 
perfect shipping, asked the members of the audience to do 
whatever seemed good to them, to assure passage of the Boren 
bill, approving the conference method of rate-making, and the 
Bullwinkle bill, for the repeal of the land grant rates. He also 
asked that his audience do what seemed proper to it to defeat 
the two bills in Congress, S. 293 and H. R. 1362, that would 
change the railroad retirement and unemployment benefits, as 
set up at present. 


The meeting was opened by Irving M. Peters, general chair- 
man, Mid-West Shippers’ Advisory Board, and turned over by 
him to Walter F. Mullady, chairman of the public affairs com- 
mittee of the Traffic Club of Chicago, who introduced the 
speakers. 


R. F. C. SELLS S. A. L. CERTIFICATES 


The Reconstruction Finance Corporation announced April 16 
that it had sold to Halsey, Stuart & Co., Inc., New York City, 
$3,840,000 Seaboard Air Line Railway Company 3 per cent 
equipment trust certificates, Series II, at 103.50 and accrued 
interest, which is approximately a 1 per cent basis to the next 
call date. This price represented a premium to R. F. C. of 
$134,000, it said. 


C. OF C. SUPPORT FOR RAILROADS 


“The record of remarkable accomplishment by the railroads 
in meeting war emergency demands, an essential factor in the 
‘miracle of production,’ emphasizes the need for understanding 
consideration of their many present and prospective problems,” 
said Alvin B. Barber, manager of the transportation and com- 
munication department of the Chamber of Commerce of the 
United States, in discussing the diverse problems faced by the 
railroads. ‘““‘They can count upon continuance of wholehearted 
cooperation from business.” 


GUIDE FOR FARM SEEKERS 


The Union Pacific Railroad is distributing a “Farmseeker’s 
Guide,” in response to inquiries regarding purchase of farm 
lands coming from war workers, service men, and others. The 
guide, which presents information on farm factors, assists in 
locating farms for sale or rent, gives sources of credit for agri- 
culture, explains the servicemen’s readjustment act of 1944, 
and outlines state agencies serving agriculture, is being dis- 
tributed to county agricultural agents, vocational teachers, 
shippers, chambers of commerce, farm organizations and asso- 
ciations, and war agencies, and may be obtained from the rail- 
road’s agents, the company says. 
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AN URGENT MESSAGE 


from the 
UNITED STATES GOVERNMENT 


fo the Shippers of America: 
Freight transportation is today in the most 


critical condition since the start of the war. 1945 is 
the third consecutive year in which transportation has 
exceeded the trillion ton-mile mark. American transpor- 
tation is being called up to do this gigantic job des— 
pite constant inroads on equipment and manpower due to 
Military demands. Railroads have 600,000 less freight 
cars than they had during the first World War . . well 
over 300,000 skilled railroad workers have already gone 
into the armed forces . the worst weather conditions 
in half—-a-century has further handicapped the speedy 
handling of vitally—needed freight. 

There is little likelihood that the situation 
will materially improve during the entire year. There 
is no way at this stage ‘of the war of getting more mate= 
rials or manpower to increase transportation capacity 
or even to maintain present efficiency. We must make 
what we have do the job. Every American shipper must 
do his part. 

As a shipper dependent on transportation for 
the movement of raw materials into your plant and the 
finished goods to the consumer you have a vitally impor= 
tant part in the solution of this problem. Complete 
freight car utilization is the only solution. 

On the battlefronts American airmen_recognize 
the importance of enemy rail lines and transportation 
equipment. They are "high priority" targets. We on the 
home front must remember that full utilization of our 
transportation system will not only help maintain our 
civilian economy but also will be a direct and tangible 
contribution to Victory. 

There are many practical methods by which 
greater car utilization can be achieved. Undoubtedly, 
your company has already put some of them into effect. 
However, we ask you to again review your freight set-up 
and make such additional improvements as are possible. 
Because efficient production cannot be achieved without 
efficient transportation the War Production Board whole= 
heartedly endorses and joins the Office of Defense 
Transportation in this urgent plea. 


Director, Office of Defense Transportation 
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Reconsignment—Liability of Carrier for 
Failure to Reconsign Where no Tariff 
Provisions Therefor. 


iNlinois.—Question: An LTL shipment 
is made from point A to point B in Cen- 
tral States Motor Freight Association 
territory. Before delivery is made at 
point B the motor carrier is requested 
by the consignee at point B to divert 
this shipment to point C, also in Central 
States Motor Freight Association terri- 
tory. To effect diversion at point B 
would involve transfer to another motor 
carrier. The originating carrier refused 
to accept a diversion or a change in con- 
signee and destination, stating they had 
no tariff authority to do this. The ship- 
ment was made collect. 

Is the originating carrier bound either 
by the Act or by common law to accept 
our diversion, to effect the change, name 
of consignee and destination and to pro- 
tect the through rates from point A to 
point C? 

We would appreciate an opinion and 
your comments on this question. 

Answer If, as the carriers state, there 
is no tariff under which the shipment in 
question could have been reconsigned, it 
seems apparent that there has been no 
violation of the act so as to give the 
Commission jurisdiction in the matter, 
except in so far as the carriers’ failure 
to publish a reconsigning tariff is con- 
cerned. See, Doran & Co. vs. N. C. & 
ft. Is, oe ©. ©, dae. 


In the instant case it would be neces- 
sary for the Commission to make a find- 
ing that the failure to publish a tariff 
under which a reconsignment of the ship- 
ment in question would have been made 
was unreasonable, and, further, that 
damage resulted by reason of the car- 
rier’s failure to comply with reconsign- 
ment instructions. 


In this connection, see the Commis- 
sion’s report in Kern & Sons vs. Chicago, 
M. & St. P., 40 I. C. C. 552, and Krauss 
Brothers Lumber Co. vs. Director-Gen- 
eral, 66 I. C. C. 637, in which cases the 
Commission holds that carriers subject 
to the act may not lawfully extend re- 
consignment without tariff authority. 

In Kern & Sons vs. Chicago, M. & St. 
P., 40 I. C. C. 552, the Commission said: 


But the 17.5-cent rate applicable on this 
basis was not applicable to the complainants’ 
shipment for the reason that defendant’s -tar- 
iffs made no provision for reconsignment. ‘The 
defendant was not represented at the hearing 
herein, but stated in its answer that it has 
been its practice to reconsign such cars upon 
its line without charge ‘‘when requests there- 
for are received in time to effect the recon- 
signment prior to the arrival of car at desti- 
nation;’’ also that the diversion of complain- 
ants’ shipment would have been effected, and 
“without requiring extra _ service,’’ if de- 
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fendant’s agent at Dayton had sought the ad- 
vice of the proper officials promptly. 


Tariff Interpretation — Application of 
Rules 47 and 31 of Classification— 
C.0.D. Shipments. 


Maryland. — Question: A few years 
ago, the wording of Rule 47 of the Con- 
solidated Freight Classification indicated 
rather definitely that C.O.D. shipments 
could only be made for amounts repre- 
senting all or a part of the value of the 
merchandise shipped. Among other 
things, this served to prevent motor car- 
riers or distribution warehouses from 
reforwarding shipments via rail C.O.D. 
for the amount of their freight or han- 
dling charges. 

The wording of the current classifica- 
tion has been changed so that no mention 
of the value of the shipment is made. 
However, rail carriers still generally con- 
sider it not permissible to forward ship- 
ments C.O.D. for another type of car- 
riers’ freight or miscellaneous charges. 
They can, however, give no specific au- 
thority for this. 

Can you advise whether or not there 
is any such limitation on C.O.D. service; 
and if so, what is the authority for it, 
and does it apply to this service by motor 
carriers as well as rail? 

Answer: Rule 47, covering C.O.D. 
shipments was added to Consolidated 
Freight Classification No. 11 by Supple- 
ment 13 to Agent A. H. Greenly’s I. C. C.- 
OC No. 55, effective September 30, 1937. 
However, Supplement No. 16, to Con- 
solidated Freight Classification No. 11, 
effective September 30, 1937, cancelled 
Rule 47 of Supplement No. 13 and re- 
published Rule 47 with certain changes. 

A portion of this rule as published in Supp. 
16, reads as follows: ‘ . the destination 
carrier will undertake to collect the amount 
designated on bill of lading form as the value 
of the shipment subject to the additional 
charges for C.O.D. service as specified herein.’’ 

Rule 47 of Consolidated Freight Classi- 
fication No. 16, uses the same language. 
Therefore, we do not agree with you that 
there is no mention of the value of the 
shipment. 

In the National Motor Freight Classi- 
fication, Rule 31 publishes provisions 
covering C.O.D. shipments. Rule 31 was 
first published in Supplement 13 to Agent 
Jackson’s MF-I. C. C. No. 4, effective 
December 30, 1937. There is no mention 
therein of the amount of the C.O.D. col- 
lection as the value of the shipment. 

In its report in Freight Forwarding 
Investigation, 243 I. C. C. 53, the Com- 
mission said: 


C.O.D. charges frequently include the freight 
charges in the price of the goods when the 
shipment is sold f.o.b. destination. Rule 47 of 
the Consolidated Freight Classification and 
rule 31 of the National Motor Freight Classi- 
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fication authorize the collection of shippers’ 
charges representing the value of the goods 
and provide a fee for collecting such C.O.D. 
charges. No fee is provided in respondents’ 
tariffs for the collection of forwarder charges, 
as such, nor is any imposed. ... 
Condemnation of the practice of advancing 
forwarder charges does not necessarily mean 
that the practice of collecting forwarder 
charges at destination and paying them to the 
forwarder after such collection is made must 
also be condemned. The latter practice is not 
here in issue. Both the rail and the motor 
carriers desire to collect these charges for the 
forwarder at destination. If such collections 
are to be continued, either with or without 
charging a fee therefor, the forwarder charges 
should be carried on the billing accurately so 
as to indicate their exact character, and ap- 
propriate authority for such collections and 
fees, if any, should be published and filed in 
tariff form. 
Tariff Interpretation — Absorption of 
Switching Charges On Competitive 
Traffic. 


Kansas.—Question Referring to your 
reply to New York, on page 176 of the 
January 20th issue; it seems to us that, 
if your conclusions are followed, that as 
to any shipment to a competitive point 
on the L. & N. where delivery is made 
on the L. & N. team track, the switching 
charge at point of origin would not be 
absorbed because no other line could 
make that same delivery without addi- 
tional charge and it would therefore be 
necessary for the seller of the commodity 
to determine the exact point at which 
the freight was to be accepted before a 
delivered price could be quoted. 

It seems:to us that Rule 95, 8th revised 
page 81, of the L. & N. Tariff, when re- 
ferring to “point,” is to be construed as 
the point of destination, not the point of 
delivery. 


We will be glad to have your further 
consideration in this connection. 

Answer: It is our opinion that, as 
otherwise expressed, competitive ship- 
ments are defined in Rule 95 as ship- 
ments where the L. & N. R. R. is an 
initial or a delivering road haul carrier, 
and there are charges applicable via 
other rail lines that are the same as, or 
lower than the charges applicable for the 
account of the L. & N. R. R 


We are still of the opinion that in the 
absence of the same rate or a lower rate 
applicable via other lines from point of 
origin to destination, there is no com- 
petition and the L. & N. is not required 
to absorb the switching charge of the 
Terminal Railway, Alabama State Docks. 

It seems to us it would be necessary 
for a seller to determine the actual 
freight charges that are based on the 
services performed by the carriers, which 
are published in tariffs and filed with 
the Interstate Commerce Commission, 
before it would be possible to determine 
a delivered price. 


Fourth Section Violation—Absorption of 
Switching at Competitive but Not at 
Non-Competitive Points 


Georgia. — Question: Item 8380 of 
Agent Hoke’s I. C. C. 528, publishes a 
commodity rate of 8% cents per 100 lbs. 
on forest products from Vidalia, Ga., to 
Savannah, Ga., applicable via route of 
S. A. L. Ry. direct to Savannah or via 
route of Georgia & Florida Railway c/o 
Central of Georgia Railway, or A. C. L. 
RR., or S. & A. Ry., to Savannah. 

Under provisions contained in termi- 
nal tariffs of the delivering carriers at 
Savannah, Ga., switching charges of 
each of the other terminal carriers at 
Savannah are authorized absorbed on 
both state and interstate traffic, the rate 
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of 8% cents actually including all switch- 
ing charges in accomplishing final de- 
livery at Savannah, Ga. 

The rate of 8% cents is made subject 
to the provisions of Item 10090 (Com- 
modity Rates Applicable from Interme- 
diate Points) on page 353 of the tariffs, 
as to all intermediate points of origins 
on any of the four routes mentioned 
above, including local stations on the 
C. of Ga. Ry. between Midville, Ga., and 
Savannah, Ga. Item 10090 publishes the 
intermediate rule as contained in Rule 
a of I. Cc. C. Tart Cireuiar No. 20, 
which makes reference to the decision 
of the Supreme Court in Great Northern 
Ry. Co. vs. Delmar Company, 383 U. S. 
686-691, and thus Item 10090 has the 
effect of preventing the assessing of 
higher charges on shipments from inter- 
mediate points than the charges lawfully 
applicable from the more distant point 
or Vidalia, Ga., in the present instance. 

The question is, is it lawful for the 
C. of Ga. Ry. to assess switching charges 
on shipments originating at Millen, Ga., 
when delivered to the terminal of the 
S. & A. Ry. at Savannah, Ga.? The 
switching charge is $2.48 per car and, 
when added to the charges accruing at 
the rate of 8% cents per 100 pounds, 
produces higher charges in the aggregate 
_than the total charges lawfully appli- 
cable on shipments originating at Vi- 
dalia, Ga. 

Please let us have reference to Inter- 
state Commerce Commission decisions 
dealing with the absorption of switching 
charges under the application of inter- 
mediate rules. 

Answer: It is our opinion that under 
the findings of the Commission in Price 
Chemical Co. vs. Louisville & N. R. Co., 
215 I. C. C. 365, there is no violation of 
the long-and-short-haul provision of Sec- 
tion 4 of the Interstate Commerce Act 
in the present instance, resulting from 
the absorption of switching charges at 
Savannah on traffic originating at Vi- 
dalia, Ga., but not at Millen, Ga. 


Tariff interpretation — Coiled Steel vs. 
Steel in Straight Lengths 


Texas.—Question: Please give us ref- 
erence to any Interstate Commerce Com- 
mission or court decisions which are of 
record on coiled steel versus steel in 
straight lengths. ’ 

The steel in question is shipped in 
coils and has been drawn through a die. 
It has been contended that Item 24895 
of the current classification does not ap- 
ply on steel bars which have been drawn 
in keystone shape and coiled. 

Answer: In Chain Iron and Steel, 151 
I. C. C. 83, 86, the Commission stated 
that, as those terms are understood in 
the iron and steel industry, rods are al- 
ways shipped in coils, never in straight 
lengths, and that bars are _ usually 
shipped in straight lengths, rarely in 
coils. 


The following excerpts are found in 
the above case: 


The line between the various iron and 
steel products must be drawn somewhere or 
the groupings abandoned. In the light of 
the more complete record now before us it 
is clear that the straight length material re- 
ceived by complainants in the Standard cases 
was in fact bars and that the maintenance 
of the manufactured iron and steel basis on 
the bars and of the billet basis on the rods 
does not result in unjust discrimination or 
undue prejudice as between shippers or re- 
ceivers or descriptions of traffic. 

In a general way iron and steel articles for 
rate-making purposes are separated into three 
groupings; first, pig iron and articles taking 
pig iron rates; second, steel billets and arti- 


cles taking billet rates, including rods, ingots, 
***and waste materials; and third, the 
manufactured iron and steel list which em- 
braces all other iron and steel articles which 
have progressed in manufacture beyond the 
billet stage, including bars, tank plates, * * * 

Articles in the billet list take 6th class 
or commodity rates slightly lower. Articles 
in the manufactured iron and steel list, take 
fifth class or commodity rates slightly lower, 
min. 36,000 lbs. 

The bar is about three times as accurate 
to gauge as the rod of corresponding size 
made on a rod mill, ** * The rod then goes 
through to the coiler and is shipped in that 
form while the material from which the bars 
are taken goes to the cooling bed in straight 
lengths where it is sheared and sorted and 
the cropped ends, poor material and imperfect 
lengths removed. 

Rods whether made on a rod, merchant, 
or combination mill are processed at destina- 
tion before being made into the finished 
product. * * * 

Bars are not processed at destination bat 
are used just as they come from the cars. 

A rod can be distinguished from a wire 
by the fact that it has not been drawn 
through a die, but this is not true of a bar 
and the products fabricated therefrom. 

The higher rates on the bars actually pro- 
duce a smaller aggregate charge for the trans- 
portation of the material that is transformed 
into bolts and nuts than do the lower rates 
on the rods. For example the rate from 
Buffalo to Milldale, Conn., is $5.50 on the 
rods and $7.39 on the bars. On 100 tons of 
rods the manufacturer at Milldale Pays a total 
freight charge of $550, but as the minimum 
scrap loss in the manufacture of rods into 
nuts is 30 per cent this charge enables him 
to put not more than 70 tons of raw material 
into the finished product. On 70 tons of bars, 
which he can fabricate into bolts with virtual- 


ly no scrap loss, he pays total freight charges 
of only $517.30. 


Rods are a 100 per cent raw material while 
bars are used only to a very small extent 
in the manufacture of other iron and steel 
products. 

Bars and rods can be said to be competitive 
commodities only with respect to about 1 per 
cent of the total production. 


Hoover Steel Ball Co. vs. Michigan 
Central R. C., 163 I. C. C. 561 on page 
563 cites the above case with respect to 
shipments of steel in coils and straight 
lengths. Other cases that refer to this 
decision are: Crosby Co. vs. Pennsyl- 
vania R. Co., 179 I. C. C. 713(714); 
American Chain Co. vs. Baltimore & O. 
R. Co., 181 I. C. C. 657(659); Industrial 
Sand cases, 1930, 188 I. C. C. 99(109); 
Dryden, Receiver, vs. Chicago R. I. & P. 
Ry. Co., 220 I. C. C. 59(61); Igoe Bros., 
Inc., vs. New York Central R. Co., 234 
1. C. C. 54344). 


Tariff Interpretation—Application of 
Fertilizer Rate on Fish Scrap 


Illinois—Question: We have a situa- 
tion in this community on carloads of 
fish scrap, not ground or pulverized, 
moving via the C. B. & Q. Railroad from 
Chicago, Illinois. 

While the rail carriers in this city 
have applied the column rating provided 
for in I. F. A. tariff 80-C, Agent Raasch’s 
I. C. C. No. 501, as being properly ap- 
plicable, it is our contention that the fer- 
tilizer rate of 15 cents named in I. F. A. 
tariff 54-E, Agent Raasch’s I. C. C. No. 
496, under commodity description B, is 
applicable. Description B reads as fol- 
lows: 


Blood, dried, in bulk or barrels, or in bulk, 
c. L., minimum weight.60,000 lbs. (subject to 
Item 77) or Tankage, dry (other than digester 
or feeding tankage) carload, minimum weight 
50,000 Ibs. (subject to Item 77). 


In referring to the Illinois classifica- 
tion I find that there is named tankage, 
feeding: tankage, garbage and tankage, 
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NOIBN and as this item names tankage 
specifically and names none of the above 
named tankage I cannot see on whai 
they base their contention. Notwith 
standing that this commodity is tankage 
several tariffs list this commodity as a 
fertilizer or fertilizer material. 

Will you kindly check into this and 
advise if in your opinion the 15 cent 
rate that I have named is properly ap- 
plicable. 

Answer: Agent Raasch’s I. C. C. No. 
501, Exceptions Tariff No. 80-C, provides 
an exception rating in Item 4040 on fer- 
tilizer and fertilizer materials as de- 
scribed in Item 640, Section 10. Item 
640, Section 10, lists “fish tankage or 
scraps, dry, not ground nor pulverized 
or acid fish scraps, in packages or in 
bulk.” 

Agent Raasch’s I. C. C. No. 496, fer- 
tiliser commodity tariff No. 54-E, pro- 
vides a 15 cent rate on fertilizer and 
fertilizer materials, as described in Item 
5, Section 6, per Description B. Descrip- 
tion B of Item 5 lists, “tankage, dry 
ao than digester or feeding tank- 
age).” 

Our remarks are made on the as- 
sumption that the fish scrap to which 
you refer is fish tankage and is used in 
the manufacture of fertilizer and not 
animal feed. 

We quote the following from the Com- 
mission’s decision in Ohio Farm Bureau 
Federation vs. Ahnapee & W. R. Co., 
mm Lc. CO: 


Fish scrap, sometimes called fish tankage, 
is the solid residue which remains after the 
oil has been extracted from certain kinds of 
inedible fish. * ** Some fish scrap is ground 
into meal and used as animal feed. The re- 
mainder is used as a fertilizer or fertilizer 
ingredient, either in dry form or after being 
treated with acid. Apparently acidulated or 
acid fish scrap is definitely a fertilizer mate 
rial and could not be fed to animals. As for 
dry fish scrap, defendants content themselves 
with the general statement that some of it is 
used as feed, without attempting to show 
that any considerable proportion is so used. 
We accordingly find that defendants have not 
justified the elimination of fish tankage or 
scrap from the fertilizer list. 


Tankage is made from offal collected 
from shoe factories, stockyards, packing 
houses, canneries and other sources. 
Smith-Rowland Co., Inc., vs. Alabama 
G. S. R. Co., 256 I. C. C. 199 (201). 

It does not appear that the classifica- 
tion publishes a specific rating on fish 
tankage, therefore the rating as pub- 
lished in Item 41550 on tankage, NOIBN, 
on page 386 of the classification applies. 

Inasmuch as fish scrap is tankage and 
the commodity description reads, ‘‘tank- 
age, dry (other than digester or feeding 
tankage),’’ unqualified as to fish tankage, 
packing-house tankage or cannery tank- 
age, etc., and in view of what appears 
above, we are of the opinion that the 
commodity rate should be applied to fish 
scrap. Fish scrap does not appear to be 
listed specifically in the Fertilizer tariff, 
therefore, in our opinion, it would be 
included under the generic term—tank- 
age. 

In Ware Brothers Agency vs. Balti- 
more & O. R. Co., 208 I. C. C. 259, 
wherein with respect to “Ground Tank- 
age,” the defendants asked that this 
broad description be changed to read— 
tankage, NOIBN, in the Consolidated 
Classification in order that the rate pre- 
scribed may not apply on tankage hav- 
ing food properties and which is of 
greater value than tankage used for fer- 
tilizing purposes. In this connection see, 
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also. Darling & Co. vs. New York, C. & § BR, R. 


St. L. R. Co. 213 I. C. C. 418 (421). 
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Today, the activity over the Corn Belt Route, like that 
e of all America’s railroads—united for victory—is war 
activity. 
In this activity, the greatest railroad record in history is 
being written, despite curtailed facilities and much in- 
SERVING FIVE IMPORTANT - 
GATEWAYS— Chicago, Kan- creased tonnage. Certainly, the railroads have proven 
sola, transiot (rho Mtwin their capability of really doing an outstanding job, on 
, their own. 
The Corn Belt Route is a vital factor in the above circle 
of activity, as a key factor in America’s mass rail network. 
Keep that area in mind and when the post-war time comes 
to ship, ship via Chicago Great Western. 


Chicago Cnet Western Kauluay 


THE CORN BELT ROUTE 
ONE OF AMERICA'S RAILROADS — ALL UNITED FOR VICTORY 
B. R. HARRIS, General Traffic Manager 309 West Jackson Blvd., Chicago, Ill. Traffic Offices in the Larger Cities 
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NEW COMPLAINTS FILED 


No. 29286, Petroleum Haulers of New England, Inc., et al. Boston, 
Mass., vs. Boston & Maine et al. 

Allege defendants’ reduced rates for transportation of petroleum 
products and benzol (benzine) in carloads in tank cars from certain 
origins in Mass., Me., and N. H., to destinations in Mass., N. H., 
Vt., and Me., will cause diversion to defendants of a large part 
of the business heretofore handled by complainants’ members, 
unless the latter make corresponding reductions in their own rates, 
and that such reductions would produce rates for some of com- 
plainants’ members that would be unremunerative and less than 
their costs, in violation of sections 1, 3, 13, and 15(a). Ask cease 
and desist order and rates. (Parker McCollester, Frank J. Clark, 
and Lord, Day & Lord, 25 Broadway, New York 4, N. Y.) 


No. 29287, Stauffer Chemical Co., New York, N. Y., vs. Atchison, Topeka 
& Santa Fe et al. 

Alleges rates on refined sulphur, sometimes referred to as flowers 
of sulphur, in carloads, shipped in the period, March 1, 1943, to 
March 1, 1945, from San Francisco, Calif., Oakland, Calif., and 
Berkeley, Calif., to Chauncey, N. Y., in violation of section 1. Asks 
reparation. (S. S. Eisen, 140 Cedar St., New York 6, N. Y.) 


No: 29288—Whyte Feed Mills, Pine Bluff, Ark., vs. Santa Fe railway, 
et al. 

Alleges rates on grain and grain products and mixed feed from 
Pine Bluff, Ark., to Louisiana points not properly related to rates 
from Memphis, Tenn., to same destinations, unduly preferential 
of Memphis feed manufacturers and grain products dealers and 
unduly discriminatory of complainant; rates from Memphis higher 
for transportation of grain, grain products, and mixed feed for the 
shorter distances to intermediate points in Arkansas than for longer 
distances over same lines or routes in the same direction to points 
in La., Texarkana, Ark.-Tex., and Texarkana, Ark.; interstate rates 
from Pine Bluff to points in Ark., La., and Tex. not properly re- 
lated to rates from St. Louis and mile for mile higher from Pine 
Bluff to same destinations, unduly preferential of St. Louis feed 
manufacturers and grain and grain products dealers, and unduly 
prejudicial of complainant in that defendants charge mile for mile 
higher interstate rates from Pine Bluff to points in Ark., La., and 
Tex. than from St. Louis, in violation of sections 1, 3 and 4. Asks 
cease and desist order and rates. J. M. Cook, 215 Merchants Ex- 
change, St. Louis 2, Mo.) 


No. 29289, American Factors, Ltd., New York, N. Y., vs. Erie Railroad 
et al. 

Alleges rates on carload of iron or steel bolts or nuts, in boxes, 
shipped on December 19, 1942, from North Tonawanda, N. Y., to 
San Francisco, Calif., for export to Hawaii, were domestic rates 
instead of applicable export rates, in violation of section 1. Asks 
investigation and hearing, and payment to complainant of differ- 
ence between domestic freight charges actually paid and charges 
based on contemporaneously applicable export freight rates. (S. S. 
Eisen, 140 Cedar St., New York 6, N. Y.) 


No. 29290, Marine Iron & Shipbuilding Co., Duluth, Minn., vs. Chicago 
& North Western railway et al. 

Alleges rates on 500 cartons, ‘‘welding rods-steel, flux coated,’’ 
shipped in November, 1942, from Philadelphia, Pa., to Duluth, 
Minn., in violation of sections 1 and 6. Asks rates and reparation. 
(T. H. Trelford, Lyceum Bldg., Duluth, Minn.) 











niet all the way 
\ EY 








Symbols of 





TRAFFIC WORLD 


No. 29293, Callanan Road Improvement Co., South Bethlehem, N. Y., 
et al. vs. B. & O. et al. 
Allege rates on bituminous road building material shipped from 
Beckett and Duncan, Okla., to complainants at points in N. Y. and 
S. C., in violation of section 1. Ask cease and desist order, rates, 
and reparation. (C. Peyton Collins, 206 Rauch Bldg., Pittsburgh 5, 
Pa.) 


No. 29294, Mason City Brick & Tile Co. et al, Mason City, Ia., et al. vs 
Chicago & North Western et al. 

Allege rates on brick: and articles taking the brick rates, an: 
drain tile, shipped in carloads, from specified Iowa to specified 
Minnesota points, since April, 1943, in violation of sections 1 and 3 
Ask cease and desist order, rates, and reparation. (John T. Money 
Mills Bldg., Washington 6, D. C.) 

No. 29295, Midwest Coal Traffic Bureau, Kansas City, Mo., vs. Santa 
Fe et al. 


Alleges rates on bituminous coal in carloads, from Henryetta. 
Okla., to destinations in Kan., Mo., Ia., and Neb., in violation of 
section 1 (5) (2). Asks cease and desist order and rates. (Homer 
J. Conley, P. O. Box 838, Fort Smith, Ark., and Thomas L. Philips, 
509 Olive St., St. Louis 1, Mo.) 


Petroleum Transportation 


For the third consecutive week, tank car movements of 
crude oil and petroleum products into the eastern seaboard area 
declined in the week ended April 21 as compared with the pre- 
ceding week, the average number of barrels a day moving by 
tank car dropping to 538,667 from a daily average of 539,443 
barrels in the week ended April 14, according to Deputy Pe- 
troleum Administrator Davies. 

He announced that shipments of kerosene in drums to the 
New England states averaged 16,146 barrels a day in the week 
ended April 21, as against 16,349 barrels daily in the previous 
week, and said that barge movements up the Mississippi and 
Ohio Rivers, though still hampered by flood crests, continued 
to show a slight improvement over the movements by barge 
recorded a few weeks ago. The 24-inch pipeline to the east 
delivered 325,325 barrels of crude oil a day, as against 320,369 
barrels a day in the preceding week, and the 20-inch pipeline 
delivered 231,527 barrels a day in the week ended April 21, 
compared with 234,033 barrels in the preceding week, he said. 

Mr. Davies reported that a temporary build-up of civilian 
gasoline stocks along the Atlantic seaboard had been effected 
“to meet the normally heavy seasonal demand at this time of 
the year despite an extremely tight transportation situation,” 
and said that gasoline stocks on hand for civilian use in the 
east coast area (district No. 1) on April 21 totaled 8,677,000 
barrels, 680,000 barrels more than the total of such gasoline in 
stock at the end of the corresponding week in 1944 and “the 
highest in more than two years.” He said that this increase 
had been planned by the Petroleum Administration for War to 
prepare for a transporiation problem that was likely to become 
increasingly serious. He added that tankers that had been 
available for shipment of civilian oil products into east coast 
ports had been released for military service, and that there was 
a growing drain on rail transportation to supply demands on 
the west coast and other parts of the country. 


MILWAUKEE SAFETY CONTEST 


H. A. Scandrett, chief operating officer of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co., presented a trophy 
cup to the employes of the Milwaukee division of the road, 
April 22, for the best employe safety record of the road’s 18 divi- 
sions in the annual safety contest. There were no fatalities and 
only 16 reportable injuries to employes on the division, accord- 
ing to L. J. Benson, assistant to the chief operating officer, in 
charge of the road’s accident prevention bureau. The Superior 
division, with headquarters in Green Bay, Wis., placed second 
in the contest. J. H. Valentine is superintendent of the Mil- 
waukee division. 


CHANGES IN DOCKET 
Hearing in MC 55873, Sub. 5, assigned for April 25 at Chicago, IIl., 
was postponed to date to be fixed. 
Hearing in MC 1200, Sub. 2, assigned for April 25 at Providence, 
R. I., was cancelled. 
Hearing in MC 72300, Sub. 12, assigned for April 27 at Detroit, Mich., 
was postponed to date to be fixed. 
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AIR EXPRESS 








. Heavy, expensive packing is unnecessary 
for protection against jolting and jar- 
ring. This is an important economy in 
this streamlined air service for shippers. 
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CALL YOUR LOCAL RAILWAY EXPRESS 
AGENCY FOR THE BRANIFF SHIPPER’S 
LETTER OF INSTRUCTIONS AND FOR 
FREE PICK-UP OF YOUR SHIPMENT.... 
, THERE IS NO DELAY ENROUTE. 
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General Traffic Office, Love Field, Dallas 9, Texas 
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2-Ton Air Express Shipments 


Avert Lay-off of 600 men 
















SIX HUNDRED hard-to-get skilled workers are assembled for an 
experimental war production job. The supplier of special fasteners 
needed for the job can deliver only a limited number at a time. Does 
this mean a lay-off? No. The manufacturer orders a steady day-by-day 
flow of the units via Air Express to meet daily requirements and 
until there’s a backlog in the warehouse. 







COST is insignificant compared 
with results achieved ($800 Air 
Express charges for thirty dif- 
ferent shipments totaling two 
tons). Over 600 men are kept 
steadily at work — also avoiding 
other shut-down losses. 


SHIPMENTS, large and small, are 
often delivered same day as 
ordered from points 500 to 1,500 
miles away. When time means 
money, Air Express saves both. 
Every business can use this 
fastest delivery with economy. 


Specify Air Express — Low Cost for High Speed 


25 lbs., for instance, travels more than 500 miles for $4.38, 
more than 1,000 miles for $8.75, more than 2,000 miles for 
$17.50, at a speed of three miles a minute — with cost 
including special pick-up and delivery in all U.S. cities and 
principal towns. Same-day delivery between many airport 
towns and cities. Rapid air-rail service to 23,000 off-airline 
points in the United States. Direct service to scores of 
foreign countries. 


















GETS THERE FIRST———— 


Write Today for “‘Quizzical Quizz,” a book- 
~let packed with facts that will help you 
solve many a shipping problem. Railway 
Express Agency, Air Express Division, 230 
Park Avenue, New York 17. Or ask for it 
at any Airline or Express office. 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 


























ak a” rca Pa.—Hotel Traylor—Jt. 

MC 65993, Sub. 4—J. R. Wright, Phillips- 
burg, N. J., certificate to extend opera- 

ons. 

MC 52905—Penn Jersey Trucking Co. (suc- 
cessor in interest to France Trucking Co., 
Inc.), Tamaqua, Pa. 

April 30—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Cantrell: 

MC 43038, Sub. 230—Commercial Carriers, 

Inc., Detroit, Mich., certificate to extend 


operations. 
April 30—Newark, N. J.—State Comm.—Ex- 
aminer Carpenter: 
MC 105683 — Consolidated Interstate Lines, 


Inc., Allwood, N. J. 
April 30 — Spartanburg, S. C.— Chamber of 
Commerce—Jt. Bds. 2 and 177: 

MC 61598, Sub. 25—Smoky Mountain Trail- 
ways, Ashville, N. C., certificate to extend 
operations. 

MC 14486, Sub. 13—Carolina Scenic Coach 
Lines, Spartanburg, S. C., certificate to 
extend operations. 

MC 61599, Sub. 59—Queen City Coach Co., 
= N. C., certificate to extend oper- 
ations. 

April 30 — Spartanburg, S. C.— Chamber of 
Commerce—Jt. Bd. 103: 

MC 1504, Sub. 64—Atlantic Greyhound Corp., 
Charleston, W. Va., certificate to extend 
operations. 

May 1—Baltimore, Md.—Baltimore Assoc. of 
Commerce—Examiner Peterson: 
MC 105225—Service, Inc., Washington, D. C. 
May 1—Belle Plaine, la.—City Hall—Exam- 
iner Lyle: 

Finance 13907—Amended and supplemental 
application of C. & N. W. for permission 
to abandon branch line of railroad ex- 
tending from Belle Blaine to What 
Cheer, Ia. 


— Wayne, Ind.—U. S. C.—Jt. Bd. 


MC 3286, Sub. 6—Brodbeck Trucking Co., 
— Bend, Ind., certificate to extend oper- 
ations. 
May 1—Kansas City, Mo.—Pickwick Hotel— 
Examiners Lawton and Mayo: 
1. & S. M-2525—Increased rates, middlewest 
territory (4). 
1. & S. M-2521—Increased rates, middlewest 
territory (2). 
1. & S. M-2507—Canned goods, eggs between 
midwestern points. 
May Fi a Pa.—Casey Hotel—Jt. Bd. 








OMMISSION — 


MC 105511—Joseph Herzog Trucking, Hones- 
dale, Pa., certificate. 
May 1—Washington, D. C.—Examiner Card: 
MC 105486 and Sub. 1—M. Fox, Washing- 
ton, D. C., certificate. 
May 1—Washington, D. C.—Argument: 
29043—Florida Railroad Commission et al. 
ve. A: CG. & Gt Sl. 
28514—-Neuhoff Packing Co. et al. vs. Aber- 
deen and Rockfish et al. 
aes” gee Ga.—State Comm.—Jt. Bd. 


MC 54644, Sub. 4—Bass Bus Lines,Athens, 
Ga., certificate to extend operations. 
oe i1l.—Sherman Hotel—Jt. Bd. 


MC 2024, Sub. 2—A. E. Anderson, Jr., Kan- 
—. Ill., certificate to extend opera- 
ons. 
MC 103964, Sub. 3—Economy Transport Co., 
Elgin, ril., permit. 
May 2—Los Angeles, Calif.—Federal Bldg.— 
Examiner Linn: 
Finance 11481—Yosemite Valley 7. reor- 
ganization hearing of maximum limits for 
allowance for services and reimbursement 


of expenses. 
Pa.—U. S. Ct.—Exam- 


May 2—Philadelphia, 
iner Peterson: 
MC 104753, Sub. 38—E. Brooke Matlack, 
Philadelphia, Pa., certificate. 
May 2—Scranton, Pa.—Casey Hotel—Exam- 
iner Myers: 
MC 7585, Sub. 2—N. Sparacino, Scranton, 
Pa., certificate. 


May 2—Spokane, Wash.—Davenport Hotel— 
Jt. Bd. 80: 


MC 105720—Methow Valley Stage Line, 
Winthrop, Wash., certificate. 

May oe Neb.—Cherry County Ct. 
MC 55653, Sub. 1—L. Haire, Valentine, Neb., 

certificate to extend operations. 

May 2—Valentine, Neb.—Cherry County Court 

—Jt. Bd. 184: 
MC 105567—P. E. Billeter, Valentine, Neb. 

May 2—Washington, D. C.—Examiner Card: 
MC 105414—Fuchs Transfer Co., Inc., Balti- 

more, Md., certificate. 

May 2—Washington, D. C.—Argument: 
29102—Darling and Co. vs. Ann Arbor et al. 
29106—Kentucky Chemical Industries, Inc., 

et al. vs. Ann Arbor et al. 

May 2— Washington, D. C.— Commissioner 

Miller (Argument): 
29196—Columbia Paper Co. vs. Southern Ry. 
=e i!l.—Sherman Hotel—Jt. Bd. 
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MC 104965, Sub. 1—Strassey’s Service Sys- 
tem, Momence, IIl., permit. 


ata” “aeegtaeaes lil.—Sherman Hotel—Jt. Be. 


MC 42487, Sub. 119—Consolidated Freighi- 
ways, Inc., Portland, Ore., certificate to 
extend operations. 

Se Pa.—U. S. Ct.—Jt. Ba. 


MC 39491, Sub. 2—Neibauer Bus Co., Bris- 
tol, Pa., certificate. 

May 3—Washington, D. C.—Argument: 

Ex Parte 104 Part 2—Practices of carriers 
affecting operating revenues or expenses, 
terminal services, American Smelting . 
Refining Co. 

Ex Parte 104 Part 2—Practices of carriers 
affecting operating revenues and expenses, 
terminal services, United States Smelting 
Refining, and Mining Co. 

Ex Parte 104 Part 2—Practices of carriers 
affecting operating revenues and expenses, 
terminal services, Anaconda Copper Mir- 
ing Co. 

ee 5 ee, Pa.—uU. S. Ct.—Jt. Ba. 


MC 104958, Sub. 10—McCormick Drayline, 
Lock Haven, Pa. 
May 4—Brooklyn, N. Y.—Hotel St. George—- 
Examiner Peterson: 

MC-C 469—Delcher Brothers Storage Co., 
Inc. vs. Neptune Storage Van Co., Inc. 
MC 11753, Sub. 7—C. H. Beaney, Brockport, 
N. Y., certificate to extend operations. 
May 4—Chicago, IIl.—Sherman Hotel—Exam- 

iner Cantrell: wi 
Bi; 


1. & S. M-2504—Cheese, 
an “Semel lil.—Sherman Hotel—Jt. Bd. 


points in south. 

MC 2377, Sub. 8—Lency Clairmont Trans- 
fer, Escanaba, Mich., certificate to ex- 
tend operations. 

May 4—Cleveland, O.—Hotel Cleveland—Ex- 
aminer Rice: 

W-470—W. G. Bartenfeld, contract carrier 
application. 


May 4—Harrisburg, Pa.—State Comm.—Jt. 
Bd. 65: 


MC 66562, Sub. 611—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

ares -—e Pa.—State Comm.—SIJt. 


d. : 
MC 10753, Sub. 4—Paul M. Settle, Gettys- 
burg, Pa. 
May 4—Lincoln, Neb.—Hotel Cornhusker—Ex- 
aminer Lyle: 
Finance 14232—Mo. Pac. in Nebraska Trus- 
tee Abandonment. 
May 5—Brooklyn, N. Y.—Hotel St. George— 
Examiner Peterson: 
MC 40388, Sub. 1—Burns & Simmons, New 
York, N. Y., permit to extend operations. 
MC 73672, Sub. 1—A. Guariglia, Brooklyn, 
N. Y., certificate to extend operations. 
May 5—Chicago, I!l.—Sherman Hotel—Exam- 
iner Cantrell: 
* 1. & S. M-2526— Beverage containers re- 
turned over Shippers Dispatch. 


points to 
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+444 THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 
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Fast and Accurate Rate Finding and Check- 








FRANK LESLIE'S ILLUSTRATED NEWSPAPER. 


1, We ~~ N 





ing for Every Traffic 


Administration 


@ Regardless of changes in admin- 

istration of traffic departments, one 

reliable is always “asked to stay” 

—and that is the National Freight 

Rate Service. It is well qualified. 

It plays no favorites. It does a good 

job for all. 
There are many reasons why you will find it profitable and con- 

venient to use, in your walle department. This picture from Leslie’s Weekly depicts an 1861 Express van 
For instance, the NFRS besides being fast and accurate, is also easy being loaded with war materials. In those days this vehicle was 

to use. It saves time in looking through supplements, provides compari- considered 4 mammoth advance in efficiency. 

sons of rates. It is well arranged and efficient as a rate authority. 

Furthermore, it does away with a traffic file and full-time employes to 


read and interpret tariffs. 
The NFRS book is yours free on a ten-day trial basis. There is no 

obligation. Convince yourself of how it will fit your operation. Parcel 

post and express rate service is but ten cents additional per day. 


Write us today. cr 
NATIONAL FREIGHT RATE SERVICE When She 


Dowagiac, Michigan Y) ti L ( 
30 years of continuous up-to-the-minute rate information. . 


Throughout American history when a real 











need arose, a man or an organization has 


been ready to cope with it. Express ship- 





ping is an organized service originated 
106 years ago to meet the demands of 
those times. Since then, through peace and 
war, Express has promptly adopted every 
scientific advance so as to be ready for the 


nation’s changing shipping needs. 


~s Today the major part of the unprece- 
' a dented volume of Express, both by rail 


and air, is connected with the war effort. 





This wartime transportation experience 
and new handling techniques will aid in 
the nation’s postwar commercial shipping 


requirements. 


WAR BONDS 
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May 5—Harrisburg, Pa.—State Comm.—Ex- 
aminer Myers: 
MC 105441—J. N. Mackison, Delta, Pa., 
certificate. 

MC 42769, Sub. 9—L. Reeser, York Haven, 
Pa., certificate to extend operations. 
May 7—Brooklyn, N. Y.—Hotel St. George— 

Examiner Peterson: 
MC 96532 — Fleetwood Sedan Service, New 
York, N. Y. 
May 7—Chicago, i!l.—Sherman Hotel—Exam- 
iner Cantrell: 
MC 4405, Sub. 135—Dealers Transport Co., 
— Ill., certificate to extend opera- 
ons. 
~ Ala.—Federal Bldg.—Jt. Bd. 


MC 6699, Sub. 5—Coastal Stages, Florala, 
Ala., certificate. 

May 7— Hagerstown, Md. — Federal Bldg.— 
Jt. Bd. 74: 

MC 105588—R. W. Baumgardner, Green- 
castle, Pa., permit. 

May 7—Kalamazoo, Mich.—Chamber of Com- 
merce Room—Examiner Rice: 

a ae” eae Paper Co. et al. vs. N. Y. 

; OC BE. 
May 7—St. Paul, Minn.—Fed. Cts. Bldg.—Ex- 
aminer Lyle: 

Finance 14797—Application of Nor. Pac. for 
certificate authorizing operation over a 
line owned by United States of America, 
in Kitsap and Mason Counties, Wash. 

May 8—Binghamton, N. Y.—U. S. Ct.—Exam- 
iner Albus: 

* Finance 13957—D. L. & W. abandonment. 

May 8—Boise, Ida.—State Comm.—Jt. Bd. 49: 

MC 39063, Sub. 7—Union Pacific Stages, 
Inc., Omaha, Neb., certificate to extend 
operations. 

May 8—Chicago, II!.—Sherman Hotel—Exam~ 
iner Cantrell: 

MC 105569—Lawson Transfer & Storage Co., 
Rockford, IIll., certificate. 

May 8&—Chicago, IIl.—Sherman Hotel—Exam- 
iner Rice: 

29242—-Manufacturers Specialty Co. vs. B. 
& O. C. T. et al. 

May a Tex.—Hotel Paso Del Norte 

MC 104617, Sub. 2—D. Dodds, Tularosa, 
N. M., certificate. 

— ee vt.—U. S. Ct.—Jt. Bd. 


MC 66562, Sub. 618—Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 


_~—- 





hay, Se Shewnet, N. J.—State Comm.—Jt. Bd. 


19: 
MC 3701, Sub. 3—Westwood Transportation 
Co.., Little Ferry, N. J. 
MC 3705, Sub. 3—Westwood Transportation 
Lines, Inc., Little Ferry, N. J. 
a Falis, S. D.—U. S. Ct.—Jt. Bd. 


MC 79899, Sub. 2—Menning & Son, Edger- 
ee Minn., certificate to extend opera- 
ons. 
May 8—Washington, D. C.—Examiner Cremins: 
* Finance 13500—Tampa Northern R. R. re- 
organization. 
May 9—Chicago, IIl.—Sherman Hotel—Jt. Bd. 


13: 

MC 42614, Sub. 14—Chicago & North West- 
ern Ry. Co., Chicago, Ill., certificate to 
extend operations. 

May 9—El Paso, Tex.—Hotel Paso Del Norte 
—Jt. Bd. 33: 

MC 104210, Sub. 9—Transport Co., Corpus 
—. Tex., certificate to extend oper- 
ations. 

May 9—Grand Rapids, Mich.—U. S. Ct.—QJt. 
Bd. 76: 


MC 66562, Sub. 625—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

May 9—Washington, D. C.—Examiner Parker: 

1. & S. M-2519 — Restrictions, Continental 
Transportation Lines. 

May 9—Washington, D. C.—Examiner Naefe: 

MC C-442—Released ratings and rates on 
engines. 

May 9—Washington, D. a: 
28922—-California Cotton Oil orp. et al. vs. 
Alton et al. 
29150—Albers Milling Co. vs. Alton et al. 
May 10—Brooklyn, N. Y.—Hotel St. George— 
Jt. Bd. 119: 

MC 668, Sub. + mg ae Transportation 
Ce. Inc., Paterson, N. J. 

a hicago, Ill.—Sherman Hotel—Jt. 


MC 29563, Sub. 1—Rockford-Milwaukee Dis- 
patch, Inc., Rockford, Ill., certificate to 
extend operations. 

May 10—Duluth, Minn.—U. S. Ct.—Jt. Bds. 
145 and 142: 

MC 66562, Sub. 627—Railway Express 
Agency, Inc., New York, N. Y., certificate 
to extend operations. 

MC 105665—Evans Truck Service, Nicker- 
son, Minn., certificate. 

May 10—Duluth, Minn.—U. S. Ct.—Jt. Bd. 145: 

MC 66562, Sub. 644—Railway Express Agen- 








@ It takes Know-How to “cover first” 
with speed, dispatch, assurance. It takes 
Know-How to move furniture the 


same way. 


That’s why professional traffic men 
turn to Neptune’s nation-wide moving 
network. Behind Neptune Know-How 
is 44 years of specialized experience, 
trained men, up-to-the-minute 
equipment, plus access to the world’s 
largest long-distance moving organization. 


Find out what a difference Know-How 
can make in handling a move for you 
between any two points. Phone, 


write for details. 


AGENT-MEMBER: ALLIED VAN LINES, INC. 


NErPIVNE 


ATVRAGE 


NEW ROCHELLE, N. Y. 


PHONE 


FORDHAM 4-5900 


: 
N 


MISSISSIPPE SHIPPING COMPANY, INC. 


NEW ORLEANS 
NEW YORK : 


TRAFFIC WORLD 


cy, New York, N. Y., certificate to extend 
operations. 


May 10—Minneapolis, Minn.—Nicollet Hotei— 
Examiner Carter: 

FF-129, Sub. 1—Northwestern Forwarding 
Co., St. Paul, Minn., amended permit to 
extend operations. 

May 10—Washington, D. C.—Argument: 
29078—Inland aterways Corp., operating 
ee Barge Lines vs. Southern Ry. et 
al. 
May 10—Wausau, Wis.—Hotel Wausau—Ex- 
aminer Lyle: 

Finance 14001—C. M. St. P. & P. trustecs, 

abandonment. 


P.& P.U. Ry. and 
Peoria Gateway 


ae 
NCW, 


A, lvays Open 


PEORIA-GATE WAY 


Peoria & Pekin Union Ry. 
PEORIA, ILL. 
E. F. Stock, Traffic Manager 
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The Farmer Girds for Peace 


Prosperity has made better business men of our 
farmers. They have invested in War Bonds, saved 
their money for new farm equipment. A peace time 
farm will be one of varied and bumper crops. The 
farmer will depend on the American Merchant Ma- 
rine to carry his crops to foreign shores. 


DENTAL SUPPLIES 


PHARMACEUTICALS 








"POPE 2 TALBOT. INC. a tipihoeses: 
MCORMICK STEAMSHIP DIVISION Get them there quicker by 


Clipper Express 












A long list of items, from dental supplies and 
phonograph records to radio parts and magazines, 
are now being exported by air... Your product 
may be adaptable to shipment by Clipper Express. 

For all International Air Express shipments, call 
Railway Express Agency, Inc. At 6,000 points 
within the U.S.A. they pick up shipments FREE. 


. SHIPPING LAN AMERICAN 
Ae ROCK ISLAND LINES ORLD AIRWAYS 


The System of the Flying Clippers 
Island ONE OF AMERICA'S RAILROADS — 


ALL UNITED FOR VICTORY 
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Educational Courses 
1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
























: ee = : course available by mail. Restricted to Attorneys, Practitioners or those 
Fe I NS 65. ose ons 0s os gs 0404! 84 1143 qualified to prepare for practice. Includes Freight Forwarder Act, 
Mee Was Bite Te... «cc cca cnccccccecne 1145 COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ii], 
American Airlines, Inc................000eee- 1083 : ; q 
Atchison, Topeka and Santa Fe Ry............ 1142 Situations Wanted 






TRAFFIC MAN, 40, good education and appearance, wide technical 
Sg tact cia cur aca eg tm ar la cera knowledge all phases traffic, rates, procedure; carrier, shipper ass‘n 


long experience. I. C. C. registered. Fine refs. Box 352, Traffic World, 
Chicago Office. 


Braniff Airlines 


























Chicago Burlington & Quincy R R 


Chicago Great Western Ry..............e00 1141 Help Wanted by 

Chicago & North Western Ry..............6.. 1144 P 

Chicago, Rock Island & Pacific Ry............ 1147 WANTED—Assured future for a high caliber man, not over forty, 
: : e who is willing to work hard as Assistant to Traffic Manager of a large 

Consolidated Vultee Aircraft Corp.......-. 1084-85 New England manufacturer. We need a man with good grounding in the 

Crooks Terminal Warehouses, Inc............ 


handling of domestic and foreign traffic—one who can understudy the 
head of the department and possibly eventually take over his position. 
We are leaders in our industry and are not easily satisfied. If you be- 
lieve you can qualify, apply in confidence and include full details of 
yourself and your experience. Box 350, Traffic World, Chicago Office. 


itis tat Big ene ak astiacatan® Aianana Sinise Inside front cover 


Denver & Rio Grande Western Railroad....... 1144 


WANTED—Experienced traffic man. Attorney preferred, but will 
consider experienced rate man studying or willing to study law. Ex- 
cellent opportunity with large industrial concern. Southwest head- 
quarters. Box 351, Traffic World, Chicago Office. 


TPE “PACE CO asia beside cererwcinedaee cone 1088 


General American Transportation Corp....... 1133 
Gulf, Mobile & Ohio R. R 
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WANTED 





Harborside Wareouse Co., Inc.......... Back cover 


Traffic Manager Less Than Forty-Five 





Keeshin Motor Express Co 


ee | 






Large durable goods industry, east of Buffalo. Large 





Long Beach, Port of 


eee eee eee eee eee eee eee eeee 














fleet cars, water craft, and trucks. Age, experience, 






McCormick Steamship Co..............68. = references, salary expected also received in all previous 






Minneapolis & St Louis R. R................. 1139 positions. Furnish non-returnable picture. Box 353, 
Minneapolis, St. Paul & Sault Ste. Marie R. R..1147 P 
Mississippi Shipping Co. (Delta Line)......... 1146 Traffic World, Chicago Office. 


Missouri Pacific Lines 





National Freight Rate Service............... 
PUCCIO IOTARC, BNE a6. cs ois. cec ie cccce eaaiaceieis 1146 
Norfolk & Western Railway 


For Sale 
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FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


14—Hopper, Twin 50-Ton 

50—Hopper, 70-Ton All-Steel, Quadruple 

50—Hopper, Side-Discharge, 50-Ton 

50—Refrigerator, 40-Ft., 40-Ton 

50—Box, 40-Ft., 40-Ton 

15—Box, Automobile, Steel, 50-Ft., 50-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
3—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
5—Flat, 40-Ft., 50-Ton; A B brakes 

10—Tank, 8000-Gallon, 40- and 50-Ton 


Perhaps this list also has some other cars you sould use to very 
beneficial advantage now? 


All. cars are priced to selil 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL" 





ee ere 
Peoria & Pekin Union Railway 









Ratiway Express Agency, Inc... ....5..0<.005005. 
Richmond, Fredericksburg & Potomac R. R.. ..1086 
















St. Eowis-San PVAORCBCO BY. 6 on 5 vc ecisis ccc eie 
St. Louis Southwestern Railway Lines........ 1135 
Signode Steel Strapping Co 


ee | 


Union Barge Line Corp.......... 
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This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No allowances will be made for any errors or omissions. 
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Are you really up to date / 





ne ee 


8 rR 4 De you know that river shipping has become “‘big 


Hee” / business?” . .. that Pittsburgh has become the 
Sy nL Og third largest tonnage port in the entire world? . 
ae eee =. eee that no other transportation can offer the positive 
== <A I mage, © © © © Ogaving mile for mile that you get when you use 


a ———— 





- pons inland waterways? ... that Union Barge Line with 
——— 2 its modern towboats. and barges, its systematized, 
ro. es GE = , 
CES precision traffic control, has become one of America’s 
} most important shipping systems?—-Today, canned 
goods and cotton, matches and machinery, auto- 
mobiles and sugar, lumber, steel, grain, oil and 
countless other commodities and products go by 


Union Barge—to key distributing centers 






: wa! throughout the mid-continental area — 
it’s a matter of « lel and at a saving in shipping costs that 


goes a long way toward solving the prob- 


lems of sales competition and short profit margins. 













: Write for our booklet— it will help you see how 
___— Union Barge fits so perfectly into your trans- 


portation picture. 


Union Barge Line Corporation 
DRAVO BUILDING « PITTSBURGH 22, PA. 



























WHEN IT’S OVER, 
OVER HERE 





Until Victory is won, Harborside’'s 
many facilities are in the national 
service, routing the material of war 
where it is most needed, smoothly, effi- 
ciently, swiftly. 





Harborside service, good before the 
war, is being improved and perfected 
by lessons well learned during the emer- 
gency. It will be yours to command, with 
the coming of peace. Meanwhile, we 
suggest that you keep in touch with us, 
for such cold storage facilities as may 
occasionally become available. 





WAREHOUSE COMPANY, INC. 


34 EXCHANGE PLACE, JERSEY CITY 
Executive Office: 66 HUDSON ST., NEW YORK 


